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When vegetables are at the peak of their 
goodness, there must be no delay in getting 
them to the quick-freezing plant. This new 
refrigerated Highway Trailer helps Sea- 
brook Farms speed Birds Eye Frozen Foods 
for fighting men. Like so many other thou- 
sands of Highway Trailer users, this enter- 
prise has found complete satisfaction in 
Highway’s extra capacity, easy maneuver- 
ability, and low ton-mile hauling cost. 


Highway’s engineers, with new wartime 
skills and methods added to their years of 
successful peacetime experience, have intro- 


HIGHWAY * 


as 
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duced important new features in the High- 
way commercial trailers now being produced 
under W.P.B. authorization. The new 
“Freightmaster” and “Clipper” booklets give 
full details of these new models. Write for 
your copies today, and learn why it’s to 
your advantage to “let your next trailers 
be Highways.” 


HIGHWAY TRAILER COMPANY 


—— Edzerton, Wisconsin 
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Today, the activity over the Corn Belt Route, like that 
of all America’s railroads—united for victory—is war 
activity. 
In this activity, the greatest railroad record in history is 
being written, despite curtailed facilities and much in- 
SERVING FIVE IMPORTANT 


GATEWAYS—Chicago, Kan- creased tonnage. Certainly, the railroads have proven 
sas City, Council Bluffs 








eg Re ee their capability of really doing an outstanding job, on Bose 
Cities). ” W 
their own. , PI; 

The Corn Belt Route is a vital factor in the above circle ; eq 


of activity, as a key factor in America’s mass rail network. 
Keep that area in mind and when the post-war time comes 
to ship, ship via Chicago Great Western. 


Chucage Uneat. ston Rauluray 





THE CORN BELT ROUTE 
ONE OF AMERICA'S RAILROADS — ALL UNITED FOR VICTORY 


Thomas G. Kees, Assistant to Vice-President 309 West Jackson Blvd., Chicago, | 
Traffic Offices in the Larger Cities 
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One of the modern White “van liners” in the Bekins fleet. Upper left: The first “truck” 
operated by the Bekins Co. Right: Milo W. Bekins, President. 


Great Names in Transportation 


BEKINS VAN & STORAGE CO., Los Angeles... 


called by Time Magazine in a recent article, ‘“‘the biggest 
VAN & sToRAS oe moving and storage business in the world,” has operated 
a ~ White trucks for more than thirty years of its half-century 
of experience. 





LOS ANGELES 





From a one-story brick warehouse and six horse-drawn 
- vans, the company .. . still owned and under the manage- 
«++ FOR OVER 30 YEARS we've been buying ment of the family of the founder . . . is today the largest 


White Trucks . . . the White Personalized Service organization of its kind in the world . . . operating 37 
Plan has been a big help to us in keeping our warehouses in leading cities of the West. The company 
equipment operating in these difficult times”. . . bought its first White truck over 30 years ago. Now 

Milo W. Bekins, President. 40 Whites operate in the Bekins fleet on a round-the- 


clock schedule. Bekins dispatchers route them as far east 
as New York, Detroit, and New Orleans, at which points 
they are available for return loads to the Pacific coast. 


THE WHITE MOTOR COMPANY - Cleveland 


A larger volume of new Super Power Whites for commercial 
use is now assured by government order. Your White 
representative will be glad to help you make application. 
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AMERICAN AIRLINES 


INTERNATIONAL AIRFREIGHT 


fir Speed at Low Rates! Wo Delay at the Corder/ 


AMERICAN AIRLINES 
INTERNATIONAL AIRFREIGHT 


Both Ways Between 
Points Throughout 
the U.S. and Mexico 


—Ship all the way 
by air 


— al on a Single Document! 


American Airlines International Airfreight avoids 
port of entry delays, and by combining low rates 
with air speed presents a feasible and profitable 
method of moving your everyday merchandise 
shipments by air all the way between points through- 


out the United States and principal cities in Mexico’ 


and Central America. 


A single shipping document is all that is required 
for the entire air haul on the American Airlines’ 
system. Try it, and you'll call it the simplest form 
of international shipping you’ve ever known! 


Our staff of Airfreight research specialists and 
Airfreight sales engineers are ready now to consult 
with you and help find out how International 
Airfreight can work for you. These men can help 
you use Airfreight as a tool for new marketing 
and merchandising. Write to Airfreight Division, 
American Airlines, Inc., 100 East 42nd Street, 
New York 17, N. Y. 


AMERICAN AIRLINES »... 


THE NATIONAL AND INTERNATIONAL ROUTE OF THE FLAGSHIPS 


July 21 
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ESE FEATURES 


SAVES MANPOWER—the powerful hy- 
draulic lift enables one man to load or un- 
load trucks One man now does the work of 
three 

CUTS LOADING and UNLOADING 
TIME—absence of chains permits “LIFT- 
GATE” to be loaded from all sides Stops 
automatically at body floor and ground level 
REDUCES PERSONNEL ACCIDENTS 
—Cylinder and valve, in one unit, directly 
connected to “LIFTGATE"’—no pins or 
cables to break. Control levers located for 
safest operation 

LESSENS MERCHANDISE DAMAGE— 
Automatic valve prevents over-loading Ad- 
justable stop on control valve regulates max- 
imum lowering speed to prevent accidental 
dropping of load. “LIFTGATE” cannot 
lower while truck is in motion 

EASILY INSTALLED—on trucks now in 
service or on new trucks without extensive 
alteration to the truck body or mechanism 
“PERFORMANCE PROVED”—in hun. 
dreds of installations all over the world. 
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READ WHAT USERS SAY 


“Ie is a necessary addition to our 
equipment “ Cc 2 


**Ordering two more next week " 


RRO 
‘*Now operating 14 °"° Vv Pk & 


*‘We would be glad to recommend 
the Anthony *LIFTGATE to any- 
one "’ BX I&M CO 


“This LIFTGATE' is working out 
in a very satisfactory manner, and 
in fact far exceeds our expectations 
Before, our driver could not unload 
the truck unaided—now he han- 
dies unloading without assistance "’ 

Cc REL CO 


‘It has performed flawlessly 
HFL 


‘Our damage claims have been 
practically nil" M FR 


**‘We would recommend theinsta'la 
tion of such equipment onall trucks 
where loads of 150 Ibs or over are 
handled " se 


‘We have just put our third one 
into service "" M H CO 


‘*We thought we only had a limited 
use for one. now we've found so 
many uses we couldn't do without 
i" ACO 


(Stacements on file) 


ANTHONY COMPANY, inc. 


MANUFACTURERS OF HYDRAULIC HOISTS & BODIES & TRUCK EQUIPMENT 


ARMY 2S 
STREATOR }..{E..; ILLINOIS 


WRITE—ATTENTION: DEPT. 6-B 








@ One of the battlefront jobs of the Ward 


LaFrance Heavy Wrecker, MIAI,.is to move - 


in under the very nose of the enemy and 
remove damaged tanks and other vehicles 
to a repair base where they ‘can be put in 
fighting condition again. The M1A1 has per- 
formed amazing feats, under the worst pos- 
sible operating conditions, on all major fronts, 
where human life depends on performance. 

Building such good trucks is not new to 
Ward LaFrance, but our new commercial 


ja ~ 





models, inspired by the outstanding record 
of this 6x6 Ordnance vehicle; are by far 
the best trucks we have ever manufactured. 
Like the MIA1 they are big and tough with 
pay load capacity ranging up to 30 tons. 
They're the trucks with the “battlefront back- 
ground”... designed, engineered, and manu- 
factured for low-cost hauling. Now available 
to essential users. See your local Ward. La- 
France dealer. If there is no dealer in your 
locality, write direct. 


WARDLAFRANCE 


TRUCK DIVISION 


GREAT AMERICAN INDUSTRIES, INC. e ELMIRA, NEW YORK 














FRANCHISES ARE AVAILABLE 
to progressive dealers in a num- 
ber of attractive territories ... 
Leading dealers now handling 
smaller, non-competitive trucks 
will-be especially interested in 
the Ward LaFrance dealer plan. 
Write for details. 
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THE TRUCK WITH THE BATTLEFRONT BACKGROUND 
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TRAILMOBILE SERVICE IN ACTION 


e pulled a beaut 
right off the junk heap! 


‘Total loss’’ said the insurance company. 

And for nearly a year that trailer stood rust- 

ing in the ‘‘graveyard.’’ Meanwhile, owners, 

B & E Transportation Co., Inc., of New York 

were facing an equipment crisis. Desperate 

for capacity, Mr. Eisen took a hopeful look 
at the “‘total loss.”’ 


Half its left side was ripped off... Could we do anything with it? What a “beaut” that job was— 
rear cross members broken... frame We'll try. Our crew sails in. . . wheg mere weeks later we turned it 
badly bent. They ask Nick Dubak _ straightens and reinforces the frame = over to B & E—good as new. But 
our Newark Branch Manager— . .. Mew cross members . .. new pan- more important—we helped a cus- 
els, inside corner posts and tailboard —_ tomer out of a bad spot. 
. . new Coat of paint... and— 


The point? Just this: Trailmobile Servicenters (60 of them from 
coast to coast) are ready and able to handle anything from a pre- 
Sitisisibeaiinads ventive maintenance checkup to completely rebuilding any make 
Cincinnati, Ohio of trailer. Keep your equipment rolling with Trailmobile service. 
The Trailmobile Company, Cincinnati 9, Ohio; Berkeley 2, Cali- 
fornia; Charlotte, North Carolina. 


RAILMOBILE 


104 Years of Building Transport Vehicles e Sales and Service in Principal Cities 





Like the branches of a river flow- 
ing into the main stream, guns, 
tanks, food, plane parts and other 
material of war are flowing along 
the “Route to Tokyo” on Santa 
Fe rails. 


Movement of these vital war 
supplies is facilitated by— 





Greatly increased yards — More 
than doubled at many points. 
More trains of war can get in and 
out in less time. Sidings have been 
lengthened to handle more cars. 





50 per cent more trains on the 
same tracks are now made possible 
by centralized traffic control at 
key points, which avoids trains 
being held on sidings. 





More power—in the form of 
giant 5400-horsepower freight 
Diesels. Santa Fe now has 75 of 
them—and more are coming! 


SANTA FE SYSTEM LINES 


Serving the West and Southwest 


Part of the war is over. 


Now all the emphasis of war lies along 
the Route to Tokyo. 


There are still boys in bomb bays we all 
want to see back at their jobs. 


There are still young fellows steering 
tanks and landing craft who ought to be 
back steering family cars. 


There are still fellows hunting Japs in 
jungles who ought to be hunting rabbits 
on the ‘“‘south forty.”’ 


These men can’t get back until they get 
the stuff to fight with—and plenty of it. 


That’s where Santa Fe comes in. 
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Now all eyes are on the 











New Topock bridge over the 
Colorado River is speeding up 
movements of freight and troops 
to California’s Ports of War. 

When Victory is won and the 
boys come home, these facilities 
will help provide better passen- 
ger service than ever, and will 
haul more peacetime freight even 
more efficiently than before. 


A h& 


Santa Fe 




































San Francisco skyline and Diamond T Model 614, looking west from the approach to the Oakland Bay Bridge 


“Some have more than 750,000 miles behind them” 
... that’s A-B-C on DIAMOND T reliability 


NDER the bridges and through the Golden Gate, 

a score of Pacific supply lines fan out to our far- 

off island bases. But much of the freight funnels in 

over the bridges first, and by truck, before the ships 

can be loaded at San Francisco. The great A-B-C 

Transfer and Storage truck fleet alone brings in thou- 
sands of tons a day. 

For more than ten years this company has standard- 
ized on Diamond T. The A-B-C truck in the picture is 
almost new, but some of the others in the fleet have 
already done more than 750,000 miles. 


Owners tell us that the extra stamina and depend- 
able performance of Diamond T trucks is a priceless 
asset in wartime—that they are the greatest trucks ever 
built. Their proudest records, of course, will be again 
surpassed by the new and greater Diamond T’s now 
being developed for post-war production. 

Diamond T has been authorized to build a limited 
number of commercial trucks during 1945. See your 
Diamond T dealer if you qualify for O.D.T. approval. 


DIAMOND T MoTorR CAR COMPANY, CHICAGO 
Established 1905 


DIAMOND T TRUCKS 





Complete 


@ General Tire Dealers offer you a complete 
scientific tire service that will definitely extend 
the life of your present tires. 


With factory-trained Truck Tire Engineers 
using specially developed maintenance methods 
and the most modern equipment . . . they are, 
in every way, the best equipped to help you 


get maximum mileage. 


General’s Extra-Mileage Package also provides 


an established tire service practice that makes 
certain you get the full benefit of the exclusive 
construction features of the Top-Quality General 
Highway Tire . . . the built-in longer original 


mileage . . . and extra recap mileage. 


To add more miles to amy tire . . . see your 
General Tire Dealer. To get maximum mileage- 


capacity .. . equip with Top-Quality Generals. 
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There are no secrets in rate making. It is done in 
the open. It follows an established, sensible pattern 
which has long had the approval of the Interstate 
Commerce Commission. 


Railroad freight rates are designed to encourage 
the greatest possible flow of materials and mer- 
chandise of all kinds, and to meet the over-all cost 
of transportation. 


Many things have to be considered. Is the ship- 
ment heavy or light? How much space does it 
occupy ? How much is it worth? How difficult is 
it to handle? 


When new rates or revisions in old rates become 
necessary, all the railroads in the area give advance 


we 


ow would YOU 
Make a Freight Rate? 





notice and hold open meetings. They do this 
through their Rate Bureaus or Traffic Associations. 
Anyone who is interested, whether he ships in a 
small way or in enormous volume, may take part in 
the deliberations and offer suggestions or objections. 


Actually, the railroads merely propose rates. Before 
proposed rates become effective they must be filed 
with the Interstate Commerce Commission. And 
if the rates proposed by the carriers are not satis- 
factory, the public has recourse to the Commission. 
After that, the application of the rates is under the 
Commission’s constant supervision and inspection. 


So, from beginning to end, the process of rate 
making follows the American way. 


Below are illustrated some of the steps in rate making. Assume that a manu- 


Ay 


l 
l 





Weight in relation to 
bulk is considered. Light 
materials require more 
freight-car space per ton. 


Value of a commodity is 
an important factor be- 
cause of responsibility for 
damage or loss in transit. 








Distance is important 
because each extra mile 
of haul means more 
wear and tear, more fuel. 





facturer builds a new plant and a community is established at a point for which 
freight rates have never been published. The rate-making process begins. 


”, tp 





Expenses for any neces- 
sary special services, like 
switching, must be con- 
sidered in making rates. 


Consumer needs are 
considered in making 
rates on necessities 
from far distant points. 


a pe | 
Mi 


1924 ‘30 «35 «40 «(1944 













The rules of rate making 
allow for special adjust- 
ments to permit fair com- 
petition between shippers. 


* 





* 








Proposed rates are posted 
in the “Public Docket,”’ 
open to all. Anyone 
may offer objections. 


BUY UNITED STATES 
WAR BONDS AND STAMPS 


When all factors are con- 
sidered, proposed rates are 
filed with the Interstate 
Commerce Commission, 


The I.C.C. can sus- 
pend rates and change 
them after hearings. 


Rates have been revised to 
meet changing conditions. 
The chart shows decline 
in average ton-mile charges. 


PENNSYLVANIA RAILROAD 


* 53,574 entered the Armed Forces 911 have given their lives for their Country 
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Utility Loader grip-locked loads have tre- erip-locks only one piece just as securely 


consignees. In the top illustration, the gen- Utility Loader grips the load of any size or 
eral purpose Utility Loader equipment grip- shape . . . and locks it against shifting, vibra- 
locks a box car load of many pieces of various tion and shock—the principal causes of dam- 
shapes and sizes. Below, same equipment age to freight in transit. 


Write for a copy of the Evans Manual today. It illustrates the manifold advantages of 
general purpose Utility Loader grip-locked loads to shipper, carrier and consignee alike. 
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Railroad Consolidations 


The report of the subcommittee on consolidations 
® of the Association of American Railroad’s Com- 
mittee for the Study of Transportation, a comprehen- 
sive digest of which is printed elsewhere in this issue, 
contains some statements of fact that may amaze those 
who have not studied the progress of railroad consoli- 
dations in recent years. 
It is interesting to note, for instance, that, in the 
| twenty years between 1920 and 1940, when the regula- 
tory climate was hardly conducive to voluntary con- 
solidations, the number of Class I railroads in the coun- 
try went down from 186 to 133. Even more interesting 
is the committee’s statement that, of the remaining 133, 
some 20 systems earned 80 per cent of the total revenue 
of Class I railroads in 1940. 
The report also points out that, of the remaining 


113 Class I railroads, many are tied to the 20 systems 
4 by financial investments and other interests so that but 


75 are entirely independent of them. On that basis, one 


4 may well say that there are only about 95 Class I rail- 


) roads in the country. 
There was, according to the report, an even more 
radical reduction in the number of Class II and III rail- 
' roads, the former having gone down from 389 to 223 in 
» the period between 1920 and 1940, and the latter, from 
_ 882 to 541 in the same period. 
; Considering these basic statistics, it would seem to 
» the casual observer that the national policy, adopted by 
} Congress, for the “consolidating of the railroads into a 
| limited number of strong systems,” in order to bring 
j about “a higher quality of competition and improved 
} service to the shipping public” seems to be progressing 
fairly well. 
The committee points out, however, that, despite 
} the results of the twenty years, there was in that period 
ja decided slackening of the pace toward railroad con- 
solidations as compared with earlier years. There were 
obstacles in the way, it says, some of which no longer 
exist, and some of which remain and ought to be re- 
moved, by legislation if necessary, as soon as practicable. 
The chief artificial barrier to consolidations in the 
| decade following the adoption of the transportation act 
of 1920 was that part of the law which made it man- 
datory for railroad consolidations to fit themselves into 


a fixed pattern to be drawn by the Interstate Commerce 
Commission. 





It was nine years before the Commission promul- 


147 


gated such a general plan, based on the proposals made 
by Professor Ripley. That plan, while it certainly had 
behind it long and serious academic study, was so 
fraught with practical difficulties that few working 
transportation men ever held even the faintest hope 
that adherence to it would do anything but retard nat- 
ural and desirable consolidations. 

The committee says that, in the golden years of 
railroad consolidations, most of them took place “‘under 
the romantic play of rugged individualism.” It does not 
suggest that consolidations under those circumstances 
were particularly in the public interest in those old days 
nor that they would be in these. 

The mere use of the phrase, however, seems to 
suggest a sort of nostalgic feeling about those circum- 
stances and a suppressed ‘hope that they might return. 
No one with half an ear to the present economic and 
social trends thinks they will; and no one among the 
many millions who suffered under the “romantic play 
of rugged individualism” of a few transportation and 
industrial dictators of the late years of the last century 
and the early years of this hopes they will. 


HE WHOLE POINT in the matter—whether it be 

considered merely as one involving the reduction of 
the number of railroad companies, or as one involving 
the formation of transportation companies offering serv- 
ices via all types of transportation facilities—is whether 
or not, in a given instance or as a plan, the consolida- 
tions will serve the public interest. Congress, when it 
adopted the policy looking toward railroad consolida- 
tions, evidently thought the kind it had in mind would 
be in the public interest. 

The committee’s report sets out again, and in clear 
language, jist what advantages might be expected to 
accrue to the public from additional railroad consolida- 
tions. The catalogue is fascinating. 

It includes such operational advantages as the 
gradual concentration of traffic movements over the 
most efficient routes with consequent increases in train 
tonnages; greater utilization of locomotives and cars; a 
tendency toward the elimination of circuitous routes 
and backhauls; more single-line movements under uni- 
fied supervision, resulting in faster, more convenient 
and more reliable rail service; simplification of terminal 
operations; greater standardization of equipment; re- 
ductions in overhead expenses, and the continued 






































- - - A picture of 32 trucks? Unbelievable? No... 
not when you get the whole story. And here it is: 


These two truck-tractors, operated by U. S. 
Truck Company, keep 16 Fruehauf Trailers mov- 
ing between two plants eighteen miles apart on 
the outskirts of the busy Detroit area. 


The Trailers each carry 32,000 pounds—at least 
twice as much as the truck that pulls the load was 
designed to carry. 


It’s a round-the-clock operation—with drivers 
working two shifts—the “shuttle” system going 
on 24 hours a day. 


Trucks and drivers are constantly busy .. . 
never standing idle for loading or unloading. 
They pull into one plant with a Trailer-load of 
parts for machining ... “drop” the Trailer... 
couple up to another loaded with finished parts 
... and return to the other plant where the same 
operation is repeated. 


Thus, 16 Fruehauf Trailers enable 2 trucks 
to do a job that would otherwise require 32 
trucks! The savings in gasoline, tires, man- 
power, time and money are obvious. 


Coupling and uncoupling take only a jiffy, 
since these Trailers are all equipped with Frue- 
hauf Automatic Supports. All the driver need do 
is connect or disconnect the brake hoses—he 
doesn’t spend time or energy winding Supports 
up and down... it’s done automatically. 





This U. S. Truck operation is, of course, an 
outstanding example of the advantages of the 
“shuttle” system. The ratio of 1 truck to 8 
Trailers is higher than usual. Average is about 
1 to 3. But, whether it’s one truck to eight 
Trailers, or one to two or three—the “shuttle” 
operation with Truck-Trailers means maxi- 
mum efficiency—and savings not possible with 
any other method. 


U. S. Truck Co. Celebrates Silver Jubilee 


Twenty-five years ago the U. S. 
Truck Co. Inc., started opera- 
tion with one truck. Now one 
of the largest freight lines in 
Michigan, U. S. Truck owns and 
operates 500 tractors and Trail- 
ers—280 Fruehaufs—engaged al- 
most exclusively in handling war 
material shipments throughout 
Michigan and part of Ohio. 
Robert F. Jones, president and 
general manager, says that com- 
plete utilization of the “shuttle” 
system has made possible the 
hauling of 35,000 tons of war 
material monthly, despite the 
Manager fact that their staff has been 
U. S. Truck Co., Inc. reduced nearly 50%. 





ROBERT F. JONES 


President and General 


* * * 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY - - DETROIT 32 


Service in Principal Cities 
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heavier loading of merchandise cars necessitating the 
use of fewer cars for that purpose. 


On the traffic and regulatory side of railroading 
the report lists, among advantages to be expected from 
further consolidations, the simplification and greater 
uniformity of traffic policies and rate-making; the fact 
that with larger and more balanced systems competi- 
tion would be more effective than it now is among ill- 
assorted railroads of widely divergent facilities and op- 
erating conditions, and the simplification of regulation, 
particularly with reference to rates and divisions, re- 
sulting from a tendency toward more equally balanced 
earnings in relation to financial needs among a smaller 
number of strong systems. 


The committee also lists a number of financial 


advantages that might be expected to result from fur- 
ther consolidations. 


OME OF THE ADVANTAGES mentioned above are 
so obvious that their result may be accepted as a 
matter of course. Others are more speculative. The 
student is likely to wonder what prevents the railroads 
from making some of them available under existing con- 
ditions since they do not seem necessarily to depend on 
the number of railroad systems involved. 

It is not so long ago, for instance, that the Coordi- 
nator of Transportation issued a series of reports, some 
of which threw much light on the advantages of the 
coordination of railroad operations in specified terminal 
areas. No one argued that these had been issued with- 
out thorough study; but the railroads involved were 
reluctant to do anything much about them; indeed, 
little was done. Here was something that could have 
been done in a given terminal equally well among a 
dozen railroads as it might be done at some future time 

when, through consolidations, those dozen may be re- 
duced to three or four. 
i One who has the habit of sneering at railroad sin- 
cerity in these matters may well, in view of what hap- 
pened in the middle ’thirties, remark in connection with 
some of the adduced advantages listed in the new re- 
) port: “Sez you!” 
That, however, is the cynical attitude. It ought not 
9 be overstressed in discussions such as this. If the reader 
@ of the report pauses to wonder whether the statement, 
* that competition will be more “effective’’ among a small 
7 number of balanced and very large railroad systems 
} than it is among the larger number of systems of 
greater variation, is or is not a good example of a priori 
| argument, he can at least admit that the reduction of 
the number of Class I railroads by, say, a half, will cer- 
tainly not eliminate competition. 


We are inclined to agree with those who believe 
that those who think it will are equally concerned with 
fitting the argument to their view and that, as Com- 
missioner Splawn once said, the chief disadvantage to 
be looked for from further consolidations is that the 


enumerated advantages “are by no means certain of 
realization.” 
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There are two points in the report on which we 
would like to have further elucidation. The first is the 
catagorical stand it takes against the pooling of reve- 
nues from general rate increases. The committee says 
that such a practice would place a premium on ineffi- 
ciency and waste. 

What that view overlooks is that such rate pro- 
ceedings generally are initiated as emergency matters 
just because of the fact that some railroads—usually 
the majority of them—badly need the added revenue. 
If the pooling of the revenue from such general in- 
creases would encourage inefficiency and waste, the 
granting of any such increase at all would do so in an 
equal, if not in a greater measure. 

We very much fear that, in advancing that argu- 
ment, the committee has handed to the regulatory 
bodies a neat peg on which to hang future refusals for 
emergency general rate increases. 

The second doubtful point is the suggestion that 
there ought to be legislation that would compel “dis- 
senting” stockholders in consolidation proceedings to 
sell their holdings (presumably to the interests favoring 
the consolidation) “at the fair market value of their 
shares, to be fixed by the Interstate Commerce Com- 
mission. .. .” 

The proposal merely mentions “dissenting stock- 
holders.” That could mean anything from a small 
minority to, possibly, a. majority. Regardless of the 
number involved, however, the result would be pretty 
hard on the “dissenting stockholders.” 

Under our system of government, excepting only 
some clearly demarked cases of eminent domain, a man 
is entitled to hold or sell his property as he pleases. 
Shares in a railroad company could hardly be compared 
with the type of property an owner may under existing 
laws be required to sell at a specified price by court 
order. Until the necessity for such a harsh procedure 
is more clearly demonstrated either by the committee 
or someone else, we'll string along with the man who 
may not want to sell his railroad stock, regardless of 
his reasons. 


=. as we see it, holders of a minority of the 
stock of a railroad couldn’t prevent a consolidation 
anyway, if the majority wanted to bring it about. If 
the dissenters hold a majority of the stock, we hardly 
see the equity in forcing them to accept the consolida- 
tion proposals of a minority. We still don’t do things 
that way in this country, either in politics or in business. 


SANTA FE, BURLINGTON AT ST. LOUIS 


Plans of the Santa Fe and Burlington for improving the 
entrance of the Burlington into St. Louis and bringing the lines 
of the Santa Fe into St. Louis were discussed at a meeting of 
St. Louis city officials and civil leaders with Fred G. Gurley, 
president, Santa Fe, and H. C. Murphy, assistant vice-president, 
Burlington. Negotiations are now under way among the Gulf, 
Mobile & Ohio, Burlington, and Santa Fe, to bring about the 
Santa Fe’s entrance into St. Louis via the existing lines of the 
Alton between Kansas City and Mexico, Mo., and of the Bur- 
lington from Mexico to St. Louis. The G. M. & O. recently con- 
summated a merger with the Alton, now in trusteeship, subject 
to approval of the Commission. The Santa Fe board of directors 
will consider the St. Louis matter at its next meeting July 26 
in Chicago. 
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Taxes and Transportation 


Referring to a statement by Commissioner Joseph D. Nu- 
nan, Jr., of the Treasury Department’s Bureau of Internal 
Revenue, explaining the application of the tax on transportation 
of property with respect to shipments consigned to army and 
navy .officers at port of exportation, E. H. Bunnell, vice presi- 
dent in charge of the finance, accounting, taxation and valua- 
tion department of the Association of American Railroads, has 
issued an “export traffic” supplement to the circular issued that 
department in November, 1942, suggesting a uniform basis for 
obtaining uniformity in the application of the tax on transpor- 
tation of property under the revenue act of 1942 (see Traffic 
World, Nov. 14, 1942, p. 1173). 

Commissioner Nunan’s statement, identified as “MT:M— 
Mimeograph Coll. No. 5877,” contained the advice that export 
shipments made on commercial bills of lading and consigned 
to an army or navy officer at a por of exportation were not 
exempt from the transportation tax, where made pursuant to 
a prime contract entered into with the War Department on or 
after June 1, 1944, or a prime contract entered into with the 
Navy Department on or after August 15, 1944, including in 
either case a subcontract related to the prime contract. 

“In such case, the transportation tax applies to the ship- 
ment, and a temporary exemption certificate, Form 798, may 


not be filed in lieu of payment of tax,” the internal revenue com- 
missioner said. ; 


Where Exemption Applies 


“However,” he continued, “the exemption allowable in re- 
spect of export shipments still applies to shipments under com- 
mercial bills of lading consigned to an army or navy officer at 
the port of exportation, where the shipment is made pursuant 
to a prime contract entered into on a tax exclusive basis by the 
War and Navy Departments prior to the effective dates of ... 
amendments of their procurement regulations (the amendments 
made effective June 1 and August 15, 1944, and applies also to 
any subcontract (regardless of date) related to such prime 
contract, provided the subcontract is likewise made on a tax 
exclusive basis. As to such prime contracts and subcontracts, 
the person paying the transportation charges may, in lieu of 
payment of the tax, file with the carrier an exemption certifi- 
cate on Form 798, provided Form 798 is modified by entering 
across the bottom thereof, the following statement: 

“«Shipped under prime contract No....... 2 ere 
which excludes transportation tax.’ 


“Where the shipment is made under a subcontract, only the 
number and date of the prime contract need be entered on the 
modified Form 798. The filing of a certificate. of exportation, 
Form 799, will not be required where a modified form 798 is 
filed pursuant to the provisions of this mimeograph. . . . The 
provisions of this mimeograph do not affect the exemption ap- 
plicable to amounts paid for the transportation of property 
shipped on a United States government bill of lading... .” 

The new supplement to the A. A. R. circular of November, 
1942, superseding the previous “export traffic” text in the cir- 
cular, reads as follows: 


Export Traffic 


(a) Amounts paid for the transportation of property in the course 
of exportation to a foreign destination, or shipment to a possession of 
the United States, are not taxable. The term ‘‘in the course’’ of exporta- 
tion’’ contemplates a continuous movement. If a break occurs in the 
transportation for a business purpose, such as private sale, storage, 
grading, sacking, reshipment, or manufacture, and not in necessary de- 
lay or accommodation to the means of transportation, the movement is 
not continuous. It is the responsibility of the person paying the trans- 
portation charge to determine, pursuant to regulations of the Commis- 
sioner of Internal Revenue, whether or not the property is in the course 
of exportation. 


(b) Except as hereinafter provided, the person paying the transpor- 
tation charge must furnish the carrier collecting such charge with a 
temporary exemption certificate, form 798, in duplicate, in every case 
where the claim is made that the transportation charges are not sub- 
ject to tax because the property is in the course of exportation. If the 
carrier collects the tax on transportation charges and subsequently the 
person paying such charges asserts that the property is in the course 
of exportation, the carrier may not refund the tax nor accept the tem- 
porary exemption certificate. All claims for refunds under these cir- 
cumstances must be filed direct with the appropriate collector of in- 
ternal revenue by the person paying the transportation charge. 


(c) A temporary exemption certificate is not required in the case 
of property transported from a point within the United States and con- 
signed on & through bill of lading or through export bill of lading 
to a point without the United States. In the case of a shipment of 
lend-lease materials intended for export to a foreign country or a ship- 
ment to a possession of the United States, where the materials are con- 
signed to the War Shipping Administrator at the port of export,* tem- 
porary exemption certificate on form 798 will not be required. 

(*We are informed by the Bureau that the phrase ‘‘port of export’’ 
may be said to include ‘‘or to an intermediate storage point for sub- 
sequent export.’’) 

(d) On and after June 8, 1945, export shipments made on commer- 
cial bills of lading and consigned to an army or navy officer at a port 
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of exportation are not exempt from the tax where made pursuant to a 
prime contract entered into with the War Department on or after June 
1, 1944, or a prime contract entered into with the Navy Department on 
or after August 15, 1944, including in either case a subcontract related 
to the prime contract. 

Amounts paid for transportation in respect of export shipments un- 
der commercial bills of lading, consigned to an army or navy Officer at 
the port of exportation, where the shipment is made pursuant to a 
prime contract entered into on a tax exclusive basis with the War De- 
partment prior to June 1, 1944, or with the Navy Department prior to 
August 15, 1944, or in respect of any subcontract (regardless of date) 
related to such prime contract, provided such subcontract is likewise 
made on a tax exclusive basis, are exempt from tax. As to such prime 
contracts and subcontracts, the person paying the transportation charges 
may, in lieu of payment of the tax, file with the carrier an exemption 
certificate on form 798, provided said form 798 is modified by entering 
across the bottom thereof the following statement: 

“Shipped under prime contract No. dated 
excludes transportation tax.’’ 

So much of paragraph number 3 of the instructions on forms 798 
and 799 (revised February, 1944) as is inconsistent herewith is revoked 
as of June 8, 1945. 

(Note: The provisions of this paragraph do not effect the exemption 
applicable to the transportation of property on a United States govern- 
ment bill of lading.. (See Coll. Mim. No. 5877, dated June 8, 1945.) 

(e) The carrier receiving a temporary exemption certificate, form 
798, in duplicate, shall retain the duplicate with the paid transportation 
document and forward the original securely attached to its monthly re- 
turn (form 727), revised, to the collector of internal revenue. 


Western Pacific Refinancing 


Citing an estimated net saving of $2,390,000 after expenses 
under plans to refinance $10,000,000 of its bonds, the Western 
Pacific Railroad Co. has asked the Commission, in Finance No. 
14989, for authority to issue that amount of first mortgage 3 
per cent bonds to replace $10,000,000 of first mortgage 4 per 
cent bonds, series A. The -applicant estimated the savings on 
the assumption that the new bonds would be sold at 98% per 
cent of par. However, it said, if the bonds were sold at par, 
the estimated net savings over their life would be somewhat 
greater. 

The railroad said it would ask competitive bids, to name 
a price of not less than 98% per cent. The bonds, to be known 
as series B, will be due January 1, 1974, dated July 1, 1945, 
with interest payable semi-annually, according to the applica- 
tion. They will not contain any tax free covenant clause and 
will not be convertible into shares of stock, it says. 

The application observes that the outstanding bonds were 
originally issued to Reconstruction Finance Corporation pur- 
suant to the provisions of the plan of reorganization approved 
by the Commission June 21, 1939. 

The new bonds are proposed, it says, as a “prudent course 
to refinance the outstanding bonds because of the lower rate 
of interest at which it is believed the new bonds can be sold 
provided applicant receives a bid or bids which specify a favor- 
able purchase price.” 


Referring to the application of the Western Pacific Rail- 
road Co., in Finance No. 14989, Director Sweet, of the Commis- 
sion’s Bureau of Finance, has raised a question as to the 
propriety of employing a law firm to furnish an opinion con- 
cerning the transaction, when one member of the firm is also 
a director of the railroad company. 

Writing to Charles W. Dooling, counsel for the Western 
Pacific, Mr. Sweet said, in part: 


Upon referring to the invitation for bids, Exhibit 6 to the applica- 
tion, ...it is noted that the purchasers of the bonds are to be furnished 
an opinion of Messrs. Whitman, Ransom, Coulson and Goetz, of 40 
Wall Street, New York, as to the form and validity of the bonds, 
this firm having been designated by the applicant as counsel for the 
prospective purchasers. Inasmuch as Mr. Coulson is a’ member of the 
firm above designated and is also a director of the issuing company, 
namely, the Western Pacific Railroad Co., please advise as to the 
propriety of designating that firm to furnish an opinion of counsel 
for the purchaser when a member of such firm is also a director of 
the company issuing the bonds. 


MISSOURI RIVER BASIN PROJECT 


Secretary Ickes, of the Interior Department, has announced 
allocation of funds in varying amounts to eight of the depart- 
ment’s agencies, from an aggregate appropriation of $3,200,000, 
“to launch immediately the Interior Department’s part in the 
federal government’s $1,500,000,000 program to develop the re- 
sources of the Missouri Valley Basin.” 

“The overall objective of the plan approved by Congress for 
the conservation, control, and use of the water resources of 
the Missouri River Basin,” he said, ‘‘is to enhance in the great- 
est possible degree the welfare of the people of the basin and 
the nation as a whole. Irrigation, hydro-electric power, flood 


ea 


control, erosion abatement, improvement of the navigability of . 


the Missouri River . . . will be direct results of carrying out 
this water plan... .” 


. 
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Midwest Coal Rates 


In two reports written by Commissioner Miller, the Com- 
mission has required changes in the coal rate adjustment from 
Illinois, Indiana and western Kentucky mines to destinations in 
northern Illinois and to Beloit, Wis., and in Illinois intrastate 
rates. The cases were No. 28888, Middle States Fuels, Inc., vs. 
Atchison, Topeka & Santa Fe Railway Co. et al., and I. and S. 
No. 5139, Coal to Beloit, Wis., and Northern Illinois, embracing 
No. 28881, Bituminous Coal Rates Within Illinois. 


In No. 28888, the Commission found not unreasonable or 
unduly prejudicial the $1.80 rate on bituminous coal from the 
Fulton-Peoria group in Illinois to Beloit, except from Atkinson 
in that group. The rate from Atkinson, $1.94, was found unrea- 
sonable to the extent it exceeded the $1.80 rate. The Atkinson 
rate, said the report, was on a higher level than other point-to- 
point coal rates in the general territory involved, and that oper- 
ating conditions from Atkinson and the Fulton-Peoria group as 
a whole on coal to Beloit did not differ materially. 


In I. and S. No. 5139 and the embraced case, the Commis- 
sion entered a cease and desist order and required the respon- 
dents to cancel the proposed schedules on or before November 
16, on not less than one day’s notice, without prejudice to the 
establishment of rates on the bases approved in the report. The 
findings in those proceedings follow: 


1. The present and the proposed rates from Indiana to the northern 
Illinois destinations, as published in the tariffs enumerated in appendix 
E (not reproduced) to this report, result or would result in unjust 
discrimination as between shippers and receivers of coal transported in 
whole or in part by the Milwaukee or the Illinois Central railroads, in 
violation of section 2 of the act, and in undue preference and prejudice 
as between the origins in the Brazil and Linton districts, and 
as between the respective Indiana districts, in violation of section 3(1) 
of the act, in and to the extent that such rates reflect or would reflect 
rate relations between such districts and between the points in each 
of those districts to the respective destinations which differ from the 
relations reflected by the rates and the rate bases set forth as approved 
in this report, including appendices A and D (not reproduced) hereto. 

2. The proposed rates from the Brazil, Linton, and Princeton dis- 
tricts in Indiana to Beloit, as published in tariffs named in appendix 
E (not reproduced), would result in unjust discrimination as between 
shippers and receivers of coal transported in whole or in part by the 
Milwaukee, in violation of section 2 of the act, and in undue preference 
and prejudice as between (a) the origins in the respective Brazil and 
Linton districts, (b) the respective Indiana districts, and (c) the In- 
diana districts on the one hand, and the Illinois districts on the other, 
in violation of section 3(1) of the act, in and to the extent that such 
rates would reflect rate relations between such districts and the re- 
spective points in each of such districts to Beloit, which differ from 
the relations reflected by the rates set forth as approved in appendices 
A and D (not reproduced) to this report. 


3. The proposed rates from the Indiana districts to the northern 
Illinois destinations and to Beloit would be unreasonable to the extent 
that they would exceed the rates or rate bases set forth in the column 
headed ‘‘Rate approved in this proceeding’’ in appendix A (not repro- 
duced) to this report. 


1. The present and the proposed rates, as published in tariffs named 
in appendix E (not reproduced), from the western Kentucky group to 
northern Illinois destinations intermediate to Chicago on routes over 
which the said western Kentucky rates apply or would apply, result 
and would result in undue prejudice to shippers in the western Kentucky 
group and in undue preference of shippers in the Illinois and Indiana 
groups, in violation of section 3(1) of the act, in and to the extent that 
the western Kentucky rates exceed or might exceed by more than 25 
cents the contemporaneous rates from the southern Illinois group to 
the same destinations. 

5. The maintenance of intrastate rates on bituminous coal, in car- 
loads, from Victoria and Rushville, Ill., and from the Fulton-Peoria 
and Danville groups and other Illinois groups south thereof to northern 
Illinois destinations to which intrastate rates from the foregoing points 
or groups are proposed to be increased in schedules enumerated in ap- 
pendix E hereto, to the extent that such rates are lower than on the 
approved bases therefor set forth in this report, including appendices 
A and D (not reproduced) hereto, causes and will cause undue, unreas- 
Onable, and unjust discrimination against interstate commerce; and 


this unlawfulness should be removed by increasing the aforesaid intra- 
State rates to the approved bases for such rates as indicated in this re- 
Port, including appendices A and B (not reproduced) hereto; provided, 
that this conclusion shall not be construed as affecting any intrastate 
joc which are not now lower than on the basis of the Indiana-Illinois 
calc 


as set out in appendix C (not reproduced) hereto, applied to the 
Shortest tariff-route distances, from Victoria, Rushville, or any of the 
affected origin groups. 

6. Rates in accordance with the foregoing findings and conclusions 
shal! be made effective, so far as practicable, from all origins to all 
destinations at one and the same time, and will result in a reasonable, 


non-discriminatory and non-prejudicial adjustment from Indiana, Illi- 
nois, and western Kentucky to all points in the destination territory. 

The foregoing findings and conclusions are without prejudice to the 
right of the authorities of the state of Illinois, or of any other interested 
party, to apply for a modification thereof as to any specific intrastate 
rate on the ground that it is not related to interstate rates in such a 
way as to contravene the provisions of the interstate commerce act. 

The suspended schedules of proposed interstate rates will be re- 
quired to be canceled, without prejudice to the establishment of rates 
from Indiana and western Kentucky on the bases herein approved. An 
appropriate order requiring removal of the unlawfulness under sections 
2 and 3 of the act found to exist in the interstate rates from Indiana 
and western Kentucky will be entered. In accordance with our practice 
in section 13 proceedings, we shall leave to respondents and the Illinois 
Commission the matter of adjusting the intrastate rates to conform to 
our findings and conclusions herein under that section. If this is not 
accomplished within 60 days from the service of this report, considera- 
tion will be given to the entry of an appropriate section 13 order. 


Reasonableness of Fulton-Peoria Rate 


In No. 28888, the report said the essence of the complaint 
was against the difference of 60 cents between the rate to Beloit 
of $1.80 from the Fulton-Peoria group, for a distance of 170 
miles, and that of $2.40 from southern Illinois, for 394 miles, 
the complainant contending that the $1.80 rate was unreason- 
able and unduly prejudicial and asking a rate of $1.61 as maxi- 
mum. Such a rate, it said, would be 79 cents under that from 
southern Illinois for a difference in distance of 224 miles, and 
21 cents, instead of the present 40 cents, over the rate of $1.40 
from the northern Illinois group to Beloit for a difference in 
distance of about 48 miles. The complainant asked, said the 
report, that 79 cents and 21 cents be prescribed as the minimum 
and maximum differentials, respectively. 

The report observed that the assailed rate level was about 
the same as or lower than that of any of the going rates with 
which it was compared. It said the Commission had several 
times found the rate from Fulton-Peoria to Beloit not unrea- 
sonable. Whatever the reasons for Fulton-Peoria’s failure to 
ship more coal to Beloit might be, it observed, the record did 
not show that the present relation between the rate from that 
group and the rate from southern Illinois was responsible for 
such failure. 

The Suspension Proceeding 


The Commission’s decision in I. and S. No. 5139 and the 
embraced case was supported by twenty findings of fact. In 
the suspension proceeding, it said, the respondents proposed 
to increase the rates on bituminous coal, in carloads, from 
mines in the Brazil-Clinton, Linton-Sullivan, and Princeton- 
Ayrshire districts in Indiana to Beloit, Wis., other than those 
on the Milwaukee in the first two districts and those on the 
Southern Railway and the Algers, Winslow & Western in the 
latter district; and from all of the Indiana districts and the 
western Kentucky group to Rockford, Freeport, Dixon, and 
a number of other Illinois points north and west of Chicago. 

On petition of the principal railroads operating in Illinois, 
in No. 28881, alleging a violation of section 13 of the interstate 
commerce act, the Commission entered on an investigation 
concerning the lawfulness of rates and charges for the intra- 
state transportation of bituminous coal, in carloads, from 
Illinois mines to these same northern Illinois destinations, 
with the view te prescribing such nondiscriminatory, non- 
prejudicial, and otherwise lawful rates and charges for such 
traffic, said the report. It said the petitioners asked that the 
rates required to be maintained in Illinois be found unlawful 
as causing undue advantage, preference, and prejudice as be- 
tween persons and localities in intrastate commerce on the 
one hand, and interstate commerce on the other, and undue, 
unreasonable, and unjust discrimination against interstate 
commerce. 

; After discussing the history of the coal rate adjustment 
in the involved territory, the report said that “this midwestern 
rate adjustment to these destinations cannot be stabilized, and 
fair and reasonable origin and destination relations main- 
tained, so long as a multiple-rate basis applies from any of the 
important origin districts, such as the Brazil and Linton dis- 
tricts in Indiana.” This was evident, it said, from the fact that 


‘the lower single-line rates of the Milwaukee from the Linton 


district had been met by the Illinois Central from mines in 
that district served by it, and from the proposal “here” to 
extend the dual basis to southern Wisconsin and to the only 
remaining Indiana group of any importance. 

“Clearly, the time has come when these discriminatory 
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practices and maladjustments should be eliminated,” said the 
Commission. “Accordingly, the record herein being adequate 
for the purpose, we shall now proceed to a determination of 
the fair and reasonable relations which should exist between 
the respective origin groups, and between the Indiana and the 
Illinois groups, to these destinations; and having made that 
determination, we shall expect respondents, so far as lies 
within their respective powers, to establish and observe these 
relations.” 

After observing that no attempt had been made to show 
any substantial difference in the operating conditions of re- 
spondents from the respective Indiana and Illinois groups to 
the northern Illinois destinations, and considering differences 
in competitive conditions, as reflected in gains and losses in 
tonnage shipped from the various origin districts, the Com- 
mission found that the differential between the Brazil and 
Linton districts, to the northern Illinois destinations, including 
Beloit, should be 10 cents. 


The Required Adjustments 


“If the proposed rates from the Indiana groups which are 
higher than the so-called normal basis were reduced to the 
latter basis, and if the single-line rates of the Milwaukee and 
the Illinois Central from the Linton district were increased to 
the normal basis proposed from the other mines in that group, 
the rates from all of the Brazil mines made 10 cents less, and 
the Princeton-Boonville rates made 7 cents more, the resulting 
rates to the 12 representative destinations would average $1.95 
from Brazil, $2.05 from Linton, and $2.12 from Princeton-Boon- 
ville. Such rates, referred to hereinafter as approved rates, 
compare favorably with the proposed rates from the Illinois 
groups to the same destinations, with the exception of certain 
of the rates from the Fulton-Peoria, Danville, and Du Quoin 
groups,” the report said. 

The Commission found that a reasonable and non-dis- 
criminatory rate under section 13 from all of the Fulton- 
Peoria mines to Geneva might not be less than $1.60. From 
the Danville group, by combining the present rate to Amboy, 
DeKalb, and Geneva with the proposed rates to the other 9 
of the 12 destinations, the report said the resulting average 
of the rates, “herein approved under section 13 of the act,” 
would be $1.88, which, it said, for the average distance of 214 
miles was 94 per cent of the Indiana-Illinois scale and 82.1 
per cent of the Midland scale. 

The Commission said it found that the proposed Du Quoin 
rates had not been justified under section 13 of the act where 
and to the extent they exceeded the proposed Belleville rates 
to the same destinations. The rate thus approved, it said, as 
shown in an appendix to the report, from Du Quoin to the 12 
destinations averaged $2.06, or 89.6 and 73.8 per cent of the 
respective scales. 

“The average approved rate of $1.95 from Brazil to the 
12destinations for 256 miles is 88.6 per cent of the Indiana- 
Illinois scale and 76.5 per cent of the Midland scale, which 
compares favorably with the foreging average approved rate 
from the Danville group, with the average proposed rate of 
$1.83 to the same destinations from Springfield for 225 miles, 
91.5 and 75.6 per cent of the respective scales, and with the 
average proposed base rate of $1.59 from Fulton-Peoria for 
159 miles, 93.5 and 84.6 per cent of the scales,” said the Com- 
mission. “The average rate of $2.12 approved from the Prince- 
ton-Boonville group for 366 miles is 83.5 and 67.9 per cent of 
the respective scales, as compared with an average proposed 
rate of $2.14 for 354 miles from southern Illinois, 84.3 and 68.6 
per cent of the scales.” 

Noting that Belleville was one of the largest midwestern 
districts, and that, with few exceptions, the uniform differen- 
tial, Belleville under southern Illinois, to these destinations, 
to Chicago, and to numerous points in the northwest was, and 
long had been 10 cents, the Commission said there was no 
adequate support for requiring a change in that differential. 

Discussing the prescribed rates as a whole, the Commission 
said: 

Taken as a whole, the combined rates herein approved from Indiana 
to the 12 northern Illinois destinations average 86.1 per cent of the In- 
diana-Illinois scale and 70.7 per cent of the Midland scale and the com- 
bined rates herein approved from the Illinois groups to those destina- 
tions average 85.4 and 70.3 per cent of those scales. We believe that 
the rates or rate bases above indicated, which are set forth more spe- 
cifically in appendices A and D hereto, will afford fair and reasonable 
relations of rates to northern Illinois destinations, both as between the 
respective origin groups and as between the Indiana groups on the 
one hand, and the Illinois groups on the other. 


Beloit Adjustment 


To Beloit, said the Commission, the relative situation as a 
whole differed from that to northern Illinois only in that on 
coal is was located at the edge of a territory that, because of 
less favorable transportation conditions, properly took some- 
what higher rates than did northern Illinois and somewhat lower 
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rates than to Wisconsin points farther north or to Iowa. After 
discussing the rates from the various groups, the Commission 
said that, taken as a whole, the rates approved from Indiana to 
Beloit averaged 94.3 per cent of the Indiana-Illinois scale and 
77.1 per cent of the Midland scale, and that the combined 
present rates from Illinois to that point averaged 92.9 and 76.6 
per cent of the respective scales. The Commission said it be- 
lieved that, differences in the levels of the origin differentials 
considered, the foregoing average rates from the Indiana groups 
to Beloit were reasonable per se and in their relation to each 
other, and to the rates from the Illinois groups to the same 
destination. It continued: 


Rates established on the foregoing bases will result in a uniform 
spread of 15 cents Beloit over Rockford from all Indiana and Illinois 
groups, except Du Quoin. There are 9 origin points in the Du Quoin 
district, of which 8 are served by the Illinois Central and one by the 
Missouri Pacific. All of these mines take a common rate to Beloit and 
to the Northwest generally, as well as to Chicago and numerous points 
in northern Illinois, but to Rockford and a few other points in northern 
Illinois, for an unexplained reason, the present and the proposed rates 
from 2 of the 8 origins on the Illinois Central in the Du Quoin district 
are 5 or 10 cents less than the rates from the other points in that group, 
although the average distance from the 2 origins is about the same as 
the average from the other 6 origins on the Illinois Central. Thus, to 
Beloit the rate, not proposed to be disturbed, from all Du Quoin mines 
is $2.35 for 322 miles, but to Rockford the proposed rate from all origins 
except 2 on the Illinois Central is $2.20 for a short tariff-route distance 
of 326 miles and from the 2 excepted points is $2.15 for 327 miles. The 
rate herein approved from all points in the Du Quoin district to Rock- 
ford, 304 miles, is $2.15, the same as that from Belleville, 332 miles. 
This would result in a spread Beloit over Rockford from Du Quoin of 
20 cents. The difficulty seems to be with the rate to Beloit, which for 
322 miles is 5 cents higher than the rate of $2.30 from the Belleville 
group for 358 miles, or a higher rate by 5 cents for a shorter distance 
by 36 miles. We have hereinbefore found that to the northern Illinois 
destinations the proposed Du Quoin rates have not been justified where 
and to the extent that they exceed the proposed Belleville rates. The 
Belleville rate should also be observed as maximum from all Du Quoin 
mins to beloit. The resulting spread between Beloit and Rockford will 
thus be uniformly 15 cents from all origin groups. 


The Commission found the rates proposed from western 
Kentucky not justified to destinations intermediate to Chicago 
where they reflected a differential over southern Illinois greater 
than 25 cents, and found those rates justified to Illinois destina- 
tions farther north where they reflected the present differential 
over southern Illinois of 35 cents. 


Price Administrator’s Position 


Referring to the contention of the Price Administrator that 
increased coal rates would conflict with the government’s stabil- 
ization program, the Commission said that “in reaching our 
conclusions herein, we have weighed carefully the contentions 
of the Price Administrator. We think the importance of estab- 
lishing a reasonable, non-discriminatory, and suitable adjust- 
ment of rates to these northern Illinois destinations outweighs 
the stabilization considerations raised by him.” 


Section 13 Issue 


The Commission rejected a contention of the National Asso- 7 
ciation of Railroad and Utilities Commissioners and the attorney | 


general of Illinois that the complaint under section 13 should 


be dismissed because premature, since, if the Commission ap- | 


proved increased rates from Indiana to northern Illinois and 
the Illinois commission should approve a rate level for intrastate 


application lower than that approved by the Commission for | 
interstate use from Indiana, the way would then be open for | 


aes a 


the carriers to petition for correction under section 13. The® 
Commission said the position of the respondents was that the § 


intrastate rates assailed were unlawful, not as related to inter- 
state rates from Indiana or western Kentucky, but as related 


to the interstate rates presently in effect from Illinois origins § 


to destinations in eastern Iowa and southern Wisconsin. The! 


contentions of the state authorities, therefore, were based on a 
misconception of the respondents’ position and need not be 
further discussed, said the Commission. 


As to the need for adjustment of the intrastate rates, the 


Commission said: 


As stated, the entire midwestern adjustment to these northern 
Illinois destinations has been in a state of uncertainty for many years, 
chiefly because of the relatively low intrastate rates required to be estab- 
lished and maintained by the Illinois Commission. This adjustment can 
not be stabilized without an increase in the intrastate rates to those 
destinations, made concurrently with an increase in the interstate rates 
from Indiana and western Kentucky, upon bases fair and reasonable to 
all concerned, such as is contemplated under the findings made and 
conclusions reached in this report. 


NEGRO PASSENGER COMPLAINT 


By a report and order in No. 29129, Yolanda Barnett vs. 
Texas & Pacific Railway Co., the Commission, division 2, dis 
missed the complaint of Yolanda Barnett, of New York City, 


a Negro, who alleged that the failure of the T. & P. to furnis! © 
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her dining-car service on a journey begun February 10, 1944, 
as a first-class Pullman passenger from St. Louis, Mo., to 
Dallas, Tex., while at the same time furnishing such service 
to white persons, subjected her to undue and unreasonable 
prejudice and disadvantage. 

The division found that the complainant was not subjected 
to undue and unreasonable prejudice or disadvantage and that 
the railroad’s present practices with respect to the use of 
dining-car facilities by colored passengers were not unduly 
prejudicial. 

The division said the complainant had asked the Commis- 
sion to award $2,500 reparation, but that the claim had been 
abandoned at hearing because a suit for damages with respect 
to this matter was pending in the federal courts. 


City Transfer & Storage Purchase 


The Commission, division 4, has approved the acquisition 
of control through stock ownership and the purchase of motor- 
carrier operating rights, as proposed in MC F-2328, John E. 
and Dan W. Carroll—Control—City Transfer & Storage Co., 
embracing also MC F-2444, John E. Carroll—Control; Signal 
Trucking Service, Ltd.—Purchase—City Transfer & Storage Co. 

In MC F-2328, the division approved acquisition by John E. 
and Dan W. Carroll, brothers, of Los Angeles, Calif., of joint 
control of City Transfer & Storage Co., Long Beach, Calif., 
through ownership of a majority of its outstanding capital stock. 

In MC F-2444, the division approved purchase by Signal 
Trucking Service, Ltd., Los Angeles, for $3,500, of a portion of 
City Transfer’s operating rights and acquisition of control of 
such portion of the rights by John E. Carroll, through such 
purchase. 

City Transfer’s operating authority, said the division, in- 
cluded transportation between specified California points of 
general commodities, with exceptions, beans, canned goods, 
citrus fruits, and heavy construction materials and supplies, the 
latter item constituting about 90 per cent of its total business. 
Its operations, continued the division, had expanded to a point 
where it was doing about nine times the volume of business it 
did three years ago—largely because of the war. 

The division said that in view of the nature of City Trans- 
fer’s principal services and a request made by it for modifica- 
tion of its authority, indicating an intent to make the authority 
coincide more closely with such services, the division was of 
the opinion that bringing City Transfer under common control 
with Signal Trucking might properly be approved notwithstand- 
ing relatively minor duplications in their operating authority. 
It said that unification of the properties and operations of the 
two carriers was not contemplated because of the dissimilarity 
in the nature of the two operations and because the owner of 
27 per cent of City Transfer’s capital stock would not consent 
to such unification. 


Central of Ga. Reorganization 


A reorganization plan for the Central of Georgia Railway 
Co., that it said was much the same as the amended and modi- 
fied plan submitted by the debtor trustee, has been approved by 
the Commission, division 4, in Finance No. 12950, Central of 
Georgia Railway Co. Reorganization. 

New capitalization of about $84,408,798 after application 
of the proceeds of subsequent sale of pledged assets having a 
book value of $1,633,835, had been called for under the debtor 
trustee’s plan, and this capitalization was approved, said the 
division. 

One approved change, said the division, was that holders of 
Chattanooga, Rome & Southern bonds would be offered new 


ee mortgage bonds or an extension of the bonds now 
eld. 


Existing capitalization (including lessors’ stocks in the 
hands of the public) was $86,170,919, on December 31, 1943, in- 
cluding $574,978 of interest on unsecured debt owing to the 
affiliated companies, the division said. It continued: 


Fixed charges in 1943 as reported were in the amount of $4,576,871 
including $1,192,635 as rent for the South Western railroad which was 
operated for the account of the lessor during the first six months of 
the year (the present rate being a rental of $259,555 plus organization 
expenses of about $4,000 and taxes). Under the approved plan, fixed 
charges will be reduced to about $644,448. 


As does the debtor trustee’s plan, the plam approved makes provi- 
Sion for the retention of the steamship lines (not at present in oper- 
ation) and for consolidation, merger or purchase of transportation 
Properties of lessors in lieu of continued operation under leases, if 
the leased properties can be acquired on the terms set forth in the 
Plan. Two of the lessors have not indicated consent to the consolidation, 
and have asked that the existing leases be continued in effect after 
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reorganization. The third has asked for a higher valuation of its 
properties. 

The new capitalization, said the division, included total 
fixed-interest obligations of $17,499,852, with charges of $645,- 
143, the largest item being $13,860,977 for first-mortgage bonds, 
with $554,439 for charges. Other items in this group were equip- 
ment obligations of $3,499,852, with charges of $84,448; divi- 
sional bonds (C. R. & S.), $139,023, with charges of $5,561, and 
sinking fund divisional bonds, with charges of $695. 

Total income bonds and contingent sinking funds, said the 
division, were capitalized at $16,000,000, wilth charges of $869,- 
305. The items in this category included, among others, $2,730,- 
595 income bonds, series A, and $13,269,405 income bonds, 
series B. 

The division showed total preferred stock as $18,784,562, 
with charges of $939,228, and common stock as $32,124,384. For 
debt retirement the charges were given as 50 per cent of cash 
dividends on common stock. 

Income bonds, series A, said the division, would have pref- 
erence over income bonds, series B, in sinking fund benefits, 
but not in the payment of interest. It continued: 


Preferred stock, series A, will have preference over preferred 
stock, series B, in the distribution of assets upon liquidation but not 
in the payment of dividends. The sinking funds, except the divisional 
mortgage sinking fund which is a fixed obligation, will be payable out 
of available net income after the payment of contingent interest; in 
each instance the payment, when income is available, will amount to 
one-half of 1 per cent of the maximum principal amount of bonds at 
any time previously outstanding. Payments into debt retirement fund 
will be required only when cash dividends are paid on the common 
stock, and will amount to 50 per cent of the dividends so paid. 


The order and appendixes contained details with respect to 
the approved treatment of existing securities and claims includ- 
ing the distribution of cash and securities a $1,000 bond. 


G. M. & O. Motor Subsidiary 


Extension of operations of the Gulf Transport Co., Mobile, 
Ala., motor subsidiary of the Gulf, Mobile & Ohio railroad, to 
permit transportation of lumber or articles made therefrom be- 
yond Quitman, Miss., as parts of through shipments by rail 
under appropriate transit arrangements, has been granted the 
motor subsidiary by a report and order of the Commission, divi- 
sion 2, on reconsideration, in MC 86761, Sub. 15, Gulf Transport 
Co. Extension—Melvin, Ala. The authority granted was similar 
to temporary authority that expired December 31, 1945. 

The division had granted Gulf Transport a certificate for 
transportation of lumber from Melvin, Ala., to Quitman, subject 
to conditions, including one that shipments transported by the 
applicant should be limited to those that it delivered to the 
railroad under a through bill of lading covering, in addition to 
movement by the applicant, a subsequent movement by rail (see 
Traffic World, October 28, 1944, p. 1094). 

Because of a change in the company’s method of conducting 
its business, the division said, it had modified the condition in 
the prior order. It continued: 


On reconsideration, we find that condition 2, attached to the cer- 
tificate granted in the prior report herein, should be modified to read 
as follows: 


2. Shipments transported by applicant shall be limited to those 
which it delivers to the railroad under a through bill of lading cover- 
ing, in addition to movement by applicant, a subsequent movement by 
rail, or those which it transports as part or parts of through shipments 
prior to movement by rail under appropriate transit arrangements. 


Commissioner Lee, said the division, was necessarily absent 
and did not participate in the disposition of the instant pro- 
ceeding. 


Babcock Forwarder Rights 


The Commission, division 4, has granted Robert J. Babcock 
as substituted applicant in FF-149, P. A. Johnson and B. J. 
Babcock Freight Forwarder Application, authority to forward 
dairy products, including rabbits, other than live, from points 
in North Dakota, to points in Connecticut, Delaware, Maryland, 
Massachusetts, New Jersey, New York, and Pennsylvania. The 
report, permit and order in the proceeding will be effective on 
and after September 12. 

Noting that Mr. Babcock was a director and vice-president 
of Dakota Transfer & Storage Co., and that, in view of the pro- 
visions of section 411(c) of the interstate commerce act the 
question arose whether or not be might be substituted as appli- 
cant and, if otherwise found qualified, be granted a permit to 
operate as a freight forwarder, the report said: 


Section 411(c) makes it unlawful for a director or officer of a com- 
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mon carrier subject to part II of the act, in his own personal pecuniary 
interest, to own, directly or indirectly, a freight forwarder. This sec- 
tion, however, does not prohibit the issuance of a permit to a freight 
forwarder because a director or officer of a common carrier has a direct 
or indirect financial interest in a freight forwarder. The provisions of 
section 411(d) authorize the Commission, upon complaint, or upon its 
own initiative without complaint, but after notice and hearing, to in- 
vestigate and determine whether any person is violating the provisions 
of section 411(c), and, if the Commission finds after such investigation 
that such person is violating any of such provisions, it shall by order 
require such person to take such action as may be necessary to prevent 
continuance of such violation. 

Section 410(g) provides that any right to engage in service subject 
to part IV pending disposition of any application made to this Com- 
mission for a permit. and any right to a permit when issued, may be 
transferred, in accordance with the rules and regulations as the Com- 
mission shall prescribe to insure compliance with the provisions of 
part IV, if the Commission finds that, with respect to the service cov- 
ered by such right or permit, the transferee thereof satisfies the condi- 
tions prescribed in section 410(c) with respect to the original issuance 
of permits. Our rules and regulations issued pursuant to this authority 
provide, in part, that the proposed transfer shall be approved if it 
appears that such transfer, if approved, will not result in unlawful 
ownership or control of a freight forwarder. 49 CFR, 1943 Sup., 415.5 
(d). This rule does not preclude the issuance of a permit to a trans- 
feree who, as an original applicant, would have been otherwise eligible 
to receive one. It is therefore unnecessary further to consider herein 
such questions under section 411(c) as may be involved in transferee’s 
being a motor-carrier director, officer, and stockholder. However, the 
granting of a permit herein is not to be construed as affecting in any 
way his duty to comply with such obligations as are imposed by section 
411(c). 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Petroleum Xylol 


No. 29060, Standard Alcohol Co. et al. vs. Atchison, Topeka 
& Santa Fe Railway Co. et al. By the Commission, division 3. 
On reconsideration, prior report of October 10, 1944, modified. 
In that report, said the division, it was found that the rates 
a 100 pounds prior to March 14, 1942, on petroleum xylol, in 
tank-car loads, from Baytown, Tex., to certain destinations in 
Mo., Ill., Ind., Wis., Mich., Pa., and N. J., were unreasonable 
to the extent they exceeded rates made 25 per cent of the 
first-class rates from and to the same points in effect when the 
shipments under consideration moved, and reparation was 
awarded on that basis. On petition of the defendants, to which 
the complaints replied, the proceeding was reopened for re- 
consideration, said the division. On reconsideration, found 
that the rates assailed were unreasonable to the extent they 
exceeded the rates on toluol, in tank-car loads, from Baytown 
to the destinations identified when the shipments under con- 
sideration moved. Reparation awarded. 


Flour and Cereals 


No. 29182, Quaker Oats Co. vs. Canadian National Rail- 
ways, et al. By the Commission, division 3. Complaint dis- 
missed for want of jurisdiction. The division said the com- 
plainant, a cereal-and-flour manufacturer at Peterborough, 
Ont., Canada, alleged that on 10 carloads of flour and cereals 
shipped in November, 1941, and February and March, 1942, 
from Peterborough to New York, N. Y., for export, charges for 
the movement to New York higher than those based on the 
export rates were unreasonable. Because of the war and the 
resulting lack of ocean transportation, the complainant alleged, 
the shipments were not exported from New York, with the 
exception of a part of each of nine of the shipments, but were 
reshipped to certain other United States ports and thereafter 
exported. The division said that application of the domestic 
rates was not, as contended by the complainant, a factor ren- 
dering subject to the Commission’s jurisdiction the transporta- 
tion to New York, if such transportation was actually a part 
of through transportation not subject to its jurisdiction. It 
said the exportation of the flour and cereals was at all times 
intended and this traffic therefore was at all times export traffic 
from a foreign country through the United States to a foreign 
country, to which the provisions of the act did not apply. The 
division said that following Comella vs. Delaware, L. & W. R. 
Co., 201 I. C. C. 529, and on the instant record it found the 
Commission without jurisdiction to determine whether the ap- 
plication on the complainant’s shipment of the domestic rate 
to New York was unreasonable. 


Cranes and Equipment 


No. 29199, Diamond T. Motor Car Co. vs. Baltimore & 
Ohio Railroad Co., et al. Complaint dismissed. The division 
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said the complainant, of Chicago, Ill., a manufacturer of trucks 
and half-trucks, alleged that the rates a 100 pounds on cranes 
and their equipment, in carloads, from Chattanooga, Tenn., to 
Chicago, had been and were unreasonable, and asked that 
reparation be awarded and a reasonable rate for the future 
prescribed. Finding that the rates assailed were not shown un- 
reasonable, the division said that after submission of the instant 
proceeding the Commission prescribed as part of a general 
class-rate adjustment, reduced class rates for application from 
the south to points in Official Territory. Such reduction, it 
said, would constitute a partial satisfaction of the complaint 
in the instant proceeding that the established sixth-class rates 
were unreasonable for the traffic under consideration. It was 
not demonstrated by the comparisons of record and there was 
no adequate support for a finding that the rates assailed had 
been and were unreasonable considering the value and other 
transportation characteristics of the cranes and the stated cir- 
cumstances affecting their transportation, said the division. 


Vegetables 


No. 29184, D. W. Davies vs. Railway Express Agency, Inc. 
By the Commission, division 3. Complaint dismissed. Found 
not shown unjust and unreasonable the assailed express rates 
a 100 pounds on vegetables, in carloads, from Centreville and 
Crystal Springs, Miss., Baton Rouge, Ponchatoula, New Or- 
leans, and Poydras Junction, La., to Chicago, IIll., St. Louis, 
Mo., Detroit, Mich., Cleveland, O., and Colorado Springs, Colo. 
The complainant, said the division, operated as a shipper, re- 
ceiver, and distributor of fruits and vegetables, with offices in 
Chicago and Anna, Ill. The division said that while a carload 
rate exceeding the corresponding less-than-carload rate was 
manifestly “an anomoly,” the essential issue was whether the 
assailed rates were unreasonable. It added that these rates 
were prescribed by the Commission as maximum reasonable 
rates in Express Rates, 1922, 83 I. C. C. 606, 89 I. C. C. 297, as 
modified by the authorized five per cent increase in 1939. It 
also observed that the rates were on the same basis as carload 
express rates on vegetables from Louisiana and Mississippi 
points to other destinations throughout the United States. Main- 
tenance of higher rates and total charges per unit on carload 
than on less-than-carload shipments was not shown to have any 
unlawful effect, the division said. 





LIFSCHULTZ FORWARDER EXTENSION 


__ By a report, amended permit, and order in FF-95, Sub. 1, 
Lifschultz Fast Freight Extension—Eastbound to New England, 
embracing also FF-95, Lifschultz Fast Freight Forwarder Ap- 
plication, the Commission, division 4, has permitted an exten- 
sion of operations. The division permitted the American 
National Bank and Trust Co. of Chicago, and Samuel E. Lif- 


schultz, trustees, doing business as Lifschultz Fast Freight, Chi- § 


cago, to extend their service as a freight forwarder to include 
service from points in southern Wisconsin, central and northern 
Illinois, northern Indiana, and certain Mississippi River points 





pa 


in Iowa to points in Maine, New Hampshire, Vermont, Massa- | 


chusetts, and Rhode Island. 


MALONE FREIGHT LINES PURCHASE 


In MC F-2659, L. L. Majure—Control; McDonough Motor § 
Express, Inc.—Purchase—Malone Freight Lines, Inc., the Com- § 
mission, division 4, by a report and order has authorized pur- § 
chase by McDonough Motor Express, of Meridian, Miss., of § 
certain operating rights of Malone Freight Lines, of Birming- § 
ham, Ala., and acquisition of control of those rights by L. L. § 
Majure, also of Meridian, controlling stock owner of McDonough. | 


The rights involved cover regular-route, general-commod- 
ity authority between Birmingham and Tuscaloosa, and _ be- 
tween Birmingham and Montgomery, including the right to 
serve all intermediate points and three off-route points, to- 
gether with a portion of rights under an Alabama certificate 
covering corresponding intrastate operating rights.’ 

Commissioner Miller, dissenting in part, did not agree 
with the conclusion of the majority that all rights to transport 
paper mill products and sulphate of alumina over the Tusca- 


loosa-Birmingham highway, including those rights, to the ex-’ 


tent embraced in Malone’s general commodity authority, should 
be retained by Malone. The authority was conditioned ac- 
cordingly. 


GLENDENNING FORWARDER RIGHTS 


The Commission, division 4, by a report, permit and order, 
effective September 10, in FF-136, L. M. Glendenning Freight 
Forwarder Application, has authorized the applicant, of St. 
Paul, Minn., to forward dairy products, including rabbits, other 
than live, in interstate commerce, from points in Illinois, Iowa, 


Minnesota, North Dakota, South Dakota, and Wisconsin, 10 © 


points in Maryland, Massachusetts, New Jersey, New York, 
Pennsylvania, Rhode Island, and the District of Columbia. 
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Authority requested to forward the involved traffic to points 
in Illinois, Iowa, Minnesota, North Dakota, South Dakota, and 
Wisconsin was denied, the report observing the applicant stated 
on brief that the request for this destination territory was made 
“out of an abundance of caution” because of a possible exten- 
sion of services between the time of filing the application and 
issuance of the permit. Such extension, the report said, had not 
materialized. 

The division said that, although applicant was a director 
and owner of 40 per cent of the capital stock of Glendenning 
Motorways, Inc., a motor common carrier, it would not be nec- 
essary to consider questions arising under the prohibition of sec- 
tion 411(c), inasmuch as the applicant had been made a re- 
spondent in Ex Parte No. 155, Ownership of Stock in Freight 
Forwarders. However, it said, the granting of a permit in the 
instant proceeding was not to be construed as affecting the 
applicant’s duty to comply with the obligations imposed by sec- 
tion 411(c). 


SULZBERGER MOTOR PURCHASE 


Purchase by Robert’s Express, Inc., of Manchester, N. H., 
for $3,000 of motor-carrier general-commodity operating rights 
between Philadelphia, Pa., and Newark and Trenton, N. J., 
belonging to Willard Sulzberger Motor Co., of Passaic, N. J., 
has been approved by the Commission, division 4, by a report 
and order in MC F-2697, Aime V. and Eugenie B. Plante—Con- 
trol; Robert’s Express, Inc.—Purchase—Willard Sulzberger 
Motor Co. The division also approved the acquisition of control 
of such operating rights by Aime V. and Eugenie B. Plante, 
both of Manchester, through such purchase. 





Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 87364, Sub. 3, Walter J. Jackson, Pembroke, Mass. 
Certificate granted. Children’s wheeled vehicles, (1) between 
Leominster, Mass., on the one hand, and, on the other, all points 
in Conn., Mass., N. Y., R. I, and those points in N. J. within 
50 miles of New York, N. Y., and (2) from all points in the 
New York commercial zone to all points in Conn., Mass., and 
R. I., and damaged or refused shipments of the same commodi- 
ties returned from the aforementioned destinations to points of 
origin, over irregular routes. 

*MC 105097, Consumers Waste & Paper Trucking Co., Mil- 
waukee, Wis. Permit granted, Commissioner Patterson dissent- 
ing. Scrap paper, scrap rags, and scrap rubber, between Chi- 
cago and Waukegan, Ill., on the one hand, and, on the other, 
Appleton, Burlington, Janesville, Kenosha, Menasha, Milwaukee, 
Neenah, and Sheboygan, Wis., over irregular routes. 

*MC 104149, Sub. 66, Leroy Osborne, Birmingham, Ala. 
Certificate denied. (1) Articles of iron or steel, iron or steel 
boilers, castings, and steel tanks, between Birmingham and 
points within 10 miles thereof, on the one hand, and points in 
Ala., Ga., Fla., Miss., La. (east of the Mississippi River), and 
Tenn., on the other; (2) ship parts and supplies, between Bir- 
mingham, Decatur, Ala., and Pascagoula, Miss.; and (3) ma- 
chinery, between points in Alabama, on the one hand, and points 
in Ala., Ga., Fla., Miss., La. (east of the Mississippi River), and 
Tenn., on the other. The report said consideration would be 
given to issuance of temporary authority to transport truck- 
loads of (1) iron and steel mill products between the points 
named in (1), and (2) contractors’ outfits and equipment be- 
tween points in Alabama, on the one hand, and, on the other, 
points in the states named in (1). It said shippers’ testimony 
indicated that the applicant’s proposed operation might be 
needed in the war emergency. Commissioner Lee was necessar- 
ily absent and did not participate in disposition of the proceed- 
ing, the report said. 

*MC 105254, Frank Penland and Wilford Parent, Helena, 
Mont. Certificate granted. Household goods, between Helena, 
and points within 50 miles thereof, on the one hand, and, on the 
other, points in Mont., Ida., and Wash., over irregular routes. 
Commissioner Lee was necessarily absent and did not partici- 
pate in disposition of the proceeding, the report said. 


COMMISSION ORDERS 

1. & S. 5327, Restriction import rates to W. T. L. Order of June 
11, modified to become effective September 17, on not less than one 
day’s notice instead of July 17. 

MC 80245, Charles Frederick Shilling, common carrier application. 
Reopened for further hearing. 

FF-159, Bernstein Service, freight forwarder application. Reopened 
for further hearing. 

No, 28314, Cargill Grain Co. of Illinois vs. L. & N. et al. Complaint 
dismissed. 
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No. 28957, National Automotive Fibres, Inc., vs. N. Y. C. et al. 
Complaint dismissed. 

No. 29177, Tonka Mills Co. vs. N. Y. C. et al. 
plainant for 
denied. 

No. 29300, Hubbard and Co. vs. 
dismissed. 

1. & S. 5343, Grain, Minneapolis to Louisiana. Respondents under 
special permission having filed tariffs effective July 7, cancelling sus- 
pended schedules, proceeding discontinued. 

1. & S. 5344, Switching carload express shipments. Respondents 
under special permission having filed tariffs effective June 26, cancelling 
suspended schedules, proceeding discontinued. 

MC-F 1891, Central Greyhound Lines, Inc., of New York, purchase, 
Champlain Bus Corp. and Champlain Coach Lines, Inc. Petition of 
applicants, Central Greyhound Lines, Inc., of New York, and Cham- 
plain Coach Lines, Inc., for reconsideration of report and order of 
division 4, of December 3, 1942, filed. 

MC-F 2687 (supplemental), George Vigeant, control; Old Colony 
Transportation Co., Inc., purchase, George Vigeant and James Taylor. 
Time within which authority granted by order of June 5, may be 
exercised, extended to January 1, 1946, and said order is supplemented 
to authorize lease of motor-vehicle equipment of George Vigeant for a 
period expiring not later than January 1, 1946. 

No. 23972, R. W. Burch, Inc. et al. vs. Railway Express Agency, 
Ine. et al. Order of July 24, 1941, as amended by order of April 6, 
1942, reopening this proceeding for further hearin,avacated. 

No. 28863, Wool and mohair rates. Petition of respondents to reject 
and strike from filed replies to their petition of May 29, denied. 

W-754, Marine Transport Lines, Inc., contract carrier application. 
Applicant’s petition for reconsideration and modification, dated June 
19, and received June 20, is accepted and filed and time for filing 
replies to said petition is extended to July 27. 

MC-C 360, Minimum class-rate restrictions, Eastern and Central 
States. Order of March 15, further modified so as to become effective 
September 1, instead of July 16. 

Ex Parte 104, Part 2, Practices of carriers affecting operating reve- 
nues or expenses, terminal services, Standard Oil Co. of Louisiana. 
Time for filing petitions for reconsideration in this proceeding is 
extended to September 1. 

No. 29103, Summer & Co. vs. N. Y. C. et al; No. 29104, Shirrel 
Kasle et al., dba South Bend Steel Co. vs. Same, and No. 29104, Sub. 1, 
Empire Sheet & Tin Plate Co. vs. Same. Order of May 8, modified 
to become effective on October 9, upon not less than 10 days’ notice, 
instead of August 20. 

Finance 14638, Chicago, Burlington & Quincy, abandonment. Time 
within which protestants may -file petition for reconsideration, further 
hearing and reargument with respect to report and certificate of June 
19, extended to and including August 11, and effective date of said 
certificate is extended to September 15. 

MC-C 446 (Corrected), Lillian F. Clark, executrix of estate of 
Raymond H. Clark, revocation of certificate, and MC 1468, Lillian F. 
Clark, executrix of estate of Raymond H. Clark. Order of May 26, 
in MC-C 446, vacated and proceeding discontinued. 

FF 128, Clipper Carloading Co., application. Effective date of permit 
and order of March 16, further postponed to August 20. 


Petition of com- 
reconsideration and modification of report and order, 


Cc. & N. W. et al. Complaint 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14922, Belt Railway Company of 
Chicago Control. etc., authorizing acquisition by the trustees of the 
Wisconsin Central Railway Co. of (1) joint control, through capital- 
stock ownership, of the Belt Railway Co. of Chicago; and (2) joint use 
ofthe properties of that company. Approved. 

Report and order in F. D. No. 14972, Erie Railroad Co. Notes, 
granting authority to issue at par not exceeding $1,320,000 of promis- 
sory notes in further evidence, but not in payment, of the unpaid 
portion of the purchase price of certain equipment to be acquired 
under a conditional-sale agreement. Approved. 


MOTOR FINANCE CASES 

MC F-2698, J. E. Miller (Mrs. F. A. Bohl, Executrix, and George 
C. Beneke, Executor—Control; J. E. Miller Transfer & Storage Co.— 
Purchase—Stanley Asheton Carnahan. Purchase by J. E. Miller Trans- 
fer & Storage Co., Wheeling, W. Va., of the operating rights of 
Stanley Asheton Carnahan, doing business as Carnahan Package De- 
livery, also of Wheeling, and acquisition of control of said operating 
rights by Mrs. F. A. Bohl and George C. Beneke, as executrix and 
executor, respectively, of the J. E. Miller estate, through said pur- 
chase, approved and authorized, subject to condition. 

MC F-2649, Romano Castelli—Control; Weir-Cove Moving & Storage 
Co.—Purchase—H. J. Mark. Purchase by Weir-Cove Moving & Storage 
Co., of Hollidays Cove, W. Va., of certain operating rights of H. J. 
Mark, doing business as H. J. Mark & Co., of Steubenville, Ohio, and 
acquisition by Romano Castelli, also of Hollidays Cove, of control of 


said operating rights through said purchase, approved and authorized, 
subject to condition. 


FINANCE APPLICATIONS 
MC F-2906, Harold I. Utter et al.,a partnership, dba Short Way 
Lines, of Lexington, Ky., to purchase certain operating rights and 
property of Short Way Lines, Inc., a corporation in process of disso- 
lution, also of Lexington. 

Finance No. 14990, The Delaware, Lackawanna & Western Railroad 
Co. and the Warren Railroad Co. ask authority to merge the latter 
into the former in order to eliminate problem raised by requirement 
that federal income taxes be paid on payments of rental by the D. L. 
& W. to the lessor line. 

Finance No. 14991, The Delaware, Lackawanna & Western Railroad 
Co asks authority to issue certificates of deposit in respect of not to 
exceed 32,278 shares of the capital stock of the Warren Railroad Co., 
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and not to exceed $1,613,900 principal amount of its Warren Division 
mortgage bonds; and to issue obligation and liability in respect of 
$1,394,000 of Warren first refunding gold mortgage bonds. 

MC F-2907, Motor Freight Terminals, Inc., of Seattle, Wash., asks 
authority to purchase certain operating rights and property of C. Paul 
Sandifur and Charles H. Sandifur, dba Cater Motor Freight System, 
of Spokane, Wash., and temporarily to operate. 

MC F-2908, May Ferreira, dba Ferreira’s, of Fall River, Mass., asks 
authority to purchase certain operating rights of Allied Freightways, 
Inc., of Boston, Mass., and temporarily to operate. 

MC F-2909, William A. Kortenhaus, of Newark, N. J., asks authority 
to purchase certain operating rights of Rollo Trucking Corporation, 
Inec., of Keyport, N. J., and temporarily to operate. 

MC F-2910, Boyce Motor Lines, Inc., of Canandaigua, N. Y., asks 
authority to purchase certain operating rights of Lake Shore Trans- 
portation Lines, Inc., of Rochester, N. Y. 

MC F-2911, Southeastern Greyhound Lines, of Lexington, Ky., asks 
authority to issue secured serial equipment notes in principal amount 
not to exceed $740,000 to finance the purchase of new buses. 

Finance No. 14992, Central Railroad Co. of Pennsylvania asks author- 
ity to lease and purchase certain properties from Shelton Pitney and 
Walter P. Gardner, trustees of the property of the Central Railroad Co. 
of New Jersey in exchange for an aggregate par value of the appli- 
cant’s capital stock in an amount to be determined on an adjusted 
basis for determining gain or less after an inventory. 

Finance No. 14993, Central Railroad Co. of Pennsylvania asks 
authority to issue not in excess of 22,500 shares of its capital stock, 
par value $100 a share, to effectuate the proposed acquisition in Finance 
No. 14992. 

MC F-2912, C. & U. Tank Lines, Inc., (C. A. Nelson, S. A. Markley, 
and R. B. Wilson, Control), of Denver, Colo., asks authority to purchase 
certain operating rights of Comer Motor Express Co.,.of Craig, Colo. 

MC F-2913, Harold Morse and Henry J. Holien, dba Helphrey 
Motor Freight, of Spokane, Wash., ask authority to purchase certain 
operating rights, property and equipment of C. Paul Sandifur and 
Charles H. Sandifur, dba Cater Motor Freight System, also of Spokane, 
and temporarily to operate. 

MC F-2914, Foster Freight Lines, Inc., Indianapolis, Ind., asks 
authority to lease for five years, and temporarily to operate with 
option to purchase, certain operating rights of St. Louis-Indianapolis 
Freight Lines, Inc., St. Louis, Mo. 

MC F-2915, Southeastern Greyhound Lines, Lexington, Ky., asks 
authority to issue 50,000 shares, common stock, $5 par value, for the 
purpose of acquiring through exchange, all of the issued and out- 
standing capital stock of Georgia Stages, Inc. 

MC F-2916, Southeastern Greyhound Lines, Lexington, Ky., asks 
authority to issue 48,000 shares, common stock, $5 par value, for the 
purpose of acquiring through exchange, all of the issued and outstand- 
ing capital stock of Crescent Stages, Inc. 


PETITIONS FOR REHEARING, ETC. 

Ex Parte 72, Sub. 1, In matter of regulations concerning class. of 
employes and subordinate officials to be included within term ‘‘Employe’’ 
under Railway Labor Act. Orderlies, yardmen and dishwashers of 
Texas and Pacific Railway Employes Hospital Association. Texas and 
Pacific Railway Employes Hospital Association asks Commission to 
dismiss application of J. S. Shannon and to rescind its order of May 
31, assigning this proceeding for hearing. 

Finance 14093, Chesapeake & Ohio Ry. Co., ferry abandonment. 
Order ef Railroad Telegraphers and Railway Labor Executives’ Asso- 
ciation asks for reopening and reconsideration also Railway Labor 
Executives’ Association asks for leave to intervene. 

Finance 14638, Chicago, Burlington and Quincy R. R. Co. abandon- 
ment. Protestants ask for extension of effective date of certificate of 
June 19, and for extension of time for filing petition for reconsidera- 
tion, further hearing and reargument. 

Finance 14749, Northern Pacific Ry. Co., abandonment. Protestants 
ask for reconsideration of report and order of June 13. 

No. 29028, Lakeville Creamery Co. vs. Railway Express Agency, 
Ine., et al. Complainant asks Commission to issue and order directing 
Railway Express Agency, defendant, to establish rates prescribed by 
Division 2 in report of March 15. 

Finance 14273, Missouri Pacific (Guy A. Thompson, trustee), aban- 
donment. Benton County, Missouri, and others ask for leave to file a 
petition for reconsideration. 

Finance 14714, Atlantic Coast Line, abandonment. Alabama Public 
Service Commission and State of Alabama ask for rehearing or further 
hearing. 

MC-F 1891, Central Greyhound Lines, Inc., of New York, purchase, 
Champlain Bus Corp. and Champlain Coach Lines, Inc. Central Grey- 
hound Lines, Inc., of New York and Champlain Coach Lines, Inc., appli- 
cants, ask Commission to enter such order as may be proper approving 
prepayment of two remaining installments, aggregating $64,000, at a 
discount of 5 per cent. 

Finance 10008, St. Louis-San Francisco Ry. Co., reorganization. 
Rathbone, Perry, Kelley & Drye and Karelson, Karelson & Rubin ask 
for reconsideration and modification of report and order of May 8, 
in so far as it fixes maximum limit of allowance for compensation for 
their services. 

Finance 10,008, St. Louis-San Francisco Ry. Co., 
St. Louis-San Francisco Ry. 
order of May 8. 

MC-F 2387, Montague, Miles & Co., Inc., control; Tamiami Trail 
Tours, Inc., purchase, Mary M. Kettner. Applicant asks for extension 
of time for filing of exceptions. 


reorganization. 
Co. asks for reconsideration of report and 


VEGETABLE OIL RATES 
By an order in No. 27747, Mississippi Cottonseed Crushers 
Association vs. Atlanta, Birmingham & Coast Railroad Co., et 
al., and an embraced proceeding, the Commission has further 


TRAFFIC WORLD 


modified its orders in those proceedings to become effective 
February 15, 1946, instead of August 15, thus further postpon- 
ing the effective date of the rates prescribed in the proceedings 
(see Traffic World, Jan. 13, p. 80). 

The Commission’s action was taken after the War Food 
Administrator and the Secretary of Agriculture had asked for 
postponement of the effective date, on the ground that war 
conditions and controls made the establishment of the prescribed 
rates impracticable. The southern railroads concurred in that 
petition, and a separate petition for postponement of the effec- 
tive date of the orders, filed by the Bureau of Raw Materials 
for American Vegetable Oils and Fats Industries (see Traffic 
World, July 7, p. 18), asked for a year’s postponement. 


Motor Carrier Division Practices . 


The Commission has made public as information, but as not 
having been considered or adopted by it, statement No. 451, 
Practices of Motor Carriers of Property in the Division of 
Revenues on Joint Hauls, prepared by the Commission’s Bureau 
of Transport Economics and Statistics. 

The 328-page mimeographed study, according to a foreword 
by C. S. Morgan, the Commission’s chief carrier research 
analyst, was undertaken in the Bureau of Motor Carriers to 
provide information for use in connection with the administra- 
tion of the Commission’s emergency order M-1, Emergency 
Diversion of Freight by Common Carriers by Motor Vehicles 
to Other Such Carriers, issued June 8, 1942. That order pro- 
vided, among other things, suggested bases of divisions that the 
Commission said it informally believed would be just and reas- 
onable for use in the event the carriers involved in war diversion 
of traffic had not agreed or were unable to agree on divisions, 
and as an alternative to formal proceedings to determine such 
divisions. 

The inquiry was undertaken, according to its introduction, 
for the specific purpose of providing a general background of 
information as to those practices for such use as it might be 
to the Commission in the formal fixing of divisions if that step 
became necessary under the emergency order. 

“Some carriers have used the bases of divisions suggested 
in that order and, as events have proved, none have asked the 
Commission for the formal setting of divisions on diverted traf- 
fic,”’ said the study. “It has been possible, therefore, to develop 
this inquiry at greater length than had previously been antici- 
pated and thereby to make it more useful for the Commission’s 
purposes and for the information of others.” 

A preface by W. H. S. Stevens, director of the bureau, says 
plans for the collection of the data for the report were prepared 
by Mr. Morgan, then assistant director of the Bureau of Motor 
Carriers, and E. V. Breitenbach, the bureau’s former chief of 
accounts. Mr. Morgan directed the study and wrote part of the 
report, said Director Stevens. A large measure of credit was 
due Theodore A. Fetter, associate economic analyst; Mortier 
V. La Fever, transport economist, and to Fred W. Amadon, 
associate engineer, according to the director, who also made 
acknowledgment of the assistance given by the rate agents in 
the several district offices of the Bureau of Motor Carriers, by 
such of the district supervisors as took part in obtaining data 
as to actual shipments on which the report was based, and the 
cooperation of carriers whose shipments were analyzed. 





N. & W. CARLOAD ADJUSTMENTS 


The Commission, division 3, has issued an order authorizing 
rail carriers parties to Consolidated Classification No. 16, Agent 
Fyfe’s I. C. C. No. 29, Agent Greeley’s I. C. C. No. 60, and Agent 
Dulaney’s I. C. C. No. 92, to adjust charges on interstate carload 
shipments of freight moving in Norfolk & Western Railway 
Co.’s box cars numbered 52350 to 52399, inclusive, to the basis 
of rates and minimum weights that became effective July 10, 
1944. 

The order explained that the actual length of the involved 
cars (inside measurements) was 60 feet, 6 inches, whereas in 
the Official Railway Equipment Register, Agent Zenobia’s I. C. 
C. 259 and successive issues, due to a typographical error, they 
were listed as being 50 feet, 7 inches in length. 

It further explained that in some instances, for some classes 
of freight, rates and minimum rates differed, depending on the 
length of car as shown in the register and that, as a result of 
the typographical error in that publication, the freight charges 
under the applicable tariffs were higher than they would have 
been had the correct length of the cars been shown. Effective 
July 10, 1944, the order said, the correct length of the N. & W. 
cars were shown in the register. 

Rail carriers parties to the Consolidated Freight Classifi- 
cation No. 16 had petitioned the Commission for authority to 
adjust the charges on the N. & W. cars for interstate carload 
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shipments, to the basis of charges accruing at rates and mini- 
mum weights provided for cars 50 feet, 6 inches in length. 

The carriers are required promptly to file with the Com- 
mission statements definitely and clearly describing the ship- 
ments on which adjustments are made under authority of the 
order. 


INTERSTATE AUTOMOBILE RATES 


The Commission has reopened for reconsideration its pro- 

ceeding in No. 28190, New Automobiles in Interstate Commerce, 
in which it had entered an order prescribing a maximum level 
of rail rates on new automobiles (see Traffic World, March 3, 
», SLL). 
, The proceeding, said the Commission, was reopened for 
reconsideration with respect to the reasonable minimum weight 
or weights, and reasonable maximum rates and their relation 
to a first-class scale of rates, that should be maintained for the 
rail transportation throughout the United States of new auto- 
mobiles, set up, in carloads. 

Until further order, continued the Commission, the effective 
date of its order was postponed, and parties to the proceeding 
were granted until August 17 to furnish to the Commission for 
its consideration specific proposals concerning the matters with 
respect to which the proceeding was reopened. 

Reconsideration, the Commission said, had been asked by 
rail carriers operating in the western district, and, with certain 
exceptions, in southern territory and reargument and recon- 
sideration had been requested by the Pere Marquette and cer- 
tain other rail lines operating in Official Territory. 


BELL GENERAL VALUATION 


By a report in valuation docket No. 1279, Bell General 
Pipe Line Co., the Commission, division 2, has found that as 
of December 31, 1939, that company’s property owned and 
used for common-carrier purposes had a final value for rate- 
making purposes of $358,000. As of the same date, continued 
the division, Bell’s property owned but not used, out of service, 
had a final value of $24,300 for rate-making purposes, and 
the value for such purposes of its property used but not owned, 
was $195,800. Bell’s General, said the division, owned and 
operated gathering pipe lines in Texas for transportation of 
crude oil, the wholly owned and used lines aggregating 93.999 
miles. It also owned 2.080 miles of lines that were out of 
service, said the division, adding that the company leased 50.071 
miles of gathering lines in Texas. 





CENTRAL PIPE LINE VALUATION 


The Commission, division 2, by a report in valuation docket 
No. 1280, Central Pipe Line Co., has found that as of Decem- 
ber 31, 1940, that company’s property owned and used for 
common-carrier purposes had a final value for rate-making 
purposes of $136,000. Property used but not owned by Central, 
leased from private parties, had a final value for rate-making 
purposes of $564 as of the same date, said the division. Central 
Pipe Line Co., said the division, was controlled by Allied Oil 
Co., Inc., of Cleveland, O. It said Central owned and operated 
36.535 miles of used gathering pipe line in Illinois and Indiana 
for transportation of crude oil. 





REPARATION ORDERS 
Reparation orders have been issued in No. 27983 (supple- 
mental), Adams Lumber Co. et al. vs. A. C. & Y. et al.; No. 
28929, Wilson & Co., Inc., vs. N. Y. C. et al.; No. 29049, National 
Radiator Co. vs. Long Island et al.; and No. 29080, Myers, 
Myers & Goen vs. C. R. I. & P. et al. 


1. C. C. ACCIDENT REPORTS 
A side collision between a passenger train and a derailed 
freight car on the Erie Railroad near Goshen, N. Y., June 1, 
that resulted in the death of one employe and the injury of 
seven passengers and one employe, was caused by the derailed 
freight car fouling the adjacent main track immediately in 
front of the approaching passenger train, said the Commission, 


in a report in Investigation No. 2893, by Commissioner Pat- 
terson. 


NEW HAVEN REORGANIZATION 
The Commission, by a supplemental order in Finance No. 
10992, New York, New Haven & Hartford Railroad Co. Reor- 
ganization, has denied the Pennsylvania railroad’s petition for 
further hearing, reconsideration, and modification of the reor- 
ganization plan provided for in the Commission’s sixth supple- 
mental report and order (see Traffic World, June 30, p. 1722). 


BEARDSLEE BARGE AUTHORITY 
The Commission, division 4, has extended from July 20, to 
October 31, a temporary authority granted in W-63, Sub. 3, 
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TA, Beardslee Launch & Barge Service Temporary Authority 
Application. The temporary authority extended included opera- 
tion as a contract carrier by towing vessels, in interstate or 
foreign commerce, in the towage of barges loaded with un- 
fabricated steel from Mobile, Ala., to Biloxi, Miss., and fabri- 
cated steel ship sections from Biloxi to Mobile, via the Gulf 
Intracoastal Waterway. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended. Suspension orders contain many schedules not 
reproduced here. Details of such orders are published in The Daily 
Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2554, the Commission suspended from July 
15, until February 15, 1946, the operation of certain schedules 
published in Supplements Nos. 47 and 48 to tariff MF-I. C. C. 
No. A-148 of Middle Atlantic States Motor Carrier Conference, 
Inc., agent, Washington, D. C. The suspended schedules pro- 
posed to cancel certain commodity rates and apply higher class 
or commodity rates in lieu thereof, and to increase other com- 
modity rates, applicable on canned, preserved or prepared food- 
stuffs from, to, or between points in New Jersey, New York and 
Pennsylvania. 

In I. and S. M-2555, the Commission suspended from July 
18, until February 18, 1946, the operation of certain schedules 
published by Eastern-Central Motor Carriers Association, agent, 
Akron, Ohio, and by H. M. Sell, agent, Chicago, Ill. The sus- 
pended schedules proposed to increase truckload rates one cent 
a 100 pounds, and less truckload rates three cents a 100 pounds, 
on traffic moving between eastern and central territories. 


Motor Emergency Increases 


The Commission, division 2, has ordered a hearing on the 
reasonableness of proposed emergency increases for motor car- 
riers contained in Central States Motor Freight Bureau and 
other agent tariffs. The order was issued in MC C-496, Central 
Territory—Emergency Charges, and assigns the hearing for 
September 5, at the Sherman Hotel, Chicago, IIll., before Exam- 
iner Paul R. Naefe. 

The Commission had refused to suspend the emergency 
increases but, by its order in I. and S. M-2552, said it would 
enter into an investigation of the increases (see Traffic World, 
July 7, p. 19). The order suspended minimum charge a ship- 
ment provisions for account of all carriers to C. S. M. F. B. 
tariffs and increased rates on fresh meats and packing house 
products published for account of Nuendorf Transportation Co. 

Carriers parties to the following tariffs were made re- 
spondents in MC C-496: 


Central States Motor Freight Bureau, Inc., agent: MF-I. C. C. Nos. 
12 (W. L. Meyers Series), 17, 36, 94, 103, 107, 112, 113, 117, 122, 123, 
133, 135, 137, 138, and 139; G. A. Henderson, agent: MF-I. C. C. No. 1; 
Chicago Suburban Motor Carriers Association, Inc., agent; MF-I. C. C. 
No. 2; Ohio Motor Freight Tariff Committee, Inc., agent: MF-I. C. C. 
Nos. 558 (C. M. Myers Series), 583, and 584; Motor Carriers Tariff 
Bureau, Inc., agent: MF-I. C. C. Nos. 39 and 41, G. H. Dilla Agent 
Series; Keeshin Motor Express Co., Inc., MF-I. C. C. No. 322; John 
Suwak dba Suwak Trucking Co., MF-I. C. C. No. 1; Detroit & Cleve- 
land Navigation Co., MF-I. C. C. Nos. 43 and 45; Cleveland, Columbus 
& Cincinnati Highway, Inc., MF-I. C. C. Nos. 67 and 99; and Trans- 
american Freight Lines, Inc., MF-I. C. C. Nos. A-11, A-22, A-32, A-33, 
A-34, A-35, A-38, and A-42. 


The order does not cover the increase in the minimum 
charge a shipment. 


Southern Truck Increase Protest 


Without the proposed increases the involved motor common 
carriers might be forced to abandon service, cease operation, 
and have their certificates cancelled by the Commission, said the 
Central and Southern Motor Freight Tariff Association in an 
answer to protests of the Chicago Association of Commerce and 
others, asking the Commission to suspend certain items in asso- 
ciation supplements proposing to increase all less truckload 
and any quantity rates by 5 cents per cwt. and to increase all 
truckload and volume rates by 2 cents per cwt. (See Traffic 
World, July 14, p. 91.) 

Comparisons of increases in Central Territory and those in 
the territories involved in the tariffs under attack should be dis- 
regarded, said the association, “since there is nothing of a con- 
crete nature stated in the petitions as to why there should not 
be different increases between these territories herein involved 
and Central Territory ...” It added that, at the time the in- 
creases were published serious consideration was given the in- 
crease of 10 per cent in rail class rates in what the association 
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called “Central Territory.” If such increases became effective, 
it said, the rail rates within that territory would be closely re- 
lated to the motor common carrier rates. For that reason, it 
said that “it was deemed necessary by the motor common car- 
riers . . . to not have published like contemporaneous increases 
published by your respondents as it was felt on this theory that 
the motor carriers would secure their justly portion of the traffic 
moving within Central territory .. .” 

Citing high operating ratios, the association observed that 
at hearings of the rate committee when these charges were un- 
der consideration, no strenuous objections had been registered 
by shippers because, it said, they understood that the proposed 
increases were essential and of a temporary nature. It was 
surprised, the association said, that the shippers had not regis- 
tered their objections at the rate committee hearings. 


EASTERN-CENTRAL MOTOR EMERGENCY INCREASES 


The Commission, by an order in I. and S. M-2555, has sus- 
pended supplement No. 104 to MF-I. C. C. 36, Eastern-Central 
Motor Carriers Association, and other tariffs of the association 
and of Keeshin Motor Express Co., Inc., providing for an emer- 
gency charge of 3 cents a 100 pounds on less-than-truckload or 
any-quantity shipments and one cent a 100 pounds on truckload 
shipments, effective July 18 and later. 

However, by the issuance of special permissions, the Com- 
mission has authorized the carriers parties to those tariffs to 
publish, on one day’s notice, emergency charges of 2% cents on 
less-than-truckload, and one cent a 100 pounds on truckload 
shipments, thus bringing that emergency adjustment in line 
with the emergency charges established by motor carriers in 
middlewestern and Middle Atlantic territories. 

The proposed emergency charges were protested by the 
Price Administrator, who said there did not appear to be any 
explainable reason why the overhead rates between the two 
territories should be higher. 

The Eastern-Central Motor Carriers Association has noti- 
fied members, in regard to I. & S. M-2-555, suspension of emer- 
gency increases, that the Appeal Board of the Conference on 
July 18, reconsidered their previous action and authorized the 
filing of new supplements reflecting increases of 2% cents and 
1 cent in lieu of 3 cents and 1 cent to become effective on not 
less than one day’s notice under the terms and conditions of 
special permission No. M-48503 dated July 17, 1945. The Com- 
mission had recently suspended the emergency increases- which 
were to have become effective July 18. Supplements will be 
prepared and filed to become effective July 28. 


Light and Bulky Motor Ratings 


General Electric Co., Westinghouse Electric Corporation 
and Sylvania Electric Products have filed a petition with the 
Commission for reconsideration by an argument before the 
entire Commission in I. and S. M-2404, Incandescent Electric 
Lamps or Bulbs. At the same time the three companies jointly 
filed a request for suspension of the increased ratings on those 
products published in supplement No. 27, National Motor 
Freight Classification No. 7, MF-I. C. C. No. 14, C. F. Jackson, 
agent, effective July 25, in conformity with the Commission’s 
report in the suspension proceeding. 

Five other suspension proceedings, dealing with the rating 
of light and bulky articles, were joined with I. and S. M-2404, 
in which the Commission found unjust and unreasonable the 
proposed rating on bulbs and that “no increase in the present 
less-than-truckload rating has been justified on this commodity 
which, when shipped in packages, has a density of more than 
8 pounds a cubic foot.” The Commission said the respondents 
might cancel the volume rating and apply the rating of first 
class as an any-quantity rating on bulbs. It concluded further 
that “for application on bulbs having densities of more than 
5 pounds but not more than 8 pounds a cubic foot, and 3 pounds 
and less, respectively, when packed for shipment, ratings not 
exceeding 1% times first class, and 1% times first class, re- 
spectively, any-quantity, would be just and reasonable.” (See 
Traffic World, June 2, p. 1437.) 

The Price Administrator has also filed a request for sus- 
pension of the schedules filed in conformity with the decision 
in the six cases, listing the items protested, to become effective 
July 2, 1945, as follows: 

Items Nos. 3, 4 and 5, page 7; Nos. 4, 5, 8, 9, 10 and 11, 
page 10; Nos. 16 and 17, page 11; Nos. 10 ,11, 12, 13, 14 and 15, 
page 12; and Nos. 1, 2, 4, 5, 6, 7, 8 and 9, page 13 of supple- 
ment No. 27 to the National Motor Freight Classification No. 7. 

The manufacturing companies said the report of division 3 
contained “fundamental” errors in that “in effect it relieves 
respondents of the burden of proving the increased ratings to 
be just and reasonable by permitting assumptions to be sub- 
stituted for evidence”; in that the division assumed that “the 
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cost of transporting light and bulk articles by motor carrier 
would be the same regardless of weight, and therefore con- 
cludes that the ratings on such articles should be established 
so as to produce the same gross revenue from the space 
occupied regardless of the weight of the lading.” 

They said further the report was erroneous because the 
division assumed the major issue involved was the provision 
of minimum revenues from the transportation of the com- 
modities involved rather than the prescription of ratings for 
them reasonably related to ratings of similar commodities. 

The companies also cited alleged errors of conclusion and 
fact and asked that, following reconsideration and argument, 
the report be modified to provide (1) that no increase be author- 
ized in the ratings on electric incandescent lamps and on 
electric incandescent lamp bulbs without metal fittings, (2) 
that the schedules suspended in the proceeding be canceled, 
and (3) that the proceeding be discontinued. 

The Price Administrator contended that the findings and 
order in the proceedings were in accord “neither with the 
facts of record therein nor with the decisions of the Commis- 
sion in proceedings involving the different elements of classi- 
fication or the propriety of the classification ratings on the 
same commodities or on commodities having similar trans- 
portation characteristics.” 

The carriers “boldly assert, without support of any factual 
data,” that present ratings on articles with comparable char- 
acteristics are too low and, likewise, that the prior decisions 
of the Commission prescribing or approving specific ratings 
on comparable commodities are erroneous, says the Price Ad- 
ministrator. 





Closing of Transit Route 


John W. Eshelman & Sons, of Lancaster, Pa., has asked the 
Commission to suspend Baltimore & Ohio tariff H-3508-B, I. C. 
C.-WL-10836, and its effective supplements. Because, it says, 
the tariff will close a transit route through Circleville, O., it 
will be required to pay combinations of rates on its traffic 
through that point, resulting in unreasonable rates and charges 
pong charges that will also be unduly prejudicial to it and it; 
traffic. 


Describing the situation under the protested tariff, effective 
August 1, the company said: 

“. . . The rates named in said tariff, from points on the 
Baltimore & Ohio Railroad Co. in the state of Illinois to points 
in Central Freight Association Territory, will apply only via 
specific routes and junction points as named in tariff. As repre- 
sentative of the conditions that will be created under the specific 
routing provisions of tariff referred to, on a shipment of grain 
and grain products from Pana, Ill., to Circleville on the Penn- 
sylvania Railroad, moving via Washington Court House, O., the 
rate is 22 cents per cwt. Under transit practice at Circleville, 
O., when the finished products are shipped to Buffalo, N. Y.., 
and many other destinations, via the Pennsylvania, the rates 
from Pana, Ill., to Buffalo, N. Y., do not apply via Washington 
Court House, O. This results in a combination of rates on ship- 
ments moving through Circleville, amounting to increase in rates 
of from 10 to 18 cents per cwt. Under the routing provisions of 
present B. & O. tariff H-3508-A, I. C. C.-WL-10713, the rates 
apply via all routes made by use of carriers parties to the tariff, 
and without the use of specific junctions. .. .” 


The route through Circleville was a direct and reasonable 
route, said the company, and should not be closed. It said the 
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question of routing through an interior transit point like Circle- ; 
ville was highly important and that nothing should be done by | 
the carriers to curtail the free movement of traffic that had been | 


enjoyed for many years. 


INCREASED WEIGHT PROTEST 


A protest involving increased minimum weights that would 
allegedly result in drastic rises in transportation charges on 
numerous commodities between points in Western Trunk-Line 
and Official territories and points in Virginia, North Carolina, 
South Carolina, and Georgia, has been filed with the Commis- 
sion by the Price Administrator and Economic Stabilization 
Director. The protestants asked suspension of section 2 at 
page 5 of supplement No. 2 to Independent Tariff Bureau, J. P. 
Phillips, agent, tariff 3-B, MF-I. C. C. No. 18, effective July 30. 

“These increases have been published without notice to 
this office in accordance with procedural regulation No. 11, as 
required by the emergency price control act of 1942, as amended, 
and orders and directives issued pursuant thereto,” said the 
protestants. “Therefore, it appears that the proposed increased 
charges are unlawful.” 
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Greyhound Control—West Ridge 


Recommending denial by the Commission of the application 
in MC F-2571, Greyhound Corporation—Control—West Ridge 
Transportation Co., Examiner Philip N. Crowley, in a proposed 
report, said that if consummation of the proposed transaction 
was permitted, Greyhound Corporation, through its subsidiaries, 
would have a practical monopoly of motorbus transportation 
over the considered routes. 

Greyhound Corporation, said the examiner, had asked the 
Commission for authority to control West Ridge Transportation 
Co., Girard, Pa., and to control indirectly West Ridge’s subsidi- 
ary company, the Buffalo & Erie Coach Corporation, of Fredon- 
ia, N. Y., through purchase from F. X. Bowman, West Ridge 
vice-president, of West Ridge’s outstanding capital stock, for 
$747,125. 

Under the proposed transaction, continued the examiner, 
Greyhound would control, through stock ownership, three motor 
carriers—Central Greyhound Lines, Inc., of New York, West 
Ridge, and Buffalo & Erie—with duplicate rights between Erie, 
Pa., and Buffalo, N. Y., 88 miles, parallelling the New York 
Central’s main line, and would control two carriers—Central 
Greyhound of New York and West Ridge—having duplicate 
rights between Erie and Kane, Pa., 96 miles. 

Except for operations of the Harmony Short Line Motor 
Transportation Co. and the Edwards Motor Transit Line, said 
the examiner, competition to the Greyhound system within, to, 
from, or through the Cleveland-Buffalo-Pittsburgh area would 
disappear if the instant transaction was approved. 

The Greyhound system was today the only fully integrated 
nation-wide bus system, said the examiner, adding that it sought 
to continue its expansion as indicated by the instant proceeding 
and by four other proceedings pending before the Commission. 
Such expension, he said, had resulted in the gradual ‘‘swallow- 
ing up” of many of the best of the ‘‘Non-Greyhound carriers.” 
Greyhound, he continued, would complete its system coverage 
in the Pennsylvania-New York area by the acquisition of West 
Ridge. 

There was no doubt, averred the examiner, that Grey- 
hound would furnish an excellent motorbus service to West 
Ridge’s patrons and coordinate those operations with Central 
Greyhound of New York, Pennsylvania Greyhound, and Atlantic 
Greyhound for long-haul transportation in and out of the West 
Ridge territory. The examiner continued: 


However, in the examiner’s opinion, the real question is whether 
these results would outweigh the disadvantages inherent in monopoly 
which would result within and through the Cleveland-Buffalo-Pittsburgh 
area, and whether this Commission may properly sanction such monop- 
oly in the face of the clear intent of Congress that competition in 
transportation should be preserved. ... 

The Commission’s powers under section 5 to relieve from the oper- 
ation of the antitrust laws do embrace the power to approve transac- 
tions eliminating some competition, which is true in most such cases, 
and to approve transactions eliminating all competition if it is estab- 
lished that retention of competition is wasteful or that available traffic 
is insufficient to support existing operators. Such conditions have not 
been shown to exist in this territory, where it appears that all carriers 
have been operating to capacity. 

In the instant case, not only would Greyhound emerge as the only 
substantial carrier in the West Ridge territory, but, by originating 
traffic in that territory for movement to other points throughout the 
United States, such traffic would remain on Greyhound system lines so 
far as practicable, thus affecting other territory. At present when traffic 
moves beyond the West Ridge area, it may be interlined with certain 
of Greyhound’s competitors to destination; but the chance of such 
competitors receiving interline passengers if West Ridge should become 
a Greyhound company would be small. 


Referring to a contention on behalf of Greyhound that its 
acquisition of West Ridge control would redound to the ad- 
vantage, not only of Greyhound, but all other motorbus oper- 
ators in the area, the examiner cited a summary of interline 
revenues as between. traffic forwarded by Greyhound to Grey- 
hound companies and to others, and received by Greyhound 
from Greyhound companies and from others for the years 1936 
to 1943. This summary, he said, showed that of revenues on 
traffic forwarded by Greyhound, that system received $73,291,- 
080, compared with $67,225,479 received by others, and that of 
revenues on traffic received by Greyhound, $73,239,034 came 
from Greyhound and $72,056,713 from others. He said the fig- 
ures showed a sharp reversal of trend began in 1942 that un- 





doubtedly reflected the ‘tremendous upswing in motorbus traffic 
during two full war years.” Prior to that time, from 1936 to 
1941, continued the examiner, the figures indicated that Grey- 
hound was gradually increasing the amount of traffic forwarded 
to Greyhound companies as against others, and that the amount 
received from Greyhound companies correspondingly increased 
as against others. The examiner continued: 


In the opinion of the examiner, that period reflects the natural 
situation and shows what would occur upon the end of the abnormal 
war traffic conditions. Transactions of the type here considered permit 
a furtherance of securing and retaining traffic. There can be but one 
ultimate result from continued expansion of Greyhound, i. e., elimination 
of all effective competition throughout the nation. Before that point is 
reached, however, and as is largely true today, the remaining operators 
in the country would become so dependent upon Greyhound for Inter- 
change traffic at the principal gateways and larger terminals, that they 
would not be able to survive except through surrender of their power 
of independent action. 


Under an agreement dated My 29, 1944, said the examiner, 
Greyhound, under the proposed transaction, would employ Vice 
President Bowman, of West Ridge, for five years as a consult- 
ant on management and public relations problems at a salary 
of $10,000 a year, and Mr. Bowman would not engage in opera- 
tion of intercity busses or helicopters in New York and Pennsyl- 
vania. 


B. & O. Operation to Detroit 


Various “doubtful aspects” of the proposal in Finance No. 
14891, Baltimore & Ohio Railroad Co. Operation, involving the 
acquisition by the B. & O. of trackage rights over owned and 
leased lines of the New York Central between Toledo, O., and 
Detroit, Mich., to replace service since 1904 under an agree- 
ment with the Pere Marquette, have resulted in a recommenda- 
tion by Examiner Ralph R. Molster, in a proposed report in 
that proceeding, that the application be denied as not consistent 
with the public interest. 

Involved in the proceeding are questions as to whether 
Pere Marquette employes will be affected by the lapse of the 
agreement between it and the B. & O. on June 7; whether cessa- 
tion of service under that agreement would be an “abandon- 
ment’; whether the Commission should prescribe conditions 
for the protection of those employes; and the precise action to 
be taken by the parties to resolve the doubts. 

The examiner’s recommended findings were as follows: 


1. The applicant, the New York Central, and the Pere Marquette 
are carriers by railroad subject to part I of the interstate commerce act. 

2. Acquisition by the applicant of trackage rights over owned and 
leased lines of the New York Central, as proposed, is a transaction 
within the scope of section 5(2) of the act. 

3. The applicant and the New York Central are the carriers par- 
ticipating in such transaction. 

4. The transaction involves the Pere Marquette. 

5. The interests of railroad employes would be adversely affected 
by an order under section 5(2) approving the transaction. 

6. The mandatory provisions of section 5(2)(f) require that terms 
and conditions for the protection of affected railroad employes be 
included in such orders without exception or exemption. 

7. While the Pere Marquette performs the actual work of hauling 
the trains in question between Toledo and Detroit, and participates 
in the revenue and expense from the operation of these trains, actually 
the work is done primarily for the applicant. 

8. If the proposed transaction does not involve abandonment by 
the applicant of operation over the Pere Marquette’s route between 
Toledo and Detroit, this transaction arises from dissatisfaction as to 
divisions of joint fares and charges; the proper means of settling 
controversies of this character is provided in section 15(6) of the act; 
and the proposed transaction is tantamount to substitution of man- 
agerial discretion for functions vested by statute in the Commission. 

9. If the transaction involves abandonment of operation by the 
applicant, such abandonment may not be accomplished lawfully unless 
and until a certificate permitting such abandonment has first been 
obtained from the Commission on application therefor; and, in that 
event, it would be the duty of the Commission to attach conditions 
for the protection of employes affected by such abandonment, Interstate 
Commerce Commission vs. Ry. Labor Executives’ Association, 315 U. 
S. 373. 

10. In view of various doubtful aspects of the applicant’s proposal, 
the Commission is unable to make the definite positive finding as to 
the public interest required by the statute. 

11. As a practical matter, these doubts best can be resolved (1) 
by an agreement between the applicant and the Pere Marquette for 
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continuation of operation upon terms and conditions to be submitted 
to and approved by the Commission, or, in the absence of such agree- 
ment after 90 days from the date of division 4’s determination herein, 
then by determination of the Commission in a proceeding, on complaint 
of the Pere Marquette or the applicant, under section 15 (6); or (2) 
by an agreement with representatives of employes as contemplated by 
section 5(2)(f). 

Accordingly, it is recommended that division 4 find that acquisi- 
tion by the Baltimore and Ohio Railroad Company of trackage rights 
over owned and leased lines of the New York Central Railroad Com- 
pany between Toledo, O., and Detroit, Mich., as proposed herein, is 
not shown to be consistent with the public interest; and deny the 
application. : 


On the question of whether discontinuance of the trains, 
operated by crews of the Pere Marquette, would constitute 
abandonment, the examiner said this was for determination by 
the courts, quoting Powell vs. United States, 300 U. S. 276, 
to the effect that it was the Commission’s function to determine 
whether the project, if covered by section 1(18), was in the 
public interest. 

“As no application has been presented to the Commission 
for permission to abandone operation, no occasion exists for 
an incidental expression by the Commission with regard there- 
to,” said the examiner. ‘Nevertheless, the Commission may 
not properly ignore the fact that diseontinuance of the trains 
by the Pere Marquette is a component part of the applicant’s 
proposal herein, particularly in view of explicit provisions of 
the statute invoked by the application.” 

Discontinuance of four trains in each direction between 
Toledo and Detroit would dispense with the services of four 
engine and four train crews now engaged in that service, and 
would affect Pere Marquette employes at Detroit, the examiner 
said. He said the record supported the conclusion that divi- 
sion 4 should find that the proposed transaction would ad- 
versely affect the interest of carrier employes. 


Interstate Lines Control 


In’a proposed report in MC F-2634, T. S. Carter—Control— 
Interstate Motor Lines, Inc.; T. S. Carter, et al.—Purchase 
—Leonard D. Seifers, Examiner Fabian C. Cox has recom- 
mended that the Commission deny the application. 

The examiner said the proceeding involved the applica- 
tion of T. S. Carter, of Salt Lake City, Utah, for authority to 
acquire control of Interstate Motor Lines, Inc., also of Salt 
Lake City, through ownership of capital stock, and control of 
Ely Transfer Co., through purchase of controlling interest. The 
latter transaction, said the examiner, involved the purchase 
by a ‘new” partnership composed of Mr. Carter, his two sons, 
and Leonard D. Seifers, of the motor-carrier business formerly 
— by Mr. Seifers under the trade name of Ely Transfer 

0. 

Acquisition by Mr. Carter of sole control of Interstate and 
his control of Mr. Seifers’ operations had been consummated, 
said the examiner adding that it was apparent such control 
and management by Mr. Carter of Interstate and the opera- 
tions of the new partnership in a common interest had been 
effected in violation of section 5(4) of the interstate commerce 
act. Interstate, he said, was authorized to serve all but one 
point served by the partnership between Salt Lake City and 
Ely, Nev. In numerous cases, the examiner said, the Commis- 
sion had condemned as contrary to the public interest the 
acquisition of control of duplicate operations by separate motor 
carriers. 

Another phase of the transaction that had not been shown 
consistent with the public interest, said the examiner, were 
the terms under which Mr. Carter obtained control of the two 
carriers. Interstate, continued the examiner, issued preferred 
stock of aggregate par value $120,000 and paid $34,798 to 
Elton Cooley (who, with his wife, owned 50 per cent of 
Interstate’s common stock) in exchange for its common stock 
held by him and in consideration of transfer by him of his 
interest in the “old” partnership to Mr. Carter. The ex- 
aminer continued: 


As a result Interstate assumed the payment of 4 per cent dividends 
on the new preferred stock, which, presumably, it has paid; and 
further became obligated to retire the preferred stock for cash at 
the rate of $24,000 per year. The record does not warrant a finding 
that assumption by Interstate of payment of such dividends would 
not be inconsistent with the public interest, a finding which the 
Commission is required to make under section 5(2)(e), particularly as 
its assumption of this and the other obligations involved apparently 
reacted largely to the benefit of Carter, including specifically the lat- 
ter’s personal acquisition of control of the old partnership. Com- 
pare Urner—Control—Maryland Transp. Co., 40 M. C. C. 1. The unlaw- 
ful control of these two carriers in a common interest which has been 
effected should not be sanctioned by approval; the resulting common 
control of the separate entities conducting duplicate operations has not 
been shown to be consistent with the public interest; and the terms 
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and conditions under which the transaction has been consummated are 
contrary to sound financial practice and not in the best interest of 
the industry and the public. 


“Roadmasters” Employe Designation 


Examiners Claude A. Rice and John Davey, in a proposed 
report in Ex Parte No. 72, Sub. 1, In the Matter of Regulations 
Concerning the Class of Employes and Subordinate Officials to 
be Included With in the Term ‘“Employe” Under the Railway 
Labor Act, have recommended that the Commission should find 
that its orders now in effect, defining and classifying the work 
of employes or subordinate officials of railroad common car- 
riers, include the work of certain “roadmasters” of the St. 
—— Francisco Railway Co. (Frank A. Thompson, Trus- 
tee). 

The examiners said the International Federation of Tech- 
nical Engineers, Architects & Draftsmen’s Unions, affiliated 
with the American Federation of Labor, had petitioned the 
Commission to determine whether its existing orders should be 
amended or interpreted to include the work of 37 roadmasters 
employed by the Frisco so as to bring them within the meaning 
of applicable section of the amended railway labor act. 

Explaining that each of the 37 Frisco roadmasters was 
assigned to the supervision of maintenance of as much as 200 
miles of railroad track, the examiners concluded: 


Section 1(5) of the railway labor act applies to every person in the 
service of a carrier subject to its authority to supervise. It is undis- 
puted that the roadmasters under consideration are in the service of 
the St. Louis-San Francisco Railway Co., and that they are subject to 
its authority to supervise and direct the manner of rendition of their 
service. The position of roadmaster on respondent’s railway is shown 
by the evidence to be one of responsibility yet their duties, rank, and 
title are less than that of a division roadmaster. Their duties are not 
clearly shown to be more important than those duties which are un- 
usually delegated to subordinate officials. The record supports the con- 
clusion that the authority of roadmasters in this particular instance 
meets the description of an employe or subordinate official. 





Fitterling Control of Truck Lines 


_. Conflicting testimony, duplicate rights involved, and acqui- 
sition of control of one carrier in violation of the interstate 
commerce act are cited by Examiner William L. Fulton in a 
proposed report recommending denial-.of the applications in 
MC F-2678, Homer W. Fitterling—Control—Superior Freight 
Lines, Inc., embracing MC F-2685, Same—Control—White Owl 
Express, Inc., and MC F-2686, Same—Control—Central Freight 
Systems, Inc. 

The examiner said the record in MC F-2685 was insufficient 
to enable the Commission to determine whether or not the 
transaction was subject to the provisions of section 5(2) of the 
act, and recommended denial. In the other two proceedings, 
the examiner said the Commission should find that the transac- 
tions would not be consistent with the public interest. 

Motions for dismissal for want of jurisdiction in MC F-2686 
and MC F-2678 should be denied, the examiner said. In his 
opinion, said he, the evidence showed that the three transactions 
were not unrelated but were parts of a comprehensive plan of 
Fitterling, that the statute gave authority to consider the trans- 
action as a whole, and that the Commission had jurisdiction. 

“In addition to having jurisdiction on statutory grounds, 
there is the testimony by Fitterling that at date of hearing he 
was the record owner of a majority of the capital stock of 
White Owl, which as heretofore stated, uses more than 20 ve- 
hicles,” said the examiner. “It does not appear that he has 
resigned his position as director of that corporation. In the 
opinion of the examiner the acquisition by Fitterling of a ma- 
jority stock interest in Superior while he was the record owner 
of a majority of the capital stock of White Owl was in violation 
of the statute.” 

The report outlined duplicate and competitive rights in- 
volved, and the examiner said the evidence did not warrant any 
departure from the policy followed by the Commission in with- 
holding authority where the result of approval would be the 
creation, preservation, or extension of duplicate operations by 
separate motor carriers under common control. 


RATES ON BOMB BODY PARTS 


No. 29214, Goslin-Birmingham Manufacturing Co., Inc. vs. 
Pennsylvania Railroad Co., et al., embracing also No. 29214, 
Sub. 1, American Stove Co. vs. Illinois Central. By Examiners 
Burton Fuller and Myron Witters. Recommended that the Com- 
mission find that the applicable rates charged on bomb body 
parts from Philadelphia, Pa., to Birmingham, Ala., and from 
Birmingham to Harvey, Ill., had been and were the sixth-class 
rates, and that there were certain outstanding undercharges on 
some of the shipments from Philadelphia to Birmingham. Also 
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recommended that the Commission should further find that the 
rates had been, were, and for the future would be, unjust and 
unreasonable to the extent that they had exceeded, exceeded, or 
might exceed, rates from Philadelphia to Birmingham of 73 
cents a 100 pounds and from Birmingham to Harvey of 58 cents, 
subject to a minimum of 70,000 pounds. Further recommended 
that complainants be awarded reparation and defendants author- 
ized to waive outsanding undercharges. 


VINALHAVEN PORT DISTRICT APPLICATION 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, by a proposed report in W-917, Vinalhaven Port 
District Common Carrier Application, has recommended that 
a certificate be issued to the port district corporation, of Vinal- 
haven, Me., authorizing it to operate as a common carrier by 
self-propelled vessels of commodities generally, between Vinal- 
haven and Rockland, Me. 

The report observed that no objection had been made to 
the application, which also sought authority to transport pas- 
sengers. As to the latter operation, the report said the appli- 
cant did not transport passengers as part of through move- 
ments to or from point without the state on interline tickets 
issued by it or other carriers and that it was not, therefore, 
engaged in interstate or foreign commerce, so that no authority 
from the Commission was required. 

Vinalhaven is on Vinalhoven Island in Penobscot Bay, the 
report says, adding that the inhabitants of the island were 
without safe and adequate transportation to the mainland until 
1943, when the applicant was organized for all activities, includ- 
ing the operation of airplanes, necessary for adequate passenger 
and freight service. Transportation of freight, according to the 
report, involves shipments originating at or destined to points 
beyond Maine. 


FREY AND POWELL PURCHASE 

Examiner R. E. Alvord, in a proposed report in MC F-2591, 
Henry Hedrick Mest—Purchase—Gustave C. Frey, Jr., and 
Warren M. Powell, has recommended that the Commission ap- 
prove the purchase by Henry Hedrick Mest, of Pennsburg, Pa., 
for $26,500, of the motor-carrier operating rights and certain 
property of Gustave C. Frey, Jr., and Warren M. Powell, part- 
ners doing business as Frey and Powell, Spring City, Pa. 

The interstate operating rights involved in the transaction, 
said the examiner, included Messrs. Frey’s and Powell’s cer- 
tificate under MC 7537, embracing also MC 32251, covering 
transportation of general commodities, with exceptions, over 
regular routes, between specified Pennsylvania points; and, 
over irregular routes, castings, iron products, machinery, and 
machine parts, between Pottstown, Pa., and points within 25 
miles thereof, on the one hand, and, on the other, Baltimore, 
Md., Camden, N. J., Newark, N. J., and points in the New York 
commercial zone; and flags and costumes from Collegeville, 
Pa., to Verona, N. J., and New York City. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in ‘black face’’ type, with name of town or 
city following.) 


Texas (Sherman)—MC 61609, Sub. 3, Robert E. Day, ex- 
tension. Certificate proposed, with conditions. Household 
goods, between points in Texas within a 100-mile radius of 
Sherman, including Sherman, on the one hand, and, on the 
other, points in Okla., N. M., Colo., Kan., Mo., Ark., and La., 
over irregular routes. 

Indiana (Indianapolis)—-MC 45829, Sub. 9, Carolina Motor 
Express Lines, Inc., extension. Certificate proposed. Cotton 
factory products, from Danville, Va., and points in a described 
North Carolina area; plywood, built-up wood, and veneers, from 
High Point, N. C., to St. Marys, O.; and (3) glass products, 
fruit jar tops, bottle tops, and rubber fruit jar rings, from 
Muncie, Ind., to points in Va. and N. C., over irregular routes, 
traversing W. Va. for operating convenience only. 

Kentucky (Richmond)—MC 47129, Sub. 1, Roy Watson, 
extension. Certificate proposed. Livestock, between points in 
12 Kentucky counties, on the one hand, and, on the other, 
points in Ill., Ind., O., Mich., Va., and Tenn., with exceptions, 
and feed from points in IIl., Ind., and O., to points in 12 Ken- 
tucky counties. 

Massachusetts (Oxford)—-MC 54352, Sub. 2, Oxford Truck- 
ing Corporation, extension. Certificate proposed. Lumber and 
forest products, between points in a described Maine area, on 
the one hand, and, on the other, points in New Hampshire and 
a described Massachusetts area, over irregular routes. 
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Maryland (Baltimore)—-MC 3470, Sub. 4, Fleet Transfer 
Co., extension. Certificate proposed. Telephone station equip- 
ment, materials and supplies, between Baltimore, on the one 
hand, and, on the other, specified points and places in Mary- 
land, over irregular routes. 

New York (Endicott)—MC 26771, Sub. 6, Nestor Bros., 
Inc., extension. Certificate proposed. General commodities, with 
exceptions, over a regular route and serving additional off- 
route points, as follows: (1) Between Scranton, Pa., and Net- 
cong, N. J., and return, over a specified route, serving specified 
intermediate points, with restrictions; and (2) serving points 
and places in eight New Jersey counties as off-route points, in 
connection with the aforementioned authorized route and ap- 
plicant’s presently authorized routes in MC 26771, with re- 
strictions. 

New York (New York)—MC 66562, Sub. 644, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. General 
commodities, moving in express service, between Deerwood, 
Minn., and Ironton, Minn., over U. S. highway 210, serving 
the intermediate point of Crosby, Minn., subject to conditions, 
including one that the service would be limited to that which 
was auxiliary to, or supplemental of, express service. 

Ohio (Uhrichsville)—-MC 100745, Sub. 1, Ex., Ida B. Moles- 
worth, exemption. Certificate proposed. Explosives and blasting 
supplies, from Uhrichsville to the magazine of the E. I. Du 
Pont Co., about 24% miles west of Uhrichsville, over regular 
routes. 

Pennsylvania (Indiana)—-MC 45059, Sub. 6, R. E. McNaugh- 
ton, extension. Denial of certificate proposed. Household goods, 
between points in eight Pennsylvania counties, on the one hand, 
and, on the other, points in Conn., Del., Ill., Ind., Ia., Ky., 
Mass., Mich., Mo., N. C., R. 1. Vt., Va., Wis., and the District 
of Columbia, over irregular routes. 

Pennsylvania (Coudersport)—-MC 105322, Robert C. Coyle, 
contract carrier. Permit proposed. Buckwheat flour; flour, 
canned goods, wheat feeds, fertilizer, lime and cereals; wheat 
feeds; fertilizer; salt; spray materials; and pancake flour, be- 
tween specified New York and Pennsylvania points, over irreg- 
ular routes. 

Illinois (Chicago)—-MC 4405, Sub. 135, Dealers Transport 
Co. Certificate proposed. New automobiles, trucks, tractors, 
except farm tractors, chassis, bodies, and parts, in initial truck- 
away movements, and automobile show equipment and ad- 
vertising matter, from Chicago, Ill., to Memphis, Tenn., and 
points in Ark. and Mo., except St. Louis, and rejected or 
damaged shipments of the same commodities returned to 
points of origin, over irregular routes, traversing Ky. for oper- 
ating convenience only. 

Wlinois (Fairfield)—-MC 102414, Sub. 4, H. L. Johnson. 
Certificate proposed. Machinery, materials, supplies, and equip- 
ment, incidental to, or used in the construction, development, 
operation, and maintenance of facilities for the discovery, de- 
velopment, and production of natural gas and petroleum, 
between Fairfield, Ill., and points in Ill. within 150 miles of 
Fairfield, on the one hand, and, on the other, points in Ky., 
over irregular routes. 


Indiana (Attica)—-MC 81771, Sub. 1, Carl Johnson. Certifi- 
cate proposed. (1) Barium (water softener), and salt (refuse), 
from points and places in Cook county, Ill., to Attica, Ind.; 
(2) agricultural products, from points and places in Benton, 
Fountain, Montgomery, Tippecanoe, and Warren counties, Ind., 
to Chicago, Ill.; (3) ordinary livestock, from points in the afore- 
mentioned counties to Chicago; (4) concrete building blocks 
and lock tile, from Lafayette, Ind., to points in Ill.; (5) feed 
and fertilizer, from points in Cook county to points in Foun- 
tain and Warren counties, Ind.; (6) steel fencing material, from 
Chicago to points in Fountain and Warren counties; and (7) 
radio parts and crating, between Chicago and Attica. 

Indiana (Indianapolis)—-MC 52495, Sub. 3, Otto Abshier. 
Permit proposed. (1) Carbonated beverages, advertising mat- 
ter relative thereto, syrup for carbonated beverages, from 
Louisville, Ky., to points in described areas of Ind., Ill., and O., 
and all points in Tenn., with empty carbonated beverage con- 
tainers, and returned, rejected, or damaged shipments of the 
described commodities on return to Louisville; (2) syrup for 
carbonated beverages, from Maywood, Ill, to points in Ind., 
Ia., Mich., O., Wis., and to Louisville, Henderson, and Cov- 
ington, Ky.; and (3) returned, rejected or damaged shipments 
of carbonated beverages, advertising matter relative thereto, 
and syrup for carbonated beverages, from points in Ind., Ia., 
Mich., O., Wis., and from the three named Ky. cities, to May- 
wood, all over irregular routes. 

lowa (Des Mones)—MC 105498, F. S. Millard, contract 
carrier application. Denial of permit proposed. Specified com- 
modities, between Des Moines, Ia., on the one hand, and, 
on the other, points in Ark., Colo., Ill., Ind., Kan., Minn., Mo., 
Neb., S. D., and Wis. over irregular routes. 
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New York (Cortland)—-MC 39334 Sub. 2. Max J. Brookes. 
Certificate proposed. Household goods, from Cortland, N. Y., 
and points within 50 miles thereof, on the one hand, and, on 
the other, points in Conn., D. C., Md., Mass., N. J., N. Y., Pa., 
and Va.,. over irregular routes, traversing Del. for operating 
convenience on condition that applicant surrender for revoca- 
tion certificate in MC 39334. 

New York (Elidred)—MC 96545, Hilda Wilson, common 
carrier. Certificate proposed. Passengers and their baggage, 
in special operations, in nonscheduled service, limited to trans- 
portation of not more than six passengers in any one vehicle, 
between Shohola, Pike county, Pa., on the one hand, and, on 
the other, points in N. Y. and Pa., within 15 miles of Shohola, 
over irregular routes. 

New York (New York)—MC 66562, Sub. 625, Railway 
Express Agency, Inc. Certificate proposed. General commod- 
ities, moving in express service, between Petoskey, Mich., and 
Harbor Springs, Mich., over a prescribed route, serving the 
intermediate point of Wequetonsing, Mich., subject to con- 
ditions that service be supplemental of or auxiliary to express 
service, and that shipments be limited to those moving on a 
through bill of lading or express receipt, covering an im- 
mediately prior or immediately subsequent movement by rail. 

New York (New York)—MC 66562, Sub. 610, Railway 
Express Agency, Inc. Certificate proposed. Express matter, 
moving in express service, between Westfield and Springfield, 
Mass., over a prescribed route, subject to same conditions as 
those imposed in Sub. 625. 

Ohio (Akron)—MC 30311, Sub. 7, Freight, Inc. Certificate 
proposed. General commodities, with exceptions, over specified 
alternate routes, for operating convenience only in connection 
with presently authorized regular-route service: (1) Between 
Cleveland and Warren, O., over U. S. highway 422; and (2) 
between Mansfield, O., and junction of U. S. highways 250 and 
21 (near Strasburg, O.) over U. S. highway 30 to Wooster, 
and thence over U. S. highway 250 to junction. 

Pennsylvania (Delta)—-MC 105441, James N. Mackison, 
common carrier. Certificate proposed. Apples, peaches, to- 
matoes and miscellaneous fruits in baskets, from Delta, Pa., 
and points in Pa. within 15 miles of Delta, to Baltimore, Md.; 
(2) canned goods from Delta to Baltimore; and (3) empty 
cans, fertilizer, in bags, and animal feeds, in bulk or bags, from 
Baltimore to Delta. 

Tennessee (Manchester)—MC 105685, R. I. Riddle, common 
carrier. Certificate proposed. Household goods, between points 
in Coffee county, Tenn., on the one hand, and, on the other, 
points in Ala., Ga., and Ky.; livestock, feed, and road building 
machinery, between points in Coffee, Franklin, and Warren 
counties, Tenn., on the one hand, and, on the other, points in 
Ala. and Ga.; cotton, from points in the Tenn. counties to 
points in described area of Ala. and Ga.; and potatoes, from 
points in the Tenn. counties to Louisville, Ky., and Atlanta, 
Ga., all over irregular routes. 

Virginia (Richmond)—MC 1508, Sub. 13, Richmond Grey- 
hound Lines, Inc. Certificate proposed. Passengers and their 
baggage, express, newspapers, and mail, between junction of 
Md. highways 6 and 235 south of Mechanicsville, Md., and 
Lexington Park, Md., over Md. highway 235, serving all inter- 
mediate points. 

West Virginia (New Martinsville)—-MC 65472, Sub. 4, Paul 
Edward Barcus. Certificate proposed. Household goods, be- 
tween points and places in Wetzel county, W. Va., on the 
one hand, and, on the other, points in O., Pa., and W. Va. 


FREIGHT FORWARDER SUBSTITUTION 

An application has been filed with the Commission in FF- 
157, for authority for the substitution of Sea Food Forwarders, 
Inc., in lieu of Fish Forwarding Co., as apnvlicant. Sea Food 
Forwarders, according to the application, is a new corporation. 

The application was for a permit to continue forwarding 
fish, fish products, seafood, seafood products, containers, fishing 
gear, equipment and supplies, between New England and Can- 
ada and New York and New Jersey. 

The two companies are domiciled in New York, N. Y. 


CLINCHFIELD-C. & 0. CONSTRUCTION 


Charging that any delay in furnishing necessary rail serv- 
ice to the Clinchfield Coal Corporation was to be laid at the 
door of the Chesapeake & Ohio and the Alleghany Corpora- 
tion which, through the Pittston Co., had purchased the coal 
company, the Carolina, Clinchfield & Ohio Railway, Atlantic 
Coast Line and Louisville & Nashville filed a motion with the 
Commission for separate disposition of Finance No. 14820 and 
Finance No. 14850. 

Finance No. 14820 involves the application of the C. C. & O. 
for authority to construct a railroad, about 14.5 miles long, 
in Dickenson county, Va., to serve the Clinchfield Coal Corpora- 
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tion. Finance No. 14850 involves a similar application of the 
C. =, ©. 

The C. C. & O. alleges in its motion that negotiations with 
the coal company were completed, except for signing of a 
formal contract, when the matter was “mysteriously” delayed. 
The railroad said it discovered that the C. & O., acting through 
the Pittston Co., had purchased the controlling interest in the 
coal company and had filed its application with the Commis- 
sion for authority to construct a line to serve it. 

The C. C. & O. application, that railroad said, was un- 
opposed, and quoted the coal company and the C. & O. to that 
effect. It argued that it should be permitted to construct 
the line of railroad under a separate decision in Finance No. 
14820, leaving the matter of its opposition to the application 
of the C. & O. in Finance No. 14850 to be decided separately. 


Deming Maximum Rule 


Southwestern rail respondents defend the exclusion of 
destinations on other lines than the Southern Pacific, the Texas 
& New Orleans and the Santa Fe from the application of the 
“Deming maximum rule,” under which it is provided, for all- 
rail and ocean-rail shipments, that charges on shipments to 
Deming, N. M., will be maximum, according to the rail re- 
spondents, only on points intermediate between Houston and 
Galveston, Tex., and Deming, in a brief filed with the Com- 
mission in I. and S. No. 5336, Deming Rates—Eastern Ports 
to Southwest. 

Eastern port interests, water carriers, and the Greater 
Little Rock Chamber of Commerce and the New Orleans Traffic 
and Transportation Bureau oppose the exclusion of Texas, 
Louisiana, Arkansas and Oklahoma points from the operation 
of the rule in their briefs. 

The general position of the rail respondents is that the 
Southern Pacific and the Santa Fe should not be permitted 
to dictate to other railroads what rates should apply from 
north Atlantic piers to destinations in the southwest. 


“Protestants in the instant proceeding question the fear 
of respondents that the continuation of the Deming maximum 
rates rule to destinations in Arkansas and Oklahoma, as well 
as northern Louisiana and northern Texas will place them 
at the mercy of the Southern Pacific or the Santa Fe, which 
two lines are the only lines that operate from the Gulf ports 
to Deming,” said the respondent railroads, and argued that 
the number of changes that had taken place since the tariffs 
under suspension were filed indicated that “there is always at 
least a potential hazard in permitting one railroad to dominate 
the fixation of rates for application over other railroads espe- 
cially when the other railroads have no voice whatsoever in 
the establishment of the rates from origins to destinations.” 

Destinations on other lines in the four states mentioned 
were not intermediate to Deming via any route, contended 
the respondents, and that, therefore, no statutory requirement 
held the Deming rate as maximum at intermediate points. 

“The entire record considered,” they said, “the Commis- 
sion will realize that the Deming rates should not be required 
to be applied to points on any lines in southwestern territory 
other than on the direct line of the Southern Pacific and the 
Santa Fe... .” 


The water carriers contended for the application of the 
Deming rule, saying it was not to be treated as an “inter- 
mediate” rule in the common acceptance of that term, and 
observing that in the use of such rates shippers using north 
Atlantic piers had been on a competitive level with shippers 
from group D (including Chicago), with which latter shippers 
they had been and were in competition. The effect of the 
suspended proposal, they said, would be that “receivers of 
freight located north of a line drawn roughly from Tallulah, 
La., westwardly to Farwell, Tex., would be deprived of the 
use of the Deming rule and would be subjected to rates in 
many instances substantially higher than those enjoyed by 
receivers of freight located on and south of said line.” 

The eastern port interests took a similar position, and 
said the proposals unlawfully discriminated against water 
carriers, barred them from half of the southwestern territory, 
and placed eastern shippers at a disadvantage with midwestern 
competitors. 

The New Orleans bureau said it was interested in fostering, 
maintaining and promoting steamship traffic through the port, 
and the Little Rock chamber said it was interested in pre- 
venting discrimination against that city and the preservation 
of an adjustment “under which it may continue to live and to 
compete with other distributing centers in the same general 
territory.” They asked the Commission to find the proposed 
schedules not justified. 

Joined in the brief of the easter port interests were: Balti- 
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more Association of Commerce; Richmond Chamber of Com- 
merce; Port of New York Authority; Norfolk Port Traffic 
Commission; Chamber of Commerce and Board of Trade of 
Philadelphia; Chamber of Commerce of the City of Newark; 
Manufacturers Association of Connecticut; New Bedford Board 
of Commerce; New Jersey Industrial Traffic League; Shippers 
Conference of Greater New York; Commonwealth of Virginia 
and State Port Authority of Virginia. 

The water carriers represented were: Agiwilines, Inc.; Bull 
Steamship Line; Pan-Atlantic Steamship Corporation; Sea- 
train Lines, Inc.; and Southern Steamship Co. 


Staley Terminal Allowance 


The five railroads operating into Decatur, Ill., and sharing 
in the traffic moving to and from the plant of the A. E. Staley 
Manufacturing Co., have filed with the Commission a brief in 
which they ask that it find that their obligations under their 
line-haul rates extend to the points of loading and unloading 
in the Staley plant, and that such services may be performed 
without additional charge. 

The brief was filed in Ex Parte No. 104, Part II, A. E. 
Staley Manufacturing Co. Terminal Allowance-Practices of 
Carriers Affecting Operating Revenues and Expenses, Part II, 
Terminal Services, and I. and S. No. 4736, Switching Charges 
at Decatur, Ill. 

The Baltimore & Ohio, the Illinois Central, the Illinois 
Terminal, the Pennsylvania, and the Wabash railroads said 
they had been “prompted again” to ask the Commission to 
consider the question whether the line-haul rates into Decatur 
included the switching services at the Staley corn and soya 
bean products plant because it was their conviction that the 
carriers’ obligation under their line-haul rates included the 
spotting services at points within the plant. The railroads said 
they felt that the imposition of the spotting charge against the 
Staley company in view of the changed conditions at the plant 
resulted in an injustice against that company, and that it re- 
quired the five railroads to deal unfairly and inequitably with 
the Staley company in relation to other shippers located on 
industry tracks and on team tracks in the Decatur switching 
district. The railroads continued: 


Respondents have no desire to continue the litigation indefinitely. 
... Their purpose is to show the Commission that under existing con- 
ditions at the Staley plant the switching services are services which 
should be rendered by respondents under their line-haul rates without 
additional charge. 


Some members of the Commission and its staff, said the 
railroads, had asked the question, “Why have these railroads 
opposed the issuance of orders by the Commission which, on 
their face, seem to afford increases in revenues to the rail- 
roads?” Continuing, the railroads said: 


The fundamental purpose of these railroads in these proceedings is 
really no different from the purpose that the Commission had in insti- 
tuting its general investigation, namely, the preservation of the car- 
riers’ revenues and the maintenance of equality of service among ship- 
pers. We believe the Commission was justified in conducting this 
investigation and that the railroads have benefited from it. 

But the records in some of the more recent proceedings in this 
territory and particularly in the one at bar, have made clear to these 
railroads that their revenues are jeopardized rather than safeguarded 
by the action that the Commission has taken. They know that in the 
case at bar the imposition of a switching charge in addition to the 
line-haul rates results in an inequality of treatment, and that ultimately 
that inequality in treatment is bound to cause both the industry and 
the railroads to suffer financially. 


It was certain, continued the railroads, that the industry 
would over the years see what it could do to avoid the use of 
a transportation service that placed it at a disadvantage from 
the standpoint of rate uniformity with other shippers in the 
same locality and with its competitors generally. 

The railroads said the motor truck carriers had not been 
required to impose an additional charge against the Staley com- 
pany for the handling of traffic to and from points of loading 
and unloading within the Staley plant. Truck competition, they 
continued, was, under the circumstances, a “real and ever- 
present threat” to the rail carriers that were prevented from 
performing terminal service under their line-haul rates. 


Respecting the terminal services performed by the rail- 
roads, the petitioners said the Commission had treated and was 
treating these matters as “essentially litigious” in their nature, 
whereas they were matters fundamentally of practical operat- 
ing problems and ought to be dealt with as such. They averred 
that the. railroads were interested in the establishment and 
maintenance in these cases of principles that could be applied 
to all terminal service cases alike. 

The proceedings had resulted in a denial to the large in- 
dustry of the placement of its shipments at points of loading 
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and unloading except at additional charges, when the smaller 
industry in the same locality was given terminal services with- 
out extra charge that cost more than those performed for the 
large industry, asserted the railroads. They added that the 
railroads had adhered to the principles that the Commission 
had announced in so many cases involving the cost of switching 
services: that switching charges differed from the line-haul 
rates in that they were not ordinarily graded either in accord- 
ance with the commodity moved or the distance of the move- 
ment, that as a rule, they applied to any haul within the switch- 
ing district no matter how long or how short it might be, and 
that they were largely based on average conditions. 

“Figured purely on an expense and income basis, the small 
industries get more service from the carriers than do the large 
industries,” said the railroads. “If absolute financial equality 
were to be achieved, the railroads would have to charge more 
for placing cars on team tracks and at industries which produce 
little traffic.” 


CORN PRODUCTS TERMINAL SERVICES 


At the request of Corn Products Refining Co., the Com- 
mission has reopened for further hearing the proceeding in- 
volving terminal services at the company’s Argo, Ill., plant, 
and postponed indefinitely the effective date of its order in 
that proceeding, Ex Parte No. 104, Practices of Carriers Affect- 
ing Operating Revenues or Expenses, Part II, Terminal Services. 

In its petition for reconsideration, further hearing, and 
postponement of the effective date of the order, the company 
said the Commission’s conclusion that the line-haul rates of 
the respondent railroads did not include service beyond the 
interchange track at the plant was the result of findings that 
inadequately and incorrectly summarized the testimony, and 
ignored much evidence that, it said, required a contrary de- 
termination (see Traffic World, June 16, p. 1590). 


Industry Terminal Tariff 


Nearly one hundred and fifty railroads and rail systems 
have concurred in a joint tariff filed by Agents Curlett, Doe, 
Jones and Raasch, embodying rules covering industry spotting 
services developed through a series of conferences with a spe- 
cial committee of the National Industrial Traffic League on 
Ex Parte 104, Part II, with division 3 of the Commission, and 
in public hearings (see Traffic World, May 19, p. 1311). 

The joint tariff carries the following I. C. C. numbers: 
W. S. Curlett’s No. A-830; I. N. Do’s No. 531; B. T. Joness No. 
3992, and R. G. Raasch’s No. 594. It will become effective No- 
vember 1. 

The tariff contains three rules and two notes defining 
terms used in the rules. Generally, it is provided that cars will 
be delivered or removed from privately owned side tracks or 
industrial tracks near and connecting with carrier tracks, if 
there are no unsafe conditions; that cars will be received and 
delivered at loading and unloading tracks within an industry 
plant site if safe for use of switching locomotives; all this at no 
additional charge beyond the line-haul charges if it can be 
accomplished in continuous movement and at the carrier’s 
ordinary operating convenience, with charges provided for de- 
lays in excess of 30 minutes. 

The rules and notes follow: 


Rule I. Except as otherwise provided in, Rule III and except as 
otherwise provided in other tariffs, cars of freight moving at carload 
rates including switching rates and cars of less carload or any quantity 
freight subject to rules governing the handling of ferry or trap cars 
as published in tariffs lawfully on file with the Interstate Commerce 
Commission and state commissions, will be delivered on and removed 
from privately owned side tracks or industrial tracks near and con- 
necting with the carrier’s tracks without any additional charge, provided 
there are no conditions which make it unsafe for the carrier’s locomo- 
tives to operate over such tracks, or that prevent the carrier from 
receiving or delivering cars at its ordinary operating convenience. (See 
Note 2.) 

Rule II. Except as otherwise provided in Rule III, cars covered 
by Rule I will be received and delivered at loading and unloading 
points on tracks designated by the industry within the industrial plant 
site without any additional charge when that service can be ordinarily 
performed in continuous movement at the carrier’s ordinary operating 
convenience, within the meaning of these terms as defined in Notes 1 
and 2, provided the locomotives in general use for switching in the 
vicinity of the plant site can safely operate over the tracks within the 
plant site. 

Rule III. When receipt or delivery of a car or cars‘as provided in 
Rules I and II cannot be accomplished in continuous movement at the 
carrier’s ordinary operating convenience because of interruption, inter- 
ference or any other condition caused by the shipper or consignee, the 
carrier will arrange for receipt or delivery under the following provi- 
sions: 

(a) If it appears that the delay will be of a temporary nature the 
locomotive will be held at the nearest available point and the service 
completed when conditions permit. For delay to the locomotive when 
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so held, a charge of $1.00 for each five minutes or fraction thereof in 
excess of 30 minutes will be assessed, which charge will be in addition 
to the published rate or rates. 

Charges will be assessed in accordance with the next preceding 
paragraph when delays encountered during a locomotive trick or shift 
aggregate more than 30 minutes. 

(b) If, after a reasonable period of delay, the obstruction or con- 
dition preventing completion of service has not been removed or elim- 
inated the carrier may, at its option, withdraw its locomotive and 
place the car or cars on a hold or other available track or tracks 
within, or without, the industry plant site. Charges for the delay 
encountered shall be computed in accordance with paragraph (a). Sub- 
sequent movement by carrier locomotives of the car or cars from the 
hold or other track or tracks to actual point of delivery will be subject 
to the published intraplant rates or charges. 


Definition of Terms Used Herein 


Note 1. ‘‘Continuous movement’’ means a movement between the 
earrier’s tracks and the loading or unloading points, a hold track or 
tracks, or other place where cars are received or delivered without 
any delay or any suspension or break in time, or continunity of the. 
movement, due to any circumstances or conditions for which the indus- 
try is directly responsible. 

Note 2. ‘‘Ordinary operating convenience’ means the time selected 
by the carrier when it is most advantageous to the carrier, in relation 
to its coordinated and harmonious switching activities in a particular 
switching zone, when the terminal services are performed by switching 
locomotives, or at the time the train arrives at the plant site when 
the terminal services are performed by road-haul locomotives. Ordi- 
narily it contemplates only one switch a day except when additional 
switches are made by the carrier in its own or the public interest, as 
distinguished from the industry’s interest, to secure the prompt re- 
lease of equipment or facilities, or when necessitated by the volume of 
traffic. Movements to, from or within the plant site at other times at 
the request of the industry or to meet the requirements of industrial 
operations are not at the carrier’s ordinary operating convenience. 


The title page of the tariff bears the description: ‘Local 
Freight Tariff of Rules Governing Receipt and Delivery of Cars 
of Freight (except coal at mines, iron ore at mines, beehive 
coke at ovens, or traffic at the dock where such traffic is inter- 
changed with water carriers) on, to and/or from Private Tracks 
and Industrial Tracks.” 


Southern Grain Adjustment 


Further petitions for amendments to the findings of the 
Commission have been filed in No. 17000, part 7-A, Rate Struc- 
ture Investigation; Grain and Grain Products to and within 
Southern Territory, and I. and S. No. 4208, Grain to, from, and 
between Southern Territory (see Traffic World, July 14, p. 93). 

These petitions came from General Mills, Inc., Minneap- 
olis, Minn.; Corporation Commission, State of Oklahoma, Okla- 
homa City, Okla.; Minneapolis Traffic Association, Minneapolis, 
Minn., and Fisher Flouring Mills Co., Seattle, Wash. 


General Mills, In., in its petition for clarification, inter- 
pretation, reopening, or reconsideration, asked, among other 
things, that the Commission make clear that its decision of 
February 13, did not prohibit, but in fact contemplated, the 
granting of transit at the rate-break markets in connection with 
the one-factor through rates prescribed from the transconti- 
nental origin group and from the Montana origin group to the 
south. General Mills urged that if it should be determined that 
the report and findings of February 13, would not permit of 
this transit at the rate-break markets, the matter be recon- 
sidered by the Commission with the idea of releasing a supple- 
mental report and order specifically authorizing such transit, 
so as to avoid violations of sections 1, 2, and 3 of the interstate 
commerce act. 

The Oklahoma Commission, requesting reopening, recon- 
sideration, and modification, averred that this was no time to 
prescribe “paper rates’ on the involved commodities, adding, 
however, that the record showed that many of the resulting 
rates would be little more than that. The commission asked 
for changes in findings Nos. 6, 12, 13, 14, 15, 17, 21, and 28, 
asserting that some of the findings were not as clear as they 
might have been, but that ‘when read in the light of the dis- 
cussion preceding them, the intention seems clear.” The cor- 
poration asked for additional findings as follows: 

Shrinkage rates applying from St. Louis and Cairo, when from Kan- 
sas City and points basing thereon, having been prescribed herein, that 
for the future St. Louis and Cairo shall be on the rate-break from Kan- 
sas City, and Memphis be on the rate-break from St. Louis and Cairo; 
and the temporary transit authorized in the Grain case be canceled. 


“Sees America First” 


With respect to circuitous routing the state commission 
said the record definitely showed that grain moving within and 
from western Trunk-Line Territory “sees America first’ by 
reason of the many routings, including equalizations via the 
upper Mississippi, the lower Mississippi and the Ohio River 
crossings. It said Oklahoma grain destined to the south was 
confined to a narrow list of routes, most of which were direct 
to Memphis, the only entrance to the south by way of which 
the Oklahoma rates ordinarily applied. 


TRAFFIC WORLD 


Oklahoma, concluded the commission, was entitled, under 
the law, under transportation conditions, and under every other 
basis that might be set up, to have as low rates, mile for mile, 
distance considered, to serve the south, in the transportation of 
grain and grain products, as any other state or region. 

The Minneapolis Traffic Association requested reopening, 
reargument and reconsideration “to the end that reconsidera- 
tion will result in removing the disadvantages of the Minneap- 
olis market that would result from publication of tariffs under 
the report and order herein.” It said that two important addi- 
tions to the general law—the national transportation policy and 
section 5 of the transportation act of 1940, the latter calling 
for investigation of agricultural products rates between points 
in different classification territories—appeared to have had lit- 
tle, if any, consideration in the report and order in the instant 
proceeding. 

“The prescribed rates will result in different scale rates,” 
continued the Minneapolis group. “One scale for rates for 
Western Trunk-Line Territory, another scale of rates in Illinois 
and Central Freight Association Territory and another scale in 
Southern Territory. There will also be another scale for the 
southwest. In Docket 28300, Class Rate Investigation, 1939, 
decided May 18, 1945, a uniform scale of class rates was pre- 
scribed for application in and between these several territories.” 

It was evident, continued the association, that same cost 
studies used in the class-rate case would, if applied in the 
instant proceeding, result in uniform rates. Through one-factor 
rates with transit at all intermediate points on reasonable 
routes between origin and destination would result in fair and 
equal treatment to all grain and milling regions and transit 
points at terminals and in the interior, it said. 

“The complexity of the prescribed adjustment would be 
reduced to simplicity, reducing to a minimum the petitions for 
revisions that will follow for years the adoption of the pre- 
scribed adjustment,” concluded the Minneapolis association. 


Clarification of Finding 28 


Fisher Flouring Mills Co. asked that the Commission clarify 
its finding No. 28 to definitely indicate its intention that the 
north-coast carriers amend their respective transit tariffs spe- 
cifically authorizing all of the normal and necessary transit 
privileges at north Pacific port mills on all-rail traffic to the 
south, so as to adequately insure an adjustment that would 
permit north-coast port mills to participate in the traffic in- 
volved on a competitive basis with interior Washington, Oregon, 
northern Idaho and other mills. Continuing, the Fisher com- 
pany asked: 

That if the present record be determined inadequate to permit of 
further and explicit instructions to the north-coast carriers to so pro- 
vide just and reasonable transit rules at north Pacific coast ports, the 
matter be reconsidered by the Commission with the intent of issuing a 
supplemental report, finding and order authorizing said transit, thereby 
preventing violations of sections 1, 2, and 3 of the act. 


Southwest Commodity Rates 


In I. and S. M-2548, Commodities from and to Southwest, 
the Commission has scheduled a prehearing conference to be 
held by Examiner Croft in Kansas City, Mo., at the Hotel Pick- 
wick, July 31, at 9:30 a.m. The proceeding involves suspended 
schedules proposing to revise class rates, classification excep- 
tions ratings, minimum class-rate restrictions and other provi- 
sions applying between points in central and midwestern states, 
on the one hand, and points in southwestern states, on the other 
(see Traffic World, July 7, p. 14). 

As a basis for discussion at the conference, said the Com- 
mission, the respondents were required to furnish the Commis- 
sion and the protestants, not later than July 25, a statement 
showing both the present and the proposed rates, charges, rules, 
or ratings in every instance where the suspended schedules 
proposed any change in any rate, charge, rule, or rating that 
had the effect of increasing the cost or reducing the value, of 
any service now offered to any shipper. 

At the prehearing conference, said the Commission, it was 
proposed to discuss: (1) the issues with a view to their simpli- 
fication; (2) the evidence to be offered on each issue by both 
the respondents and the protestants with a view to insuring a 
complete and adequate record without duplication; (3) such 
other matters as might aid in the simplification of the evidence 
and disposition of the proceeding; and (4) the date when this 
proceeding might be reassigned for hearing with the under- 
standing that all interested parties would be fully prepared. 

The Price Administrator, on his own behalf and on behalf 
of the Economic Stabilization Director, had asked the Commis- 
sion to suspend, among other schedules, supplement No. 4 to 
joint tariff Middlewest Motor Freight Bureau, MF-I. C. C. No. 
49, effective July 1 (see Traffic World, June 23, p. 1657), in- 
volved in the instant proceeding. The Commission suspended 
from July 1 until February 1, 1946, the operation of certain 
schedules published in tariff MF-I. C. C. No. 49 and supplements 
thereto of Middlewest Motor Freight Bureau, agent, Kansas 
City, Mo., and related schedules. 
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Class Rate Reopening Sought 


Western Railroads and Various Shipper Groups and State 
Authorities Seek Reconsideration and Modification of 
Orders in Class Rate and Classification Cases— 
Southwestern Shippers Want Action on 
Uniform Classification 


New England and eastern trunk-line territory state authori- 
ties and shipping interests have filed petitions with the Com- 
mission in No. 28300, Class Rate Investigation, 1939, and No. 
28310, Consolidated Freight Classification, asking reopening, 
reconsideration, oral argument, and postponement of the effec- 
tive date of the Commission’s order. They argue that the order, 
requiring uniformity of classification and an “interim” increase 
of 10 per cent in Official Territory class rates, is not supported 
by the record. 

The eastern trunk-line petitioners also asked that, if the 
Commission desired further indications of the effect of its de- 
cision than could be ascertained from the record as made, it set 
the proceeding down for further hearing, “as it has frequently 
done to test the consequences of a proposed rate revision. .. .” 

The Southwestern Steering Committee, while approving 
the Commission’s findings, filed a petition asking that the car- 
riers be required to publish the uniform classification within 
nine months after entry of an order by the Commission modi- 
fying its findings to provide that the interim reductions in class 
rates would prevail over exceptions, column ratings, or com- 
modity. rates, whenever the reduced class rates were lower. 

The states of New York, New Jersey, Pennsylvania, and 
Maryland, and “various chambers of commerce and commercial 
organizations in eastern trunk-line territory” set forth the 
argument in support of their joint petition under four heads. 
Their general position, they said, was that they did not desire 
unjustified advantages for their communities, but that they did 
object to “an order of the Commission directing that any 
freight rates be changed if a fair weighing of all of the evi- 
dence fails to establish the unlawfulness of the existing rates.” 
They did not, they said, want the Commission, “however wise 
it may be,” to assume the functions of management for the 
railroads. 

Their second argument was that “the conclusion that the 
present rates are unlawful because not on a uniform level 
throughout the country east of the Rocky Mountains is not 
supported by the findings, is contrary to and without support 
in the evidence and does not justify the order requiring an 
increase in the class rates in Official Territory.” Under this 
head they argued the evidence did not support a conclusion 
that differences in class rate levels prevented the free flow of 
traffic or injured the south and west; that there was no such 
similarity between the traffic in the several territories as to 
support a finding that differences in the class rate levels were 
unreasonable and discriminatory; and that the evidence as to 
transportation costs did not support a conclusion that class 
rate level differences were unlawful. 


_ Under the third head of their argument, dealing with the 
increased rates in Official Territory, the petitioners put forth 
their greatest effort. In support of that contention they said: 


(a) The minimum rate order increasing the class rates of carriers 
in Official Territory is entirely without the support of any evidence 
of financial need or revenue considerations; (b) an increase in class 
rates in Official Territory would impair the freedom of movement of 
traffic at such rates; (c) The fact that the accomplishment of uniformity 
of class rates at the Official Territory level would impair the revenues 
of the carriers in other territories does not justify increasing the rates 
to be paid by shippers in Official Territory; (d) the requirement that 
the class rates in Official Territory be increased cannot be justified 
on the ground of removing undue preference and prejudice; (e) the 
requirement that the class rates in Official Territory be increased will 
discriminate against that territory; (f) the commission’s order requir- 
ing an increase in the class rates in Official Territory improperly dis- 
regards the economic effect of such an increase on the north and on 
the country as a whole. 


In the final division of its argument, the eastern petitioners 
said the absence of a proposed report or of preliminary findings 
made reconsideration and reargument desirable. It was “ex- 
traordinary,” they said, that in such a proceeding the Commis- 
slon proceeded to a determination without some form of inter- 
mediate report and without submitting the proposals to the 
ee and criticism of the parties affected. They con- 
inued: 

“The circumstances which compelled the Commission to 
demonstrate its diligence in dealing with the issues involved 
are well known. However, the considerations which give to 
i this proceeding its great importance also render it essential 
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that errors shall not be made and to this end that ample op- 
portunity shall be afforded to test the consequences of the 
decision before the decision becomes effective.” 


New England Petition 


__Asserting that the issue in these proceedings is not whether 
uniformity of class rates and classification ratings is or is not 
desirable, but whether the existing lack of uniformity is unlaw- 
ful and in violation of the interstate commerce act, the gov- 
ernors of the New England states and 10 New England trade 
associations, said the evidence did not warrant the Commis- 
sion’s findings of unlawfulness with respect to lack of uniform- 
ity and did not, therefore, provide a basis for any order of 
general application. They continued: 


While there is no warrant in the record for a requirement that 
uniform class rates be put into effect or for a requirement that a 
uniform classification be established, any attempt to secure uniformity 
through increases in Official Territory class rates is grossly unfair to 
shippers and receivers of freight within Official Territory and wholly 
without warrant. The Commission has ordered an increase in Official 
Territory class rates without any finding that those rates are unreason- 
ably low and without any evidence that those rates are non-compen- 
satory. This has been done notwithstanding favorable earnings of the 
Official Territory carriers and the complete absence of complaint with 
respect to the Official Territory level of rates. In so doing the Commis- 
sion has disregarded the mandate of section 15a(2) of the act that 
transportation service be rendered ‘‘at the lowest cost consistent with 
the furnishing of such service.’’ 


The record in the proceedings, continued the petitioners, 
not only afforded no legal basis for directing an increase in Offi- 
cial Territory class rates, but, in fact, precluded such an order. 
They added that the Commission’s order requiring the higher 
level in that territory was unauthorized, unless those rates were 
properly found to be less than reasonable minimum rates, or 
were properly found to result in unlawful preference; and no 
alternative method of removing the preference was lawful. 

“The Commission’s decision does not include, and the record 
does not warrant, a finding that the existing intraterritorial 
class rates applicable within Official Territory are less than rea- 
sonable minimum rates in violation of section 1 of the act,” said 
the petitioners. e 

In conclusion, the petitioners quoted “the caveat’ expressed 
by the late Commissioner Eastman in his separate opinion in 
State of Alabama vs. New York Central Railroad Co., 235 I. C. 
C. 255, in which he said that case was to be decided after it 
had, in effect, been “decided” in advance and without regard 
to the record, by many men in public life, and warned the Com- 
mission against the “disease of sectionalism.” 

The New England petitioners inclued Governors Hildreth, 
Maine; Dale, New Hampshire; Proctor, Vermont; Tobin, Mas- 
sachusetts; McGrath, Rhode Island; and Baldwin, Connecticut; 
and the New England Traffic League; New England Shoe and 
Leather Association; New England Paper & Pulp Traffic Asso- 
ciation; Grinding Wheel Manufacturers Association; Associated 
Industries of Maine; Associated Industries of Vermont; New 
Hampshire Manufacturers’ Association; Associated Industries of 
Massachusetts; Associated Industries of Rhode Island, Inc.; and 
Manufacturers Association of Connecticut. 


Southwestern Steering Committee 


On behalf of the states of Arkansas, Kansas, Louisiana, 
Oklahoma and Texas, the Southwestern Steering Committee 
filed a petition for “additional requirements and necessary modi- 
fications of the order.” They asked that the railroads be re- 
quired to file the proposed uniform classification with the Com- 
mission not later than nine months after the date “of the 
amended order to be issued herein,” and that the Commission 
clarify the language of the report so as to leave no question 
that the prescribed interim reductions, when lower, were to take 
precedence over existing exception and commodity rates. 

Parts I and II of the Commission’s report were “just and 
reasonable in every respect,” and the effect of the findings 
would result in ‘‘non-discriminatory, non-preferential and non- 
prejudicial rates for the transportation of class rate traffic on 
the railroads in the United States,” said the committee. 

As to the matter of the effect of the reductions on exception 
rates, column rates, and commodity rates, the committee sug- 
gested that the language (page 273) of the report be amended 
to read as follows: 


No changes in existing exception rates, column rates, or commodity 
rates, as such, are contemplated by this finding except to the extent 
that the class rates resulting from the use of the 10 per cent reduction 
herein prescribed, within the western district and between the western 
district and other areas involved, in connection with the present classi- 
fication ratings, shall be observed as the maximum rates to be charged 
upon the commodities thus affected. That the reduced class rates, 
herein prescribed, in connection with the existing classification ratings, 
shall, wherever lower, take precedence over, any existing exception 
rates, column rates or commodity rates. This finding to be subject 
to the table of minimum Class I rates herein prescribed. 
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Re-rating the items in Official Classification so as to give 
effect to the distribution of commodities into a greater number 
of classes than are now used in that classification should prove 
to be a task that can be accomplished “within a reasonable 
length of time,”’ says the committee. 


Cc. M. F. A. Seeks Information 


The board of directors of the Central States Motor Freight 
Bureau, following a meeting last. week at which the Commis- 
sion’s class rate decision was discussed, has drawn up a form 
on which it asks members to keep a record showing what por- 
tion of the motor carriers’ revenue is derived from freight mov- 
ing under class rates, commodity rates and under exceptions to 
the classification, for the week of August 6-11. Only freight 
which originates and is delivered in Central Freight Association 
territory will be tallied. The information will be compiled by 
the bureau and used in representing motor carriers expected 
further proceedings in the class rate matters. 


Chicago A. of C. Committee Statement 


Chicago and northern shippers will benefit in their com- 
petitive position as a result of the Commission’s recent class 
rate decision, according to an analysis released July 17 by the 
transportation committee of the Chicago Association of Com- 
merce. 

According to the committee, the decision, hailed as a great 
victory throughout the south, accentuates rather than dimin- 
ishes any competitive disadvantage from which the south may 
have suffered because of rail freight rates. 

The conclusion of the association’s committee is based on 
the fact that a much greater percentage of the traffic flowing 
under class rates moves south rather than north. The great 
bulk of northbound traffic moves under commodity rates, which 
are not changed under the Commission’s decision, and which 
the association has long maintained are preferential to the 
south. This means that northern manufacturers and shippers 

’ will have a 10 per cent reduction on a considerable volume of 
traffic flowing southward, whereas only a very small percentage 
of the goods shipped north from southern territory will be 
affected by the 10 per cent class rate reduction. 

The association’s analysis shows that 12.6 per cent of the 
carload freight moving from the north to southern territory is 
under class rates, while only 0.9 per cent of the traffic moving 
from southern territory to the north moves under these rates. 
Of the traffic from the north to southwestern territory, 22.5 
per cent is carried under class rates, while only 1.5 per cent of 
the traffic moving northward from that territory comes under 
class rates. 

The following table was prepared by the association to 
show the distribution of carload traffic between the several 
territories involved in the decision: 


Percentage of Carloads 
Class Exception Commodity 


Territories Rates Rates Rates 
iG ee rr 12.6 36.3 51.1 
"a 9 4.9 94.2 
ES ee ee ree 12.3 35.4 52.3 
NU NR 6 oi Ses: she ino. wan aieieias dis aimaicd 3.1 1.0 95.1 
OmmGial 0 SOwtiwestern. . oo... 2c cise cee 22.5 52.0 25.5 
wouthwestern fo Official... .. 0.2 ccscccacs LS 3.4 95.9 


In the course of the proceedings before the Commission in 
the class rate case, the Chicago Association of Commerce and 
the Illinois Territory Industrial Traffic League defended the 
present freight rate structure within this area. No objections 
were made to the revision in rates requested by the interests 
located in southern or western territory. Because the Commis- 
sion’s decision proposes a revision of rates within official terri- 
tory which the association contends is not justified by the rec- 
ord, the association’s transportation committee proposes to pre- 
sent objections to this increase to the Commission. The com- 
mittee pointed out that the affected railroads did not request 
this increase, that no evidence was presented showing a need 
for an increase at the hearings before the Commission, and that 
only last fall the Commission itself denied a request of the 
railroads for an increase of 6 per cent. 

To aid the association in its effort to obtain a modification 
of that portion of the order increasing rates within official terri- 
tory by 10 per cent, the committee has asked association mem- 
bers to forward information as to the approximate volume of 
traffic moving on class rates divided as among territories, a 
list of commodities shipped to points in official territory on 
which a member firm in the Chicago area meets competition of 
producers or manufacturers located in southern territory, and 
traffic moving from or to points immediately beyond the border 
of official territory. 


Western Railroads Ask Reopening 


Western railroads on July 19 filed a petition with the 
Commission asking postponement of the effective date of the 
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Commission’s recent class rate decision, and reopening, re- 
argument and reconsideration of the whole class rate case, 
including the order with respect to temporary or “interim” 
class rates. The reductions in class rates, in the manner pre- 
scribed by the Commission, the petition asserts, will leave the 
western railroads without sufficient earnings to enable them 
to provide adequate and efficient transportation, unless rates on 
raw materials, including agricultural products and live stock, 
which move predominantly in the west, are advanced above 
present levels. ; 

The petition asserts that the Commission, in its purpose 
to establish uniformity, “has apparently disregarded all the 
precedents as to the fixation of rates that have been the 
nucleus of its decisions since its inception in 1887.” The petition 
continues: 


For the sake of what might be deemed appeasement, the Commis- 
sion has dealt a blow to the western railroads the effect of which it is 
difficult to determine at this writing. However, we do know that 
regardless of what a superficial glance reflects, if the decision is carried 
to its ultimate conclusion, it cannot help but be a decisive factor in ren- 
dering these western railroads a body blow which will make them 
incapable of maintaining the national transportation system contem- 
plated by Congress in the Transportation Act of 1940. 


The petition contends that the Commission’s decision “dis- | 
regards entirely the fact that official territory is primarily | 
a manufacturing area, whereas the west is an agricultural area.” | 
The petition charges that the decision incorrectly assumes that | 


the revenue needs of roads in eastern territory are greater § 


than those of roads in western territory, and that the decision | 
mistakenly finds, despite a recent decision of the U. S. Supreme | 
Court to the contrary, that the mere fact that rates in one’ 
territory are higher than in another is in itself proof of undue | 
and unjust preference and prejudice. i 

Transportation conditions are so different in the east and | 
west, the petition asserts, that “what is proper for one is not} 
necessarily proper for the other as a fixed and definite rule.” 
The fact is cited that western district railroads operate 58.02 
per cent of the country’s total railroad mileage and originate 
only 37.08 per cent of the country’s total car load traffic, while 
the eastern railroads, with only 25.13 per cent of the country’s 
total railroad mileage, originate 47.41 per cent of the country’s 
car load tonnage. 

It is further stated that while the eastern lines originate 
60.66 per cent of the country’s total of manufactured and mis- 
cellaneous commodities, western lines originate only 28.06 per | 
cent of the total of such commodities. On the other hand, 
western lines originate 68.82 per cent of the total of the coun-/ 
try’s agricultural products and live stock, while the eastern! 
lines originate only 20.88 per cent of the total of such products. | 
The eastern lines’ share of manufactured and miscellaneous 
commodities is stated to be almost three times the tonnage 
which the western district railroads originate in their 68.82 
per cent of the total agricultural products originated. 


These contrasts in the character of traffic transported in 
the two districts are especially significant, the petition asserts, 
because the preponderance of manufactured and miscellaneuos 
commodities transported by the eastern lines—the traffic on 
which the rates are most directly involved in the establishment 
of uniformity—affords them a greater source of revenue than 
do the products of agriculture to the western carriers. 

The particular effect on western railroads of the Hoch- 
Smith resolution of Congress, requiring the Commission to pre- | 
scribe “the lowest possible lawful rates for the transportation 
of the products of agriculture, including live stock,” is cited as 
another factor which would, if there were no others, “not only | 
explain but render inevitable a dissimilar distribution of freight | 
charges in and between the two districts in the interest of their | 
economy and the preservation of their transportation system.” 


The depressed rates prescribed under the Hoch-Smith resolu- § 


tion, the petition states, “necessarily have borne most heavily | 
upon the railroads operating in the western district because of | 
ae volume of agricultural and live stock tonnage orig- | 
inated.” 

The petition takes issue with a statement made in the Com- 
mission’s decision that the revenue needs of the eastern carriers | 
are greater than the needs in other territories, citing figures 
showing that through the 21-year period ending with 1940, the 
annual rate of return earned by eastern district lines has aver- 
aged 3.14 per cent, while the annual return earned by western 
district lines has averaged only 2.64 per cent. “It is difficult 
to find a logical explanation as to why the Commission reduces 
the class rates in the west and increases those in the east. The 
showing would indicate that the reverse should be true,” con- 
tends the petition, continuing: 


The western carriers, originating as they do a preponderance of 
low rated traffic with substantially fewer people to serye and therefore 
with lighter traffic density, could not possibly maintain an adequate 
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transportation system under any uniform scale of rates designed to 
move high grade manufactured products, and based on the operating 
and other conditions existing in eastern territory. A uniform class rate 
structure which would yield the eastern lines a fair return would result 
in bankruptcy to the western lines. 


The petition declares the findings of the Commission as to 
the class rates to be applied in the interim period to be ‘“‘purely 
arbitrary, not based on any facts of record and seeming to be 
dictated by a desire to satisfy proponent’s desire for uniformity, 
with disregard for all of the elements heretofore considered by 
the Commission in determining a reasonable, lawful basis of 
rates.” 


No one has asked the Commission to increase the eastern scale 10 
per cent, nor has anyone requested the Commission to reduce the 
western scale 10 per cent. The Commission’s apparent desire is to 
satisfy the proponents during an interim period by increasing the east 
and reducing the west. This will, of course, narrow the spread between 
the rates applicable within the respective territories, but whether or 
not such rates would be reasonable and otherwise lawful is left to 
conjecture. 


Stating that while the interim basis would substantially re- 
duce western carriers’ revenues, the petition continues: 


The permanent basis prescribed will have more far reaching effects. 
If the present decision is forced on the western railroads the responsi- 
bility for the continued progress and maintenance of adequate trans- 
portation in that district is with the Interstate Commerce Commission. 
Such a decision as rendered would, perhaps, be excusable if this 
country was a wilderness with no recognized shippers or industry, such 
as manufacturing in the east and agriculture in the west. The various 
industries have been built in this country, in the east as well as in 
the west, with full regard for present rate adjustments. The revolu- 
tionary adjustment, such as the one contemplated in the instant case 
with all its resulting ramifications, will tend to seriously disturb the 
economics appertaining to industry in the western territory so as to 
result in possible ruin of at least some industries that are prospering 
under the present rate adjustment. Further, there is no doubt that 
if the present decision is forced upon the carriers in the western 
territory, such carriers will be seriously affected financially. 


The petition relates to the class rate decision only, western 
roads having previously given formal notice of their willing- 
ness to comply with the Commission’s decision and join roads 
in other districts in undertaking preparation of a uniform freight 
classification, ‘‘without prejudice to their views as to the level 
of rates prescribed in the class rate decision.” 


The petition urges, however, the fact that a uniform classi- 
fication has not been developed as a reason for reconsideration 
of the class rate decision, stating: 


It would be an impossible task, as well as an unlawful one, to 
attempt to prescribe a permanent basis of rates until and unless there 
is a uniform classification for application throughout the territory 
involved; and the Commission should be satisfied to predicate its 
decision on the facts adduced of record without arbitrarily forcing 
these respondents to reduce their rates 10 per cent merely for the 
purpose of achieving more uniformity than now prevails in the rate 
structure. 


Detroit B. of C. Anticipates Litigation 


“Several groups are thinking about taking the decision to 
court and there will undoubtedly be two or three suits filed by 
states in official territory,” says the Transportation Bureau of 
the Detroit Board of Commerce in a statement commenting on 
the Commission’s class rate decision. 


It suggested that shippers “look beyond just how many 
shipments are to be increased and how many decreased” as to 
rates, and added: 


The fact should not be overlooked that new competition may appear. 
Stoves, for instance, move on class rates. Stoves are manufactured in 
the south and consequently may move northbound at a 10 per cent 
lower rate, while a northern manufacturer will have his rates in 
official territory increased 10 per cent. The ratings on many items 
were reduced a few years ago on shipments between the south and 
north. These reductions were published as exception ratings and were 
on the Official level of ratings. Since the present decision doesn’t 
affect exception rates, the decision actually destroys ‘‘parity’’ in 
rates. The location of your competitors is important and should be 
considered. 


ORANGE AND LEMON PERMITS 


Restricting the shipment of oranges or lemons from Arizona 
or California to shipments under permit issued by the U. S. 
Department of Agriculture, the Commission, division 3, has 
issued service order No. 337, Permit Required for Shipments 
of Oranges and Lemons from Arizona or California, effective 
July 16 through October 14. 

The movement of such oranges and lemon under permits 
was necessary to prevent congestion of traffic and a shortage 
of equipment, said the division. 

A similar order with respect to shipments of oranges only 
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from Arizona or California was issued a year ago under 
service order No. 218 (see Traffic World, -July 22, 1944, p. 212). 
Pertinent portions of service order No. 337 follow: 


It is ordered, that: 

(a) Oranges and lemons from Arizona and California not to be 
transported without a permit. No common carrier by railroad subject 
to the interstate commerce act shall accept for transportation or move 
a car loaded with, oranges or lemons, in carload or less-than-carload 
quantities, from any origin in the states of Arizona or California 
destined to interstate or Canadian points, except upon presentation by 
the shipper to the carrier of a permit issued by the director of Market- 
ing Services, U. S. Department of Agriculture, or his authorized agent, 
as provided for in Marketing Order No. 66 (7 F. R. 8576) or Marketing 
Order No. 53 (6 F. R. 1833). 


GRAPE EXPRESS SERVICE ORDER VACATION 


Effective July 16, the Commission, division 3, by service 
order No. 331-A, vacated service order No. 331, prohibiting 
railroad or express companies from furnishing express or freight 
cars loaded in Arizona or California with grapes in an amount 
exceeding 25 per cent of the carload for transportation in rail- 
way express service (see Traffic World, July 14). 


HOLIDAY LOADING BAN 


Director Clinger, of the Commission’s Bureau of Service, 
effective July 13, at 12:01 a. m., has issued general permits 
Nos. 1, 2, and 3 under service order No. 332, that prohibited 
the loading of freight in Arizona and California on Sundays 
and holidays (see Traffic World, July 14). 

Under the general permits, permission was granted common 
carriers by railroad, as follows: 


General Permit No. 1 


To disregard the provisions of Service Order No. 332 insofar as it 
applies to company ice, in carloads, to be shipped by or to the Pacific 
Fruit Express Co., or any rail carrier for use in icing cars. 


General Permit No. 2 


To disregard the provisions of Service Order No. 332 insofar as 
it applies to peaches in any freight car, except a refrigerator car, when 
such peaches are to be consigned to canneries; also return of the 
empty lug boxes from canneries. 


General Permit No. 3 
To disregard the provisions of Service Order No. 332 insofar as 
it applies to the loading of less-than-carload freight, including transfer 
freight, in the carrier’s possession; also the loading of company fuel 


oil. Billing may be accepted on less-than-carload freight on and after 
7:00 a. m., on any Monday. 


CAR UNLOADING ORDER 

The Commission, division 3, has ordered the Pennsylvania 
Railroad Co., by service order No. 336, to unload two cars of 
coal on hand at Enola Yard, Pa., consigned for account Cassler 
Coal Sales Co., Clearfield, Pa., to Lionel Fuel Co., Bush Ter- 
minal, N. Y., which cars, the order says, have been on hand an 
unreasonable length of time. The order will expire on notifica- 
tion of the director of the Commission’s Bureau of Service that 
its terms have been fulfilled. 


COAL SERVICE ORDERS VACATED 


Orders of the Commission prohibiting the delivery of cars 
for the loading of anthracite at the William Penn Breaker, 
Shenandoah, Pa., and at the Ridgewood Breaker, Union Junc- 
tion, Pa., have been vacated by the Commission, division 3, in 
service orders Nos. 321-A and 322-A, effective July 16. The 
original orders were issued on a petition of the Solid Fuel 
Administration for War, which said that coal was being shipped 
from those mines with an ash content in excess of that pre- 
scribed in regulations of the fuel administration. 


GRAIN CAR SERVICE ORDER 


Extending the suspension of service order No. 160, restrict- 
ing the holding of grain or seeds at Minnesota points, from 
July 17 to July 27, the Commission, division 3, has issued re- 
vised service order No. 160-C (see Traffic World, July 14). 


EMPTY REFRIGERATOR CARS 


Moving to relieve the critical shortage of refrigerator cars 
in Arizona and California, the Commission, division 3, has 
issued service order No. 338, Movement of Empty Refrigerator 
Cars to Arizona and California Required, effective July 18, at 
12:01 a. m., to July 27, at 11:59 p. m. 

Refrigerator cars, said the division, were available on cer- | 
tain carriers but they were not being moved west in sufficient 
numbers to relieve the shortage. 

The division ordered the Texas & New Orleans Railroad 
Co. and the Southern Pacific Co. to (1) deliver, (2) transport 
and deliver, or (3) accept, transport and deliver, refrigerator 




















cars, of any ownership or reporting mark that were equipped 
'- with flour racks and were suitable for fruit and vegetable load- 
ing, each day in not less than specified numbers, over specified 
routes, and via named junctions. 

The T. & N. O. was directed to move to and deliver at 
El Paso, Tex., 75 cars daily for delivery to the Southern Pacific 
Co., and the Southern Pacific Co., from El Paso, was instructed 


’. to move to and deliver in Arizona and California 400 cars for 


delivery to loading territories in those states. 


REFRIGERATOR CAR ORDER 


By general permit No. 1 under service order No. 104, the 
Commission on July 18, granted permission for any common 
carrier by railroad to furnish standard RS type refrigerator 
cars, equipped with floor racks and suitable for the loading of 
fruits and vegetables, of other ownerships to protect loading 
offered under the provisions of:the order, to the extent that 
P. F. E. and S. F. R. D. refrigerator cars are not reasonably 
available. The permit became effective immediately and will ex- 
pire April 1, 1946. 


REFRIGERATOR CAR PERMIT ORDER 


By general permit No. 7 under Taylor’s order No. 231, the 
Commission has granted permission for any common carrier by 
railroad, subject to the Interstate Commerce Act: 


To disregard entirely the provisions of Taylor’s Order No. 231 of 
Sept. 11, 1944, insofar as it applies to the loading or movement of RS 
type refrigerator cars with beer containers in states east of the Illinois- 
Indiana line and east of the Mississippi River when destined to points 
west of the Illinois-Indiana line and west of the Mississippi River. 


The general permit became effective July 17 and will expire 
August 16, 1945. 


REFRIGERATOR CAR FREE TIME 

Effective July 16, the Commission, division 3, has issued 
amendment No. 3 to revised service order No. 112, by which 
was prescribed the maximum free time allowed at destination 
on any refrigerator car loaded with fresh or green fruit or 
vegetables (see Traffic World, Jan. 13, p. 109). 

It was explained at the Commission’s offices that the amend- 
ment had the effect of excepting from the terms of the order 
refrigerator cars that were under the control of railroads at 
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Pertinent portions of the amended order follow: 


(D) Application: (1) Except as provided below, this order shall 
apply to intrastate commerce as well as to interstate and foreign com- 
merce carried by every common carrier by railroad subject to the inter- 
state commerce act. (2) Under this order each railroad shall assess de- 
murrage accruing for detention on its rails. (3) This order shall apply 
to all diversions accomplished within the destination switching limits 
except such diversion, if any, reconsigning the car to a new destination 
outside the switching limits thereof. (4) This order shall apply on cars 
arriving at destination on and after the effective date hereof. 

Exception: This order shall not apply on refrigerator cars at ports 
where the refrigerator cars are ferried by means of railroad car-floats 
to railroad piers, and such cars are unloaded by the railroads, or their 
agents, to those piers. 


CITRUS PRE-ICING, ARIZ., CALIF. 


By amended general permit No. 1 under service order No. 
323, Pre-Icing Citrus Prohibited in Arizona and California, the 
director of the Commission’s Bureau of Service has authorized 
railroads: 


To disregard the provisions of service order No. 323 in so far as 
it applies to the pre-icing of a refrigerator or car to be loaded with 
grapefruit or oranges at any point in the states of Arizona or Califor- 
nia, when the grapefruit or oranges to be loaded in such pre-iced car 
have been pre-cooled by the shipper before loading at a regularly 
established pre-cooling plant where car icing facilities are not avail- 
able; and the transportation of such pre-cooled cars when loaded. 


The general permit was made effective July 15, and re- 
quired the car order and waybill to show reference to it. 


TRANSPORT OF CALIFORNIA GRAPES 


The U. S. Department of Agriculture, in a statement on 
transportation problems confronting California grape growers, 
has reported that, in the opinion of officials of the department, 
it may be necessary to issue a war food order prohibiting the 
interstate shipment of California grapes for consumption other 
than in fresh form, so as to obtain “maximum benefit from 
available transportation facilities in moving food suvplies.” 

The department said it had advised the California grape 
growers not to depend on the eastern market, but to plan to 
process the maximum quantity of grapes in California, in view 
of “growing transportation difficulties.” It said that Director 
Johnson, of the O. D. T., in a letter to Secretary of Agriculture 
Anderson, pointed to recent difficulties in handling perishables 
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out of California and Arizona (see Traffic World, July 14, p. 
94); forecast greater difficulties in September and October; 
stated that it was essential to hold the grape movement to the 
smallest possible amount, and warned of possible loss of food 
if grape growers depended on plans to move too large a volume 
east. 


Potato Shipments 


The Department of Agriculture has removed the shipping 
restrictions covering Irish potatoes shipped from Accomac and 
Northampton counties in Virginia, effective 12:01 a. m. (e. w. t.) 
July 13, saying: 


W. F. O. 120 requires that shippers first offer potatoes to government 
agencies and obtain permits before shipping potatoes outside designated 
areas. This order, originally issued in December, 1944, to assure avail- 
ability of good quality stock for the armed forces, was extended to 
include these counties, effective June 4, 1945. Restrictions are being 
removed because of the seasonal decline in the availability of potatoes 
in these counties. Government procurement will be extended to other 
areas now coming into heavy production. 


Shipping restrictions under W. F. O. 120 now remain in effect only 
in Kern county, California. 


The Commission, division 3, has issued amendment No. 8 
to sixth revised service order No. 259, Permit Required for 
Shipment of Irish Potatoes, effective from July 13, at 12:01 
a. m., until July 14, at 11:59 p. m. The effect of the amend- 
ment, it was explained at the Commission’s offices, was to 
terminate the revised service order, except as to Kern County, 
Calif. The revised order and its amendments had specified 
areas from which permits were required for the shipment of 
potatoes (see Traffic World, July 7, p. 22). 

The Agriculture Department announced, on July 16, the 
removal of shipping restrictions on Irish potatoes from Kern 
county, Calif., effective at 12:01 a. m., Pacific war time, July 15. 


POTATO PREICING AND PRECOOLING 


The director of the Commission’s Bureau of Service, by 
general permit No. 1 under service order No. 330, which pro- 
hibited the preicing and precooling of potatoes in certain areas, 
has granted permission to railroads: 


To disregard the provisions of service order No. 330 in so far as 
it applies to precooling by shippers with their own equipment potatoes 
in the Hereford district of the Texas Panhandle (Cochran, Hockley, 
Lubbock, Crosby, Dickens, King counties and north thereof), providing 


no additional switching is required for the refrigerator cars so pre- 
cooled. 


_ The general permit was made effective July 16, and re- 
quires that waybills show reference to it. 


oO. D. T. SPECIAL FREIGHT TRAIN ORDER 

By administrative order O. D. T. 7A, effective July 17, the 
Office of Defense Transportation has delegated to J. J. Kelly, 
Jr., manager, military transportation section, War Department, 
Pentagon Building, authority to direct the movement of special 
freight trains authorized by a special permit issued by him 
under the provisions of the Commission’s revised service order 
No. 151 (see Traffic World, July 14, p. 94). 


oO. D. T. CONSERVATION ORDERS 
The Office of Defense Transportation has issued additional 
supplemental orders authorizing coordinated operations of car- 
riers in areas indicated in the following: O. D. T. 20A-217, 
Tuskegee, Ala.; O. D. T. 3, Rev. 728, Chicago, Ill., and Wal- 


worth, Wis.; O. D. T. 6A-142, New York metropolitan area; 
O. D. T. 6A-143, New York. 


COTTON PERMIT AGENTS 


Under the provisions of service order No. 249, Movement 
of Cotton Under Permits, Director Clinger, of the Commission’s 
Bureau of Service, has appointed Walter G. Braswell as permit 
agent, vice S. P. Hughes, whose appointment was revoked. The 
action was taken in a notice of appointment issued by the 
director. 

The original service order, issued November 2, 1944, placed 
the movement of cotton in Arkansas, Louisiana, Mississippi, 
Missouri, and Tennessee under a permit system. 


0. D. T. POULTRY TRUCK MEETING 


The Office of Defense Transportation has scheduled a meet- 
ing for all persons operating motor trucks used in the trans- 
portation of poultry and poultry products from producing areas 
in Cook county, Ill., to be held at 7:30 p. m., July 27, in room 
1252, City National Bank Bldg., 208 S. LaSalle St. The meet- 
ing will elect a poultry and poultry products industry transpor- 
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tation advisory committee, which will advise the O. D. T. in 
directing the movement of poultry trucks between producing 
areas in Cook county and destination points, according to Mel 
G. Barnes, Chicago district manager, O. D. T. 


Travel Curtailment 


Representative De Lacy, of Washington, speaking in the 
House, read a statement he said he had received from a rail- 
road brotherhood official in his district, with the comment that 
this statement showed there were “some shocking abuses going 
on in transportation which should be stopped,” in view of the 
existing shortage of rail passenger transportation facilities. He 
added that he had asked the Office of Defense Transportation 
to investigate the charges made in the statement he submitted, 
and that he hoped the alleged misuse of rail equipment could 
be stopped. : 

It was charged in the statement by the unidentified rail 
employe union official that a special car of the Great Northern 
had transported “the Weyerhaeuser family, vacation bound,” 
from St. Paul, Minn., to Everett, Wash., about four months ago; 
that a locomotive was sent from Seattle to Everett to provide 
heat for the car while it “stayed all day” in Everett; that about 
June 29 the same car was sent “deadhead, without passengers, 
all the way from St. Paul to Tacoma, Wash., to pick up the 
vacationing Weyerhaeusers and return them to St. Paul,” and 
that the car was stocked with food, including meats, for which, 
the writer said he had been told, the Weyerhaeusers gave up 
no ration points. 

The statement contained a further charge that about three 
months ago two private cars carrying the board of directors of 
the Great Northern left St. Paul as part of a special train in 
which there were six Pullman sleepers, completely empty, and 
that this special train proceeded from Seattle to California over 
Southern Pacific tracks, “again using six badly needed sleepers 
as ‘bumpers.’ ” 

At the Association of American Railroads it was stated 
that the A. A. R. had no information about the particular in- 
stances cited by Mr. De Lacy’s informant, but that it was rail- 
road practice to run baggage cars, not Pullman cars, as “buf- 
fers” between the engine and occupied passenger cars, and that 
the running of sleeping cars empty to meet demands for such 
equipment as they arose was required at times as a necessary 
part of railroad operation. It was stated, further, that private 
cars used by railroad officials were, in reality, “rolling offices” 
rather than-luxury cars, and that private cars for use by fam- 
ilies or groups on a rental basis, such as the Pullman Company 
had available in a limited number in pre-war years, had “vir- 
tually disappeared from the scene.” 


Pooling of Rail Coaches 


The Office of Defense Transportation has placed all rail- 
way passenger coaches in a pool to be available on demand for 
the use of the armed services, under the direction of the O. D. T. 

The action was taken by issuance of O. D. T. general order 
39, effective July 17, providing that all railway passenger, bag- 
gage and express cars (exclusive of Pullman sleeping cars) 
might be used for “such purposes as the O. D. T. shall direct.” 


» The new order, the O. D. T. said, made more passenger equip- 


ment available for military use and would result in further 
curtailment of civilian passenger service. 

The assignment of passenger cars for military use would 
mean their withdrawal from civilian service as required, the 
0. D. T. said. The demands of the armed forces for passenger 
equipment under the Army redeployment plan, the O. D. T. 
further stated, were expected to increase to the point where at 
times regularly scheduled passenger trains would have to be 
suspended in order to provide the cars. 

There is likely to be less space on other passenger trains, 
travel will be more uncomfortable than before, and the avoid- 
ance of all unnecessary rail journeys is more imperative, it 
Says, and that persons leaving home on unnecessary rail trips 
might find themselves unable to return. 

_ “The military requirements must and will be met,” said 
Director Johnson. 

O. D. T. general order 55 will remain in effect until the 
end of the war unless terminated earlier. By the terms of the 
order any rail carrier in possession of any passenger car, bag- 
gage car, or express car, or combination passenger and baggage 
car, ‘‘shall cause such car (1) to be used for such purpose and 
In Such service as the O. D. T. shall direct or (2) or to leased, 
rented, hired, or furnished to such other rail carrier or other 
person as the O. D. T. shall designate.” 

W. C. Kendall, chairman of the car service division of the 
Association of American Railroads, has been appointed agent 
of the O. D. T. for the purpose of administering order 55, sub- 
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ject to the supervision of the director, railway transport depart- 
ment, O. D. T. 


Travel Curtailment 


The War Department has announced that travelers who are 
denied sleeping car accommodations on trips under 450 miles, 
as a result of the O. D. T. order limiting Pullman car service, 
will not obtain air priorities for such journeys. The department 
said that the O. D. T. order had already brought a substantial 
increase in requests for airline passenger priorities. 

“Air transportation can make its most effective contribu- 
tion to the war effort by accommodating long-haul passengers 
traveling in the direct interest of the war effort,” the War De- 
partment stated. “Passengers covering several thousand miles 
to accomplish war missions must be assured of an opportunity 
to reach their destinations. Air priorities for short trips create 
bottlenecks and congestion. 

“Those intent on embarking on short trips must count on 
rail coaches or busses, with the alternative of obtaining unsold 
or unclaimed sleeping car accommodations available at train 
~~ or must rely on securing nonpriority tickets for travel 

y air.” 
Buford Hopes No Trains Will be Cancelled 


C. H. Buford, vice-president, maintenance and operation, 
Association of American Railroads, commented on the O. D. T. 
passenger coach order as follows: 


This order makes it mandatory for the railroads to do the things 
they have been doing on a voluntary basis and that is, furnish equip- 
ment for the movement of military personnel in preference to civilian 
business. 

Present plans contemplate a large increase in military movements 
which will call for the use of passenger equipment in excess of any 
previous demands and the needed equipment will have to be withdrawn 
from civilian. service from time to time as is needed to giye the 
military movements preference. 

It is hoped that ways can be found to meet the military needs 
without unduly crippling any particular area and an effort will be made 
to select equipment in a way that will avoid the need for discontinuing 
regular trains outright. 


New Rail Passenger Cars 


Approval of 664 new railway passenger cars, including 
those previously authorized but not built, and the granting of 
AA-2 priorities ratings for materials and components to be used 
in their construction, have been announced by the War Pro- 
duction Board ‘in a move designed to relieve the unprecedented 
demands placed upon American railroads due chiefly to the 
redeployment of troops from Europe to the Pacific.” 

“Production of the new equipment will begin soon on the 
basis of an-earlier W. P. B. authorization and will reach the 
rate of 250 cars per quarter for the first quarter of 1946 and 
400 cars per quarter in the second quarter of 1946,” said 
W. P. B., adding: 


Previously, W. P. B.’s requirements committee had also approved 
the production with priorities assistance of 1,200 troop sleepers and 400 
kitchen cars to be completed by the end of December this year. 

The approvals given thus reestablish the production of railroad 
passenger cars that have been out of production since August, 1942, 
because of the tightness of materials and components and the diversion 


of labor into the production of munitions and other essential weapons 
of war. 


Under established W. P. B. policy, priorities assistance and con- 
trolled materials allotments have been granted only for the remainder 
of 1945. Approval of the program for the first two quarters of 1946 
has been given for the purpose of establishing the appropriate level of 
controlled materials allocations and priorities assistance in the third 
and fourth quarters of 1945, and does not imply that assistance will 
continue to be given this production in 1946. 


Travel by Soldier Patients 


More than a million trips by rail, involving “multimillions 
of miles,” were made by approximately 510,000 wounded or 
sick soldiers in the period between November, 1942, and June 
30, 1945, according to a War Department announcement. 

“War Department policy,” the department said, “is to 
grant leaves or furloughs home for rest and recuperation to 
as many patients as possible. In each such case, unless the 
patient lives in the same town where hospitalized, this would 
mean at least three trips: One from the point of debarkation 
to the hospital, one from the hospital home, and another from 
home to hospital for completion of treatment. In addition, 
some patients make several trips from one hospital to another 
for different treatment.” 

About 81,000 of the 510,000 patients were flown to inland 
hospitals by the Air Transport Command from airports of 
debarkation, and some of these might have had leave of fur- 
lough trips that would add to the huge total of passenger 
miles, said the department, adding: 
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Major General C. P. Gross, Chief of Transportation, Army Service 
Forces, in giving these figures, added that on the basis of present data 
it was believed that rail travel by soldier-patients would begin to drop 
in late July, principally because the bulk of patients in Europe would 
have been returned by that time—but that rail burdens in general would 
continue increasingly heavy because of redeployment of soldiers en route 
to the Pacific. 

Of the more than 426,000 patients returned by ship, about 346,000 
came by transport and nearly 81,000 by the Transportation Corps’ U. S. 
army hospital ships and the three other hospital ships operated by the 
navy for the army. Another 84,000 were returned by air. 

General Gross said that in the first six months of this year, some 
262,000 patients were returned against 173,000 for the entire previous 
year, 71,000 for 1943 and 3,500 for November-December, 1942. 

In June alone of this year, 46,000 traveled by rail in groups of 40 
or more, most of them from debarkation hospitals to inland points. 
In addition to this record total, the Transportation Corps estimated that 
approximately 30 per cent of the 225,000 population of the army’s 64 
general hospitals and 12 convalescent hospitals in the United States— 
or more than 67,000—were moving between hospitals on pass or fur- 
lough. This meant that more than 113,000 patients rode the nation’s 
railroads in June. 

In the first six months of 1945, the army used 251 army-owned hos- 
pital cars, making them do the work of 3,804 Pullmans which otherwise 
would have had to be employed, General Gross said, adding that by 
August, 69 new unit-type cars would be placed in service to increase 
the fleet to 320. In addition to these, the army has 60 medical kitchen 
cars which are used on long hospital-train movements. 


Of necessity, some of the hospital cars had to be dead- 
headed over parts of the routes, but 64 per cent of the nearly 
10,000,000 miles operated in the first six months of this year 
had been in active service, said the department. It noted a 
statement by General Gross that in that six-month period the 
army had to enlist the aid of the railroads in obtaining 5,978 
Pullmans, 884 of them for use in June, because the army hos- 
pital car supply was insufficient. 

By August, all transportable patients should have been 
returned to the United States from England, General Gross 
said. 


Mead on Redeployment Transport 


Senator Mead, of New York, chairman of the Senate’s 
special committee investigating the defense program (the Mead 
committee), announced on July 19 that a subcommittee of that 
group had concluded a series of executive hearings on “the 
transportation crisis which has arisen as a result of the re- 
deployment of troops to the Pacific war theaters” and said 
that the investigations had revealed that “there was little 
long range planning with respect to redeployment, particularly 
the redeployment of troops.” 

He suggested, as one step that could be taken to relieve 
the troop travel congestion, the adoption of cities in Georgia, 
Alabama and the vicinity thereof as the western termini of 
southern trans-Atlantic routes, in lieu of Miami, so as to 
eliminate a long railroad haul through the entire state of 
Florida. 


The text of Senator Mead’s statement follows: 


The subcommittee on transportation, under the chairmanship of 
Senator Frank P. Briggs (D., Mo.), has concluded a series of executive 
hearings on the transportation crisis which has arisen as a result of 
the redeployment of troops to the Pacific war theaters. 

The situation is already so acute that the committee has determined 
to hold open hearings in order that the public may be fully informed 
of the facts. Present indications are that civilian railroad service, 
even for essential requirements, will be severely curtailed for many 
months to come. 

The committee’s investigations to date reveal that there was little 
long range planning with respect to redeployment, particularly the 
redeployment of troops. Government agencies vitally interested in the 
entire question were generally not consulted and were apparently even 
in ignorance of some of the plans made by the Army. 

Adequate planning and careful coordination by all of the govern- 
ment agencies involved would have helped to cushion the shock of 
the job which the railroads must now perform. The task, however, 
is so tremendous that even at best, severe restrictions on transportation 
must be expected to continue. There are not enough Pullman cars in 
the entire country to provide Pullman transportation to every soldier 
whom the Army will move in the next.six months. Moreover, there 
are not even enough of the best type of day coaches to carry out this 
assignment. However, all soldiers traveling by train for more than 
48 hours will get Pullman space. 

The committee will inquire into these considerations as well as 
about measures which may be taken to relieve congestion. An example 
of such measures would be adopting cities in Georgia, Alabama and 
the vicinity as the western terminus of southern trans-Atlantic air 
routes in place of Miami, which is now the terminus. This would 
involve very little additional flying, but would eliminate a long railroad 
haul through the entire state of Florida. Similarly, soldiers being 
returned by the northern route, who are bound for western and 
midwestern destinations, could be taken directly to Chicago from New- 
foundland with very little additional air transport, thus eliminating 
a long haul from the present eastern terminals. 

It should be pointed out that in addition to regular trains taken 
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over for the exclusive use of the army, the armed forces take about 
35% of the Pullman reservations and actually use about 40% of the 
Pullman space over and above the Pullman cars which are taken for 
their exclusive use. 

Freight shipments to the west coast will have to be increased to 
the fullest capacity of the lines. The western railroads have already 
been doing a remarkable job. However, they are handicapped by 
lack of manpower since about 300,000 experienced railroad men have 
been drafted, and new recruits are generally without experience. The 
committee has been advised that the increased ability of the railroads 
to carry freight to the Pacific coast will be in direct proportion to 
the number of trained men they can put to work. 


Redeployment Hearing 


Senator Mead announced, July 20, that his committee would 
open public hearings on redeployment transportation July 23 
and would hear testimony by Director Johnson, of the’ Office 
of Defense Transportation. 


oO. D. T. MILITARY CAR OCCUPANCY ORDER 


By general order O. D. T. No. 56, the Office of Defense 
Transportation has provided that, effective July 20, sleeping 
cars and day coaches for organized military moves are to be 
furnished in such number as to provide accommodations of one | 
section for three persons in a sleeping car and two double seats 
or four single seats for three persons in a day coach. The} 
O. D. T. said occupancy standards of the several branches of | 
the military service had not been uniform. 


“FREEING” OF RAIL CAR PRODUCTION 


The War Production Board has announced that it has re-} 
moved control over production of new locomotives and rail-| 
road type cars, through revocation of W. P. B. orders hereto- 
fore restricting such production (orders L-97, L-97-a) and by 
an amendment to the general scheduling order (M-293, Table 
18). It said that orders for new locomotives and railroad type 
cars might now be accepted and scheduled by manufacturers 
“without prior clearances.” ; 

“However, such orders may not interfere with outstand-] 
ing delivery directions that remain in effect,” it added. 

Representative Curtis, of Nebraska, in-an extension of 
remarks in the Congressional Record, urged that government 
agencies such as the Office of Price Administration, the Office 
of Defense Transportation, the War Manpower Commission and 
the W. P. B. “take cognizance of the drastic need for lumber 
for railroad cars and do something about it immediately.” He 
referred particularly to a need for grain cars to transport a 
big wheat crop that was being harvested in Nebraska. 

“I am informed by one elevator operator,” said Mr. Curtis 
“that his elevator will be full of wheat two days after i 
starts to come in. He has been assured that he will receive 
two grain cars a week to ship out this wheat. These two cars 
per week will only take care of 3% hours run for the elevator. 
This will give an idea of the car situation. Countless other! 
elevators are in a similar position.” H 


{ 
f 


STEEL FOR METAL STRAPPING 


A supplemental allotment of 10,900 tons of carbon steel has} 
been granted to the metal strapping manufacturing industry to} 
meet special military packaging requirements, the War Produc- 
tion Board has announced. 

Third-quarter allotments of carbon steel to the industry 
now totaled 129,500 tons, W. P. B. added, the largest amount 
ever granted in a single quarter. Military packaging specifica- 
tions had required constantly increasing allotments. It should 
be realized, however, W. P. B. said, that the plants—there are 
25 of them in the entire country, of which six are the large 
producers—receiving these carbon steel allotments ‘cannot put 
the total amounts into metal strapping, since they must also 
make or acquire tools, accessories and fittings needed in con- 
nection with the use of metal strapping.” 

“Strapping encircling a bale, bundle, load, container 01 
several containers, with round or flat metal bands is not a new 
packing device, but, because military specifications require it 
for shipments overseas, the amount of strapping being done to- 
day is at least several times what it was in 1941,” the Containers 
Division said, adding: 


Metal strapping is used for (1) carloading; (2) skidloading; (3) 
bundling; (4) baling; and (5) container reinforcement. In carloadin 
it is employed to secure and brace packaged or loose material in 0! 
on the cars. Skidloading means the use of strapping to secure mate 
rials, packaged or unpackaged, to skids, platforms or pallets into on 
large load unit. These large units are particularly suitable for storag? 
in the holds of vessels. Material compressed into bales or bundles ar 
made into packages suitable for shipping by tight metal strapping. Tht 
use of strapping to reinforce wooden or fiber shipping containers wa 
growing even in peacetime, but there is more of it today when ther 
are so many long-distance shipments. 


Military requirements in connection with the redeploymen 
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program—shipping material from the European theatre of oper- 
ations to the Pacific—had meant that much coiled metal strap- 
ping from this country had been sent to Europe, W. P. B. said. 

The advantages of the use of steel strapping, according to 
the Containers Division, include savings of manpower in loading 
and unloading supplies, savings of lumber and paperboard, and 
savings of shipping space and time. 


Oo. D. T. Appeal Decisions 


An application of the Capital Baseball Club, Inc., of Raleigh, 
N. C., owner of the Raleigh team of the Carolina baseball league 
for a special permit to operate a motor bus to transport its 
players around the league circuit, has been denied by Director 
Johnson, of the Office of Defense Transportation, who upheld 
O. D. T. field officials in denying the application (appeal deci- 
sion No. 152). 

In its application the Raleigh club, according to the O. D. T. 
said that because of overcrowded trains and public busses and 
inadequate train schedules, its team had no assurance of trans- 
portation to maintain adequate schedules. It also urged that 
baseball “builds morale, gives employment, and is a needed 
civic venture,” said O. D. T. t 

Asserting that the Raleigh club’s contention respecting the 
public value of sports in general and baseball in particular was 
not an issue in the proceeding, the O. D. T. added that the club 
had not shown “wherein, if at all,” the existing transportation 
facilities failed to care for its requirements. ; 

“It may be conceded that inconvenience and discomfort 
may be experienced by applicant’s players due to irregular 
schedules and crowded conveyances,” said the O. D. T., “but 
such inconvenience and discomfort do not amount to specific 
needs or exceptional circumstances within the purview of section 
501.42 of general order O. D. T. 10A nor do these conditions 
meet the tests of section 501.93 (a) of general order O. D. T. 
iA.” 

The O. D. T. said the motor bus to be used in the projected 
service had not been procured by the Raleigh club, but that 
application was made to test the probability of issuance of a 
certificate of war necessity prior to acquisition of the bus. 

Director Johnson, in No. 153, also upheld O. D. T. field 
officials in denying the application of William M. King, East- 
over, S. C., for approval of service as a motor vehicle private 
carrier of property by use of a 1935 model, 1%4-ton truck and 
a trailer equipped with motion picture projection booth for an 
outdoor show business. In his application Mr. King, according 
to O. D. T., had said he felt that several hundred dollars in 
admission taxes would more than compensate for the small 
amount of gasoline requested. 

Director Johnson also affirmed the action of field officials 
in denying the application in No. 155 of Barkley Holbrook, do- 
ing business as Checker Cab Co., Chico, Calif., for authority to 
operate an additional taxicab. 

In No. 154, the director dismissed the applications for a spe- 
cial permit and certificate of war necessity filed by Daniel A. 
McKenna. Cambridge, Mass., who asked for authority to inaug- 
urate taxicab service in Cambridge. The director said the rec- 
ord indicated the applicant had not obtained operating authority 
from the city of Cambridge. 

In No. 156, Director Johnson, of the Office of Defense 
Transportation, affirmed the action of O. D. T. field officials 
in denying the application of Lee Waldrip, dba Victory Cab 
Co., Marietta, Ga., for additional allotments of mileage and 
motor fuel. 


Money for O. D. T. 


Prolonged controversy in the House and Senate over inclu- 
sion in the bill of an appropriation for the Fair Employment 
Practices Committee having been concluded, Congress passed 
and sent to the President H. R. 3368, the war agencies appropri- 
ation bill for the fiscal year ending June 30, 1946, including 
$7,350,000 for the Office of Defense Transportation (see Traffic 
World, July 7, p. 23). 

The House and Senate adopted a conference report in which 
the amount provided for the O. D. T. represented a compro- 
mise. The House originally had voted $7.700.000 for that agency, 
but the Senate reduced the amount to $7,000,000. 

The conference report amended the bill so as to provide 
for employment of one deputy director of the O. D. T. at 
$10,000 a year. instead of a deputy director at $10,000 and two 
executive assistants at $9,000 a year each, as originally provided 
in the bill. There was no controversy over a proviso attached 
to the O. D. T. appropriation requiring payment of state taxes 
by the O. D. T. as an operator of rail and truck lines, and that 
proviso remained in the bill as finally passed by Congress. 

As sent to the President, the bill provided $250,000 for the 
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Fair Employment Practices Committee. A substitute bill (H. R. 
3649) that had been reported by the House appropriations com- 
mittee after an impassee over the F. E. P. C. item developed 
was withdrawn when House and Senate agreement on that 
item was reached, and the bill that was sent to the President 
bore the number of the one that was originally reported by the 
House appropriations committee, H. R. 3368. 


State Taxes on O. D. T. Operations 


Approximately $200,000 in state taxes would have to be 
paid by the Office of Defense Transportation, based on 1943 
statistics, on account of its operation of truck lines or railroads, 
an O. D. T. official said when questioned about the provision 
of the war agencies appropriation bill requiring that agency 
to pay certain state taxes. 

The bill provided that in connection with its operation of 
any common-carrier railroad or truck line, the O. D. T. should 
pay whatever license or inspection fees and highway use com- 
pensation taxes such lines would have been obligated to pay 
had they continued in operation under the control of their 
owners. 

The approximately $200,000 would be for taxes in con- 
nection with properties operated in from eight to ten states, it 
was explained. In the past, said an O. D. T. spokesman, that 
agency had objected to paying certain use taxes to states in 
connection with O. D. T.-operated properties because it con- 
sidered it had no authority to pay them. He said O. D. T. 
had contested the payment of taxes charged merely for the 
privilege of doing business in a state. The contested fees, the 
spokesman said, were mostly use taxes such as gasoline taxes 
and license fees paid on motor vehicles. The spokesman said 
he knew of no authority requiring the federal government 
to pay such state taxes although he was not sufficiently familiar 
with the provisions of the war agencies appropriation bill to 
know whether that bill “cleared up” the state tax matter. 

Among the taxes that the O. D. T. had paid to the states, 
said the spokesman, were assessments against real and per- 
sonal property. These had always been paid, he said, and 
there was no controversy about them. Such taxes, he continued, 
had been paid, for example, in connection with the property 
of the Toledo, Peoria & Western railroad under its operation 
by the O. D. T. Even with respect to truck lines, there was 
no objection to paying these property taxes, said the O. D. T. 
representative. 

The estimate of $200,000 of total state taxes that would 
be paid by O. D. T. was only an approximation, said the O. D. T. 
spokesman, adding that final determination of the differences 
of opinion regarding what state taxes the O. D. T. would have 
to pay would be finally resolved by the Comptroller General. 

The White House announced that, on July 16, President 
Truman had signed the war agencies appropriation bill, in Ger- 
many, where the bill had been delivered to him by plane. 


Oo. D. T. FIELD OFFICES 
_ By amendment 8 to administrative order O. D. T. 6B, effec- 
tive July 1, the Office of Defense Transportation has designated 
Madison,. Wis., and Cairo, IIl., as field offices. District offices 
in those states remain the same: Green Bay, La Crosse, and 


Milwaukee, in Wisconsin, and Chicago, Peoria, and Springfield, 
in Illinois. 


LIFTING OF BUS RESTRICTION 

Resumption of limited express service by intercity busses 
would be permitted under amendment No. 3 to general order 
O. D. T. 11, effective July 18, it was stated at the Office of De- 
fense Transportation. It was said that the effect of the order 
would be to eliminate difficulties caused by the 35-mile speed 
limit on intercity bus runs. For example, it was said, many 
intercity operations were maintained in two sections, and the 
amended order would allow one section to be run as an express 
service, thereby eliminating many stops that heretofore had 
caused intercity running time to bog down. In such operations, 
it was explained, the other section could be operated in local 
service. The amendment to the order eliminated paragraph (a) 
of section 501.47 prohibiting the operation of a limited schedule 
in intercity service. The latter regulation had been in effect 
since July 1, 1942. 


RATIONING OF TRUCK TRAILERS 

Referring to announcement by the Office of Defense Trans- 
portation of the shifting to O. D. T. district offices of the ration- 
ing of all light and medium trucks (see Traffic World, July 7, 
p. 25), John B. Hulse, secretary-manager of the Truck-Trailer 
Manufacturers Association, Inc., has advised members of his 
association that the O. D. T. considers decentralization of truck- 
trailer rationing impractical. Mr. Hulse noted that trailer pro- 
duction scheduled for this year was only 26,000 for the O. D. T., 


Mar—thousands of tons of it— 

‘4 crosses the country every day. To the 

i railroads has gone the assignment of 

carrying the vast majority of it. And 

the very fact that most of us take con- 

sistent ‘“‘on-time”’ railway mail delivery 

for aronted, is a tribute to the efficiency with which 
this tremendous job is being done. The greatest 
single step toward today’s smooth handling of mail 
was the introduction of the first railroad car 
equipped for sorting mail in transit. It was stubby 
and funny looking, that little car which went into 
service for the Hannibal and St. Joseph Railroad 
(now a part of the Burlington) back in 1862. But 
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it embodied the basic idea under which today’s 
spacious Railway Post Office cars operate—the 
sorting of mail enroute. 

Since its early days, the Burlington has been a 
major mail-carrying railroad. Today, its fleet of 
mail trains is busier than ever before. Its passenger 
trains, too, including the famous Zephyrs, are 
equipped with the most modern R. P. O. cars in 
which an amazing amount of mail is sorted as it is 
speeded toward a myriad of destinations. 

During these crucial times when mail means 
so much to so many, we of the Burlington are 
especially conscious of our responsibility —to keep 
it moving swiftly and surely. 
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and added that monthly quotas of trailer for the 142 district 
offices of the O. D. T. would be impractical “because in some 
districts the number would be so small that one application 
would use up the entire month’s quota.” 


TAXICAB MANUFACTURE AUTHORIZED 
_ Authorization for the production of 4,000 “special purpose” 
taxicabs has been granted by the War Production Board for the 
second half of 1945. An additional 5,000 has been authorized 
for the first quarter of 1946. 

W. P. B. said that production of these automobiles built 
especially for use as taxicabs was being permitted to meet 
domestic civilian requirements of the Office of Defense Trans- 
portation and would be used principally in cities with large 
railroad terminals. The redeployment of large numbers of 
service men, W. P. B. said, had placed an added load on the 
transportation facilities at these points and O. D, T. reported 
that the cabs were badly needed. 


0. P. A. CONTROL OF BARGE RATES 


The Office of Price Administration has modified its sup- 
plementary regulation 14H relating to maximum prices for 
services of certain water carriers by establishing the follow- 
ing provision for an additional charge for operating on the 
Gulf of Mexico: 


When operating conditions on the Gulf Intracoastal Waterway (i) 
between Pensacola and Panama City, Fla., or (ii) between Panama City 
and Port St. Joe, Fla., necessitate operation on the Gulf of Mexico, 
an additional charge may be made of not more than 33 cents per ton 
when the maximum rate is based on a minimum cargo of 2,000 tons 
or less, and 24 cents per ton when the maximum rate is based on a 
minimum cargo of 3,000 tons. 


The amendment was made effective September 11. 


RAILROAD CROSS-TIES 


The Office of Price Administration has announced that, by 
issuance of amendment 3 to its third revised maximum price 
regulation 216—Eastern Railroad Ties, effective July 26, it 
has permitted a 17 per cent average over-all increase in eastern 
producers’ ceiling prices for railroad cross-ties. It said the 
increases were applicable to tie production in all states east 
of the one hundredth meridian, except the Dakotas, and noted 
that that meridian bisected the Dakotas, Nebraska, Kansas, 
Oklahoma and Texas. It explained that the Office of Defense 
Transportation and the War Production Board had asked it 
to authorize increases in ceiling prices of railroad ties “to 
meet a shortage that had become serious.” 


PACKING WINDOW GLASS 


The War Production Board, in a statement designed to 
“clear any confusion in the industry that may have resulted 
from the issuance recently of order L-232, which restricts the 
use of new lumber for shipping glass,” has explained that there 
are no restrictions on the use of second-hand containers or used 
lumber for packaging flat sheet or window glass. 


R. F. C. MOTOR COMMITMENT 


John W. Snyder, Federal Loan Administrator, has an- 
nounced that the Reconstruction Finance Corporation, through 
its Office of Defense Plants has authorized the following com- 
mitment in connection with the war effort: 

Execution of a contract, at the request of the Office of Defense 
Transportation, with Wheelock Brothers, Inc., Kansas City, Mo., to 
provide transportation equipment at a cost of approximately $40,000 
for operation in the states of Missouri, Kansas, Colorado and Illinois. 
Wheelock Brothers, Inc., will operate these facilities, title remaining 
in Reconstruction Finance Corporation. 


FLAVORING SYRUP PROTEST 


The Commission has refused to suspend supplement No. 157 
to I. C. C. No. 484 and MF-I. C. C. No. 60 (R. H. Hoke, agent), 
effective July 19, establishing reduced rates, subject to specific 
routes, on flavoring syrup from East St. Louis, Ill., and St. 
Louis, Mo., to Dyersburg and Memphis, Tenn. 

Suspension was asked by the Central and Southern Motor 
Freight Tariff Association, Inc., Louisville, Ky., which alleged 
that there would be discrimination between receivers served by 
a spur track, and others not so served, and likewise that the 
revenue yield under the proposed rates would be too low, re- 
quiring high rates on other commodities (see Traffic World, 
July 14, p. 88). 


I. C. EXPERIMENTAL REEFER 


The Illinois Central System has ordered an experimental 
refrigerator car of aluminum alloys, insulated with fiber glass, 
which is expected to be ready for testing in October. Plans call 
for collapsible bulkheads within the car, which will permit easy 
conversion from a refrigerator to a freight car. The car will 
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be about 14,000 pounds lighter than present cars, and may be 
——- to maintain temperatures low enough to handle frozen 
oods. 


Chicago Claim Prevention Meeting 


One hundred railroad freight claim and claim prevention 
officers attended the Chicago Claim Conference July 19, at the 
Hotel Sherman, Chicago, to discuss ways of combatting loss 
and damage claims. W. A. Murphy, freight claim agent, Nickel 
Plate Road, Cleveland, presided. 

Speaking on “The Prevention of Loss and Damage to 
Freight,” C. H. Dietrich, executive vice-chairman, freight claim 
division, Association of American Railroads, Chicago, said that 
the national loss and damage account for 1944 on the railroads 
was about $60,000,000, 54 per cent of which was accounted for 
by three causes. Mr. Dietrich said that the individual prevention 
organization on each railroad is the backbone of claim-preven- 
tion work. 

Walter L. Ennis, assistant to chief operating officer, Mil- 
waukee Road, Chicago, speaking on “Construction of an Indi- 
vidual Line Prevention Organization,” described claim-preven- 
tion work on his road. Six monthly claim-prevention circulars 
are issued, he said, on grain losses, rough handling, stray 
freight, deadover freight, and on suggestions on claim preven- 
tion submitted by employes. In addition, annual statements are 
circulated, drawn from tabulations of all claims paid for lead- 
ing commodities, the figures being broken down by stations. 
Monthly loss and damage prevention meetings are held at each 
freight station, and two division meetings are held yearly ‘We 
look to the freight service inspector on each division to keep 
up interest in the work of loss prevention. We concentrate at 
the points and on the commodities which cause trouble,” Mr. 
Ennis said. Freight service inspectors are picked from among 
those employes active and interested in the subject and are 
given all the pertinent information, he said. Data from the 85 
inpactographs are compiled immediately, and the indicated 
superintendents are written. Mr. Ennis stressed the importance 
of using bulkheads in shipping of L. C. L. freight. He described 
in detail the bulkheads used on the Milwaukee Road, and in- 
vited interested persons to examine the claim-prevention work 
carried on under his supervision. 

C. L. Gray, assistant to vice-president, Santa Fe Road. who 
supervises the prevention program on that railroad, speaking on 
“The Operating Man’s Interest in Prevention,”’ said he believes 
that concentrated supervision on the job is the answer to keep- 
ing down claims. Loss and damage work has suffered in the 
recent period, he said, because operating officers say they are 
“too busy” to turn their attention to this problem. 

J. E. Bryan, general traffic manager, Wisconsin Pulp & 
Paper Mfr. Traffic Association, Chicago, who was general chair- 
man of Perfect Shipping Month in 1945, said that shippers did 
their part in the April drive to prevent claims. During that 
month, he said, shippers held 111 meetings, with 14,784 persons 
in attendance; 248,000 pieces of literature were distributed; 
meetings of shippers. were held in 91 cities. The response to 
following through on Perfect Shipping Month has been disap- 
pointing, he said. Mr. Bryan urged the railroads to organize 
the shippers by commodity and by station, in the interests of 
claim prevention, and he suggested joint shipper-railroad com- 
mittees be set up, wherein the men who actually handle the 
freight, and the men who best know how to prevent damage, 
get together. The shippers’ advisory boards will cooperate with 
all railroad bodies in preventing loss and damage claims, Mr. 
Bryan stated. 

L. R. Capron, vice-president, Burlington Road, speaking on 
“The Traffic Department’s Interest in Prevention,” explained 
that prior to the federal government’s control of the roads dur- 
ing the First World War, most railroad claim departments re- 
ported to or were sub-divisions of the traffic departments. The 
government placed the claim departments under jurisdiction of 
the legal departments, where most of them remain today. Mr. 
Capron said that the traffic departments understand that the 
post-war standing of the railroads with the shipping public will 
depend to a great extent on claim prevention, and said that 
traffic officers are anxious to cooperate with claim prevention 
men, and that suggestions to minimize freight claims are wel- 
comed. Traffic men will, in the interest of such work, take over 
the job of calling on shippers who are delinquent in properly 
preparing freight for shipment, he said. 

The following speakers and subjects were scheduled for the 
afternoon session: Joe Marshall, special representative, freight 
claim division, A. A. R., Chicago, on “Less Carload Merchandise 
Problems in Prevent”; A. E. Ward, freight agent, Milwaukee 

Road, Galewood, Ill., on “Unlocated Damage to L. C. L. 
Freight”; H. R. Flynn, engineer, freight loading and container 
section, operating transportation division, A. A. R., on “Ship- 
ping Containers, Blocking and Bracing, to Prevent Damage”; 
— R. J. Horan, general foreman, Illinois Central freight house, 
icago. 
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July 21, 1945 


Railroad Consolidation Study 


Subcommittee of A. A. R. Research Group Notes Progress 
in Unification of Lines, Suggests Steps to Facilitate 
Establishment of Fewer; Stronger Systems— 
Labor Question Discussed—"Transportation 
Company” Plan Regarded Favorably 


By JOSEPH C. SCHELEEN 


* The fact that there still remained about 541 separate 
operating Class I, II and III railroad companies indicated 
that “a great deal” still remained to be done in order to bring 
about the consolidation of railroads to the point where there 
would be a limited number of strong systems throughout the 
country, said the subcommittee on consolidations of the Rail- 
road Committee for the Study of Transportation, of the Asso- 
ciation of American Railroads, in a 93-page printed report on 
“Consolidation of Railroads.” 

““However,- the subcommittee said, because of complete or 
partial control of some carriers by other carriers, the number 
of “separate interests” was now much less than 541—“actually 
only about 20 with 80 per cent of all railroad revenues.” 

The report set forth three recommendations, as follows: 


1. That railroads continue to pursue a policy of consolidation along 
natural and evolutionary lines, subject to the safeguards provided in 
the interstate commerce act. 

2. That the subcommittee on legislation and taxation of the Rail- 
road Committee for the Study of Transportation be requested to revise, 
in the light of existing laws, the pertinent provisions of a bill drafted 
by the Federal Coordinator of Transportation to eliminate federal and 
state taxes and fees which impose a heavy and unjustifiable burden 
upon consolidations that involve issuance of securities and that efforts 
be made to secure the enactment of such provisions. 

3. That the subcommittee on legislation be asked to consider and 
report on the advisability of formulating a proposed federal statute 
authorizing the acquisition of the shares of dissenting stockholders at 
the fair market value of. their shares, to be fixed by the Interstate 
Commerce Commission in appropriate proceedings when the Commission 
shall have authorized the unification of railroad. companies and proper- 
ties by consolidation, merger, sale, lease, acquisition of capital stock, 
or otherwise, such value when fixed by the Commission to be subject to 
review only by the statutory court having authority to review orders 
of the Commission. 


Progress of Consolidations 


In a foreword in which it outlined the history of railroad 
consolidations, the subcommittee said that the 110 years of 
American railroads might be divided roughly into 60 years of 
consolidations in which much was accomplished “under the 
romantic play of rugged individualism,” and 50 years of govern- 
ment inquiry, direction and control in which previous trends 
toward consolidations already partially effective were continued 
and the control of one railroad by another continued to grow, 
but in which, on the whole, comparatively little in the way of 
new final consolidations was accomplished compared with the 
previous period. 


Noting that the transportation act of 1920 intended, among 
other things, to facilitate the consolidation of railroads into a 
limited number of systems, the subcommittee said that that law 
made such consolidations subject to the condition that they must 
be in furtherance of a complete plan of consolidation adopted 
by the Commission, and that the act imposed on the Commis- 
sion, in formulation of that plan, specific conditions with re- 
spect to preservation of competition, etc., that were found to 
be incompatible with the purposes sought to be accomplished. 
The subcommittee added that these conditions of the law re- 
tarded the accomplishment of consolidation of railroads into 
a limited number of systems. 


However, said the subcommittee, integration of railroad 
operations through some form of consolidation since 1920 had 
progressed “in much greater degree than is generally realized.” 
Continuing, it said, in the foreword to the report: 


The performance and operating results of the railroads in the year 
1940 (disregarding entirely what has been accomplished in the war 
years 1941 to 1944) compared with the conditions which existed in the 
years immediately following 1920 demonstrate the improvements in 
service and efficiency which have been realized during the intervening 
years. That the process of consolidation contributed in some degree to 
these improvements cannot be denied; that consolidation was not the 
sole reason for the progress must be admitted. 


Railroad Decrease Since 1920 
Even during the 20 years from 1920 to 1940, while certain restrictive 


conditions of the 1920 act were in effect, the continuing trend toward 
consolidation is indicated by the decrease in the number of Class I, II 
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and III railroads reporting to the Interstate Commerce Commission as 
follows: 


Years Class I Class II Class III Total 
1920 186 307 389 882 
1940 133 185 223 541 


By 1940 the consolidation of railroads had progressed to the point 
where 20 railroads with 38 associated companies classed as ‘‘systems’’ 
by the Interstate Commerce Commission, earned 80 per cent of the total 
revenue of all Class I railroads. The remaining 75 roads, in some of 
which the 20 ‘‘systems’’ have financial interests, earned the remaining 
20 per cent of the revenues. 

Among the 75 Class I roads, however, are nine roads included in 
Canadian systems, five about to be consolidated into the reorganized 
Missouri Pacific system, and a number of jointly owned bridge and 
feeder lines and roads in which the so-called ‘‘system’’ roads have 
investments or interests that may be trending toward consolidation. 
The actual number of Class I carriers totally independent of other rail- 
road interests is considerably less than 75 and with all the independent 
Class II and III roads they handle considerably less than 20 per cent 
of the railroad business of the United States. 

In addition to the indicated decrease of 53 in the number of Class I 
railroads by consolidation between 1920 and 1940, 238 Class II and III 
railroads were consolidated with other carriers. Consolidation and 
abandonment decreased the number and importance of Class II and 
III railroads from 696 with 9.6 per cent of the mileage of all roads and 
earning 2.5 per cent of the revenue of all roads in 1920 to 208 with 5.4 
per cent of the mileage and earning 1.3 per cent of the revenue in 1940. 


Competition, Service Aspects 


The subcommittee stated, in its conclusions, that Congress 
had adopted consolidation of the country’s railroads, in the 
interest of economy and efficiency, as a national policy; that 
the railroads themselves had advocated such consolidation; that 
Congress amended section 5 of the interstate commerce act in 
1940 so as to facilitate railroad consolidation, and that ‘“con- 
solidation of the railroads into a limited number of strong sys- 
tems would result in a higher quality of competition and im- 
proved service to the shippinng public.” 

Though many advantages growing out of railroad consoli- 
dations might be listed, careful study and intimate knowledge 
of the transaction would be required to determine just which 
ones of those advantages would be present in any particular 
consolidation project, the subcommittee continued. 

“No miracles are to be anticipated, and possible economies 
are sometimes exaggerated in the public mind,” it said, “par- 
ticularly in the case of railroad systems which already are 
fairly well integrated, but potential economies are believed to 
be sufficiently substantial to justify further consolidation of 
railroads in certain instances. 


“Consolidation along natural and evolutionary lines, initi- 
ated after thorough consideration of the particular projects, and 
subject to the safeguards provided in the interstate commerce 
act, is in the interest of the carriers, their employes, and the 
public. Consolidations of this sort have been pursued with good 
results for almost 100 years. 


Federal “Planning” Opposed 


‘ “The public interest will not be promoted by creating a 
new federal agency with powers either to plan or to compel 
consolidations.” 


The subcommittee said progress in consolidation had not 
been “as rapid as is generally deemed desirable,” and mentioned 
several factors that, it said, had retarded such progress. It said 
that the Sherman anti-trust law had prevented or interfered 
with natural evolution of the railroads into stronger and more 
efficient systems in the 1890 to 1920 period; that the conditions 
attached to the “plan” the Commission was directed by the i920 
transportation act to evolve were difficult to comply with; that 
the Commission’s plan was promulgated in 1929, “after the stock 
market crash of that year,” and that, “aside from any question 
regarding the merits of the plan itself, the depression had set 
in, earning power of the railroads had decreased, and the in- 
vesting public had largely lost interest in rail securities.” More- 
over, the subcommittee said, there had been an uneven decline of 
earning power, dislocating former relationships or comparisons 
that might have served as a basis for trading securities or allo- 
cating new securities in a consolidation project, and over 30 per 
cent of the country’s rail mileage went into trusteeship or re- 
ceivership, “thus making major consolidations involving the re- 
organization lines almost out of the question.” There was the 
further factor, the subcommittee said, that under the most favor- 
able conditions any important consolidation project required an 
enormous amount of work and its consummation necessarily 
was slow. It added that the Commission’s denials of some 
applications, after large sums and much money had been spent 
on them, tended to discourage the elaborate and costly prepara- 
tion of other cases. 


Advantages of Consolidation 


The report included a list of advantages in operation, in the 
conduct of traffic relations and public regulation, and in finan- 
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cial management that could be expected to result from consoli- 
dation of railroads into a limited number of strong systems. 

As operational advantages, it mentioned, among others, the 
gradual concentration of traffic movement over the most effi- 
cient routes with consequent increase in train tonnage, greater 
utilization of locomotives and cars, and tendencies toward elim- 
‘ination of circuitous routes and back-hauls; more single line 
movements under one supervision, with faster, more conven- 
ient and more reliable rail service as a result thereof; simplifi- 
cation of joint terminal operations; greater standardization of 
equipment; reduction of overhead expenses, and use of fewer 
cars for merchandise freight traffic through heavier loading of 
such cars. 

Among advantages in conduct of traffic regulations and 
public regulation to be gained by consolidations, according to 
the report, were simplification and greater uniformity of traffic 
policies and rate making because of the smaller number of 
roads involved; more effective competition, with large and well 
balanced systems, rather than poorly matched roads, competing; 
and simplification of regulation, particularly as to rates and 
divisions, in view of tendency toward more equally balanced 
earnings in relation to financial needs among smaller number 
of strong systems. 

Financial advantages that might be derived from consolida- 
tions, the subcommittee said, included: More accurate determin- 
ation of budget expenses, particularly for extensive long range 
projects, and reduction of capital needed in future for expan- 
sion of rail facilities to provide for the total rail transport needs 
of the country; gradual reduction of the number of separate 
issues of securities, through reduction of number of rail cor- 
porations; improvement of general railroad credit and of mar- 
ket for rail securities, and substantial savings in operating ex- 
penses and interest charges. 


Disadvantages Discussed 


In a discussion of disadvantages of consolidations, the sub- 
committee said objections to consolidation were “negative in 
character” to a considerable extent, and referred to a state- 
ment by Commissioner Splawn (in “Consolidation of Railroads,” 
published in 1925) that ‘one of the greatest disadvantages of 
consolidating railroads into a few systems is that the advantages 
mentioned in the preceding chapter are by no means certain of 
realization.” 

“What may be termed the affirmative criticisms,” con- 
tinued the report, ‘“‘are chiefly the alleged injury to the public 
due to reduction in competition; reduction in efficiency of ad- 
ministration due to size of consolidated systems; interference 
with present trends of traffic; increased costs necessary to bring 
weak parts of the system up to proper standards and increased 
wages where some of the weak lines have not been paying stan- 
dard wages; retarding abandonment of ill-judged interprise; 
reduction in employment; and practical difficulties involved in 
effecting consolidation.” 

In further discussion of the objections, the subcommittee 
said: 

One of the obviously weak points in the criticisms of consolidation 
is the fact that no one seriously claims that the large rail systems al- 
ready built up have not resulted in better service to the public than 
could have been given by their numerous small predecessor companies, 
or urges that such systems should be dissolved into their component 
parts. 

There is, of course, serious opposition to consolidation by individ- 
uals, groups, or communities which believe they would or might be 
affected adversely. Among these are included railroad labor, store- 
keepers and merchants depending upon patronage of railroad labor 
communities which fear loss of offices, shops, payrolls, or taxes, other 
communities which fear that they will receive only branch service or 
will lose the advocacy of a railroad interested primarily in particular 
cities, etc. It will be observed that many of these questions do not deal 
with the railroad as a transportation agency, but as an employer or 
large taxpayer. However, the various opposing interests are active 
and influential, and generally able to enlist political support. Occasion- 
ally, a competing railroad objects to a consolidation project, and short 
lines sometimes object unless conditions are imposed to require purchase 
or lease of their roads. ... 

It may be appropriate to mention two collateral matters, as to which 
the situation would be eased by consolidation into a small number of 
operating railroads. The first is the pressure to force large railroads 
to forego competitive advantages due to heavy investments in property 
and throw their terminals open to less advantageously situated com- 
petitors. The second is a problem arising particularly in connection 
with rate increase proposals of the ‘‘general increase’ or ‘‘revenue’’ 
type, in which standard strategy of those opposed to the increase is to 
point to earnings of a few railroads more fortunately situated than the 
average, and argue that the necessitous roads can not be given increased 
rates without unjustly enriching some of the stronger roads... . 


“Pooling” of Revenue Increases 


An outgrowth of these arguments, the subcommittee said, 
had been the Commission’s suggestion for “pooling” of funds 
derived from a general increase, as embodied in S. 236, intro- 
duced in January, 1943, whereby additional earnings than other- 


wise would accrue to strong carriers could be allocated to so- 
called “weak” lines. The subcommittee maintained that this 
bill was unsound for an economic.standpoint and would place 
a premium on inefficiency and waste. 

“The sound solution for the difficulties of the weaker lines 
which are considered essential to the public,” it said, “is to 
permit stronger systems to acquire them on a basis of compen- 
sation fair to both parties.” 


Rail Labor Considerations 


Opposition of railroad labor was regarded by the subcom- 
mittee as “one of the most serious obstacles to railroad con- 
solidation, both from an economic and a political standpoint.” 
It discussed the reasons for such opposition, then noted that 
section 5 of the act now set certain standards for protection of 
labor that must be observed in any consolidation. It concluded 
this discussion as follows: 


Aside from any question of ethics, of the inclination of railway 
management to recognize a moral responsibility to the employes and to 
the country, of the decisions of the Commission and the Supreme Court, 
or the provisions of the applicable statute, it is obvious that the pro- 
tection of labor is a highly practical problem in any proposal for con- 
solidation. 

It seems to be generally recognized that, from a long-range view- 
point, it is in the interest of railroad labor for the industry to perform 
transportation service in the most economical and efficient manner pos- 
sible, thus enabling the railroads to develop the maximum amount of 
travel and transportation, and also to secure a greater portion of the 
total in competition with other agencies of transportation. The repre- 
sentatives of railway labor participated in drafting the recommendations 
of the Committee of Six to the President regarding consolidation, so 
it seems reasonable to believe that railway labor recognizes the desir- 
ability of consolidation, subject to governmental approval and to the 
conditions suggested (and now incorporated in the law), particularly 
that relating to the protection of employes affected by any consolida- 
tion project. 

A partial solution of the labor difficulty can be expected from re- 
tirements, deaths, changes in occupation or absorptions in other posi- 
tions and particularly on account of the railroad retirement and unem- 
ployment insurance acts. 


Views on Federal “Planning” 


With respect to the proposed creation of a federal planning 
agency to deal with, among other things, the subject of con- 
solidation of railroads, the subcommittee stated the following 
conclusions: 


Possibilities for affirmative action by a governmental body in con- 
nection with consolidation narrow down to (1) promulgation of a com- 
plete plan for consolidation of all railroad properties, (2) active sup- 
port for or opposition to particular consolidation projects, and (3) 
decisions authorizing meritorious consolidation projects, regardless of 
clamor by influential groups in opposition thereto. It is unlikely that 
any complete and detailed plan for consolidation can be evolved which 
is satisfactory to all the railroads. As to active assistance in effecting 
a particular consolidation, the only time this would be needed would be 
where influential interests were opposing the project, and this would 
be the very time when any governmental agency would be inclined 
either to remain aloof or appear in opposition to the project. 

As we consider both a ‘‘plan of consolidation’’ and compulsory con- 
solidation impractical and contrary to the general views of shippers, 
business men, labor, and railroad management, we see no need for a 
federal agency so far as consolidation is concerned. On the contrary, the 
creation of such an agency might hamper voluntary consolidation. 


“Transportation Company” Idea 


The tenor of a section of the study dealing with the for- 
mation of transportation companies offering service to the 
public by rail, truck, bus, water carrier, airplane and/or pipe- 
line was favorable toward the establishment of such companies. 
The subcommittee said the question whether railroads should 
be permitted to form such companies was a highly controversial 
one, and added: 


Aside from the extreme view entertained by some of desiring as 
much competition as possibe, the objections appear to rest, primarily, 
upon (1) fear of a railroad ‘‘monopoly’’ of transportation, and (2) ap- 
prehension that railroads, if permitted to acquire vessels, trucks, busses, 
airplanes, or pipelines, would not develop such agencies, but, instead, 
would seek to stifle their use so as to force the public to return to rail 
service. Whatever may have been done 50 or 100 years ago, under 
entirely different conditions, there appears to be no substantial basis 
for a belief that participation by railroads in the operation of other 
means of transportation would result either in deterring the sound 
development of such other agencies or in a reduction in desirable com- 
petition. If we exclude expressions of rival agencies of transportation, 
which either do not desire, or can not afford, to become ‘‘transportation 
companies,’’ the preponderance of opinion seems to be that the forma- 
tion of such companies, under appropriate governmental supervision, 
will be in the public interest. Apparently there is no substantial public 
dissatisfaction in this regard with respect to what already has been 
accomplished by the railroads in utilizing other means of transporta- 
VOR... 2 

Whether or not carriers of different types should consolidate de- 
pends upon many considerations. Each case should stand upon its own 
merits, both in the original decision of the carriers to seek authority, 
and in the determination by the regulatory body that consolidation is 
consistent with the public interest. It does not serve the public interest 
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to have a statute or a general rule which precludes consideration of 
such proposals upon their merits, or which discriminates against one 
or more types of carriers. The law contemplates equality of treatment 
for shippers and the same principle should govern regulation of car- 
rie. «.. 


In discussion of miscellaneous matters, the subcommittee 
said that it saw no present necessity for federal incorporation 
of railroads in connection with railroad consolidations. It 
averred that granting to a carrier power to condemn securities 
or property of another carrier, in aid of consolidation, probably 
would be necessary in the case of compulsory consolidation and, 
in the case of voluntary consolidation, would expedite matters 
and provide an effective means of dealing with dissenting 
minorities. 


Taxes and Consolidations 


On the subject of the tax burden on consolidations, the 
subcommittee said that in some consolidations, particularly the 
more important ones, there was likely to be some exchange of 
securities, or issuance of what were technically new securities 


| or reissues of former securities. Though these might be simply 


mechanical incidents of the consolidation, they were likely to 


_ result in heavy federal and state taxes, it said. It noted that 


even in 1914, the New York Central paid state taxes of about 
$1,000,000 as an incident to a partial consolidation, and that 
tax burdens had become increasingly heavy. 

If, as Congress has decided, consolidation is in the public 
interest, there should be no unnecessary barriers to it,” said 
the subcommittee, in recommending legislative relief on this 
point. 

The report embodied four appendices, covering about 54 
pages. The first appendix contained notes to which references 
were made at many points in the main body of the report. 
The second set forth expressions of views as to objectives, ad- 
vantages, disadvantages and necessity of railroad consolidation; 
the third was an excerpt from the report to the President by 
the “Committee of Six,” and the fourth was a summary of the 
experience of the Chesapeake & Ohio and the New York Cen- 
tral in acquiring “‘weak”’ lines. 


Names of Committee Members 


The A. A. R. subcommittee on railroad consolidations com- 
prises five members. They are: C. E. Smith, vice president of 
the New York, New Haven & Hartford, chairman; R. E. 
Daugherty, vice president of the New York Central System; 
J. V. B. Duer, assistant to vice president in charge of opera- 
| tions, Pennsylvania Railroad; Walter McFarland, assistant gen- 


eral counsel of the Chicago, Burlington & Quincy, and R. S. 


| Marshall, vice president of the Chesapeake & Ohio. 
TAXES AND RAIL REORGANIZATIONS 

In its report on H. R. 3633, the tax adjustment bill of 
1945, the Senate finance committee explained that it was 
|recommending elimination of the provisions affecting carry- 
overs and carry-backs in cases of railroad reorganizations (see 
Traffic World, July 14, p. 103) because those provisions were 
“outside the scope of the purposes of this bill.” 
“They would materially affect the tax liabilities of many 
}railroads and would present problems that should receive more 
careful study than is possible if this bill is to be promptly 
enacted. Your committee is therefore of the opinion that the 
provisions should not be included as part of this bill, but 


should be the subject of further consideration and a public 
hearing.” 


D. C. TAX ON RAIL EQUIPMENT 


Senator Bilbo, of Mississippi, has introduced S. 1278, to 
subject to assessment and taxation “at the rates prescribed 
by law for the reporting and taxation of other personal prop- 
erty in the District of Columbia” the rolling stock of railroad 
companies, refrigerator car companies, parlor car companies, 
sleeping car companies, tank car companies, express com- 
panies, car-renting companies “and all other companies owning 
parlor, sleeping, dining, tank, freight, or any other cars which 
are operated or run over or upon the line or lines of any rail- 
road or terminal company in the District of Columbia.” 






FRUSTRATED VOYAGE FREIGHT REFUNDS 


Chairman Bland, of the House committee on merchant 
Marine and fisheries, has introduced H. R. 3802, to amend 
existing law authorizing refund by the War Shipping Admin- 
istration of “certain freights for transportation on frustrated 
Voyages” (Public Law 41—78th Congress), by adding thereto 
a provision that “the sums collected by or for the account 
of any corporation more than 75 per centum of the outstanding 
Stock of which is owned by the United States, shall be deemed 
to be collected for the account of the United States.” The 
frustrated” voyages referred to were ship voyages undertaken 
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at the time of the entry of the United States into the present 
world war and not completed because of the war developments. 


SAVANNAH HARBOR PROJECT 


The House having concurred in Senate amendments to the 
bill, including authorization of a $1,667,000 project for im- 
provement of the harbor of Two Harbors, Minn., Congress 
has completed action on H. R. 3477, originally designated as 
a bill for improvement of Savannah Harbor, Ga., but amended 
so as to be entitled “a bill authorizing the improvement of 
certain harbors in the interest of commerce and navigation” 
(see Traffic World, July 7, p. 29). 

The Senate commerce committee, in its report on the bill 
to the Senate, recommended that there be added to the pro- 
posed authorization of a $2,738,000 project at Savannah the 
authorization of the Two Harbors project. In discussion of the 
bill on the Senate floor, Senator Ball, of Minnesota, said that 
Two Harbors was one of the two major iron ore ports in 
Minnesota. Senator George, of Georgia, said that Savannah 
Harbor faced a difficult situation because of “the deeper draft 
vessels which are now used and which are under construction, 
particularly those designed to carry petroleum,” and that the 
outer bars of the harbor would not permit such ships to enter. 
He noted that the bill did not appropriate money for the two 


projects involved, but merely authorized appropriation of the 
amounts shown. 


CONFERENCE OF STATE COMMISSIONERS 


Resolutions in support of H. R. 2536, the Bulwinkle Bill, 
and of H. R. 694, the bill to repeal federal land-grant rate 
provisions, were adopted by the Mountain-Pacific States Con- 
ference of Public Service Commissions at a recent meeting at 
Reno, Nev. The conference in further resolutions took the 
following action: Opposed H. R. 674 and H. R. 3383 which 
provide for amendments to the Civil Aeronautics Act of 1938; 
called for early hearings by the Commission in Docket No. 
28863, rates on wool and mohair; opposed H. R. 3262 which 
would extend jurisdiction of the Commission to include intra- 
state motor carrier rates; commended Director Johnson of the 
Office of Defense Transportation; asked that economic author- 
ity over air transportation be vested in the Commission; com- 
mended Walter R. McDonald, chairman, Georgia Public Service 
Commission, and head of the legislation committee of the Na- 
tional Association of Railroad and Utilities Commissioners; and 
mourned the death of Amos A. Betts, late chairman of the 
Arizona Corporation Commission. The conference consists of 
the regulatory bodies of the eleven Mountain-Pacific states. 


Commerce Committee Overseas Trip 


The House has granted authority to its committee on inter- 
state and foreign commerce or any subcommittee thereof to 
travel to other countries of the world in the course of a survey 
and study of various subjects under its jurisdiction, including 
internation] aviation, petroleum resources, transportation facil- 
ities of the countries visited, newsprint supply, and other mat- 
ters in the category of “foreign commerce.” 

Authorization of foreign travel by members of the com- 
mittee was contained in a resolution (H. Res. 323) submitted 
by Representative Bulwinkle, of North Carolina, and adopted 
by the House after brief discussion on July 17. 

Representative Bulwinkle, a member of the House inter- 
state and foreign commerce committee, said that, under present 
plans, the “‘survey and study” trip to other countries would be- 
gin in the latter part of August and that “as many of the com- 
mittee members as may want to go” would make the trip. Under 
H. Res. 323, the committee is authorized to “sit and act at 
such times and places within or outside the United States as it 
deems advisable, whether or not the House is sitting, has re- 
cessed, or has adjourned; and for such purposes may expend 
funds now available for expenditure in the United States.” 

Chairman Sabbath, of the House rules committee, in urging 
adoption of the resolution in the House, discussed international 
developments with respect to the wood pulp supply, affecting 
the United States, and said that “if there is any committee of 
this House in whose judgment and action we can rely, it is this 
great committee.” 


Title to “Submerged” Lands 


The House judiciary committee has reported favorably 
H. J. Res. 225, a resolution introduced by its chairman, Repre- 
sentative Sumners, of Texas, to quiet the titles of states and 
others to lands beneath tidewaters and lands beneath navigable 
waters within the boundaries of such states and to prevent fur- 
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ther clouding of such titles (see Traffic World, June 9, p. 1525, 
and June 23, p. 1682). q 

The committee said, in its report, that as a result of agita- 
tion in the last eight years and of the filing of a suit by the 
Attorney General in the federal district court of southern Cali- 
fornia on May 25, 1945, claiming on behalf of the federal gov- 
ernment certain lands below low-water mark off the California 
coast, “uncertainty exists throughout the country which already 
has tended to retard port and harbor and other developments 
of coastal and inland submerged lands.” 

In discussion of the Attorney General’s suit, the committee 
said that there was “no justification for subjecting the states 
and their successors who have long had the ownership and pos- 
session of their tide and submerged lands to the expense and 
vexation of litigation.” 

“The highest court in the land has already passed upon 
these questions numerous times,” said the committee. “There 
is no certainty that another decision would be accepted as final 
by those who continue to agitate this question. Furthermore, 
the litigation recently filed would undoubtedly not settle the 
question but would be only the beginning of litigation which 
might last for many years. In the meantime, needed develop- 
ments both in ports and harbors and elsewhere in the coastal 
and submerged lands would be definitely retarded.” 

The committee set forth its conclusions as follows: 


(1) The enactment of the proposed legislation will not divest the 
United States of any property right to which it has any legitimate 
claim, or of any land in which it has any legal interest. 

(2) The question whether the agitation over long-recognized state 
titles should be set at rest in the manner proposed is a question of 
congressional policy. 

(3) This legislation is necessary to remove the cloud which has 
been cast upon titles of enormously valuable lands throughout the 


United States and to prevent the similar clouding of these titles in 
the future. 


The committee included in a list of public officials, other 
than congressmen, who had appeared in person before the com- 
mittee to support the resolution, the following port officials: 

Leander I. Shelley, general counsel, Port of New York 
Authority, also representing the American Association of Port 
Authorities; Arthur Eldridge, harbor manager, Los Angeles, 
Calif.; Harry C. Brockel, port manager, city of Milwaukee, 
Wis.; Herbert Wade, director of port authority, state of Vir- 
ginia. 


Rail Wage Rate Floor 


A special subcommittee of the Senate committee on educa- 
tion and labor has submitted to the full committee a report 
advocating immediate passage of S. Con. Res. 11, a resolution 
determining that a straight time hourly rate of 65 cents an 
hour shall be the minimum below which the National War Labor 
Board shall consider any wage rate substandard. Senator Pep- 
per, of Florida, is chairman of the subcommittee and co-author, 
with Senators LaFollette, of Wisconsin, and Johnston, of South 
Carolina, of the resolution. 

Included in the subcommittee report was a recommendation 
that the National Mediation Board, as well as the War Labor 
Board, be guided by the terms of the resolution. 

“At the hearings,” the subcommittee said, “representatives 
of railway labor pointed out that the resolution, as introduced, 
would afford relief to low-paid railway employes because wage 
policies with regard to such workers are not determined by the 
War Labor Board, but by the National Mediation Board. The 
subcommittee believes that the National Mediation Board, as 
well as the War Labor Board, should be guided by the defini- 
tion of substandard wages set forth in the resolution.” 

Senator Mead, of New York, for himself and nine other 
senators, including Senator Pepper, on July 18 introduced S. 
1282, to provide for amendment of the fair labor standards act 
of 1938, by establishment of a minimum wage of 65 cents an 
hour, in lieu of the present minimum of 40 cents an hour, im- 
mediately on enactment of the bill, with provisons for increase 
in the minimum rate each year thereafter until a minimum of 
75 cents an hour is reached. 

S. 1282 contains provisions making inapplicable the provi- 
sions of section 7 of the fair labor standards act to “(1) any 
employe with respect to whom the Interstate Commerce Com- 
mission has power to establish qualifications and maximum 
hours of service pursuant to section 204 of the motor carrier act, 
1935; or (2) any employe of an employer subject to the provi- 
sions of part I of the interstate commerce act.”’ Under S. 1282, 
sections 6 and 7 of the fair labor standards act would not apply 
to, among others, any employe of a carrier by air subject to the 
provisions of title II of the railway labor act, or any employe of 
a street, suburban or interurban electric railway, or local trolley 
or motor bus carrier. 


An existing exemption of seamen from provisions of the 
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fair labor standards act would be eliminated, under terms of 
the Mead bill. 









Maritime Union Demands 


William H. Davis, director of economic stabilization, has 
issued a statement referring to a petition seeking a stay in the 
reduction of war risk bonus for Atlantic waters, effective July 
16. The petition, he said, had been forwarded to him by Director 
of War Mobilization and Reconversion Vinson. 

The National War Labor Board will hold hearings on de- 
mands of maritime workers’ unions involving wage demands 
and the war risk bonus (see Traffic World, July 14). 

The statement of the director of economic stabilization 
follows: 











Very careful consideration has been given to decision 2C of the 
Maritime War Emergency Board with respect to voyage and area 
bonuses and to the effective date of this decision. The board was ap- 
pointed pursuant to an agreement reached between representatives of 
the maritime industry and the labor organizations for the establishment 
of a body to settle just such questions of war risk compensation. The 
parties agreed that any decision of the board would be final and bind- 
ing. There is consequently no basis for a review of the decision of the 
Maritime War Emergency Board. 

There are now pending before the National War Labor Board de- 
mands for wage adjustments, which include among others the estab- 
lishment of a 55 cent per hour minimum and time and one-half for work 
over 40 hours a week. The reduction in take-home pay resulting from 
the bonus reduction is urged as part of the claim for wage adjustments 
by various maritime unions. It is within the discretion of the National 
War Labor Board, if it orders a wage adjustment, to determine the 
effective date of the adjustment. 

By this procedure the equities of all parties concerned are ade- 
quately protected. 

















War Labor Board Hearing 


The War Labor Board opened a hearing on the demands of 
the maritime unions July 19. The union representatives were 
heard that day, with shipowners scheduled to appear before the J 
board on July 20. 

Members who head the arguments of the seamen and the 
owners were: Chairman George Taylor, Lloyd Garrison and 
Nathan Feinsinger, public members; Vincent Ahern, Clarence 
Skinner and Bayard Colgate, industry members; and Van A. 
Bittner, John Brophy and Ray McCall, labor members. 

Appearing for the unions were: Howard McKenzie, vice- 
president, and William Standard, counsel, for the National Mari- 
time Union (CIO); Hugh Bryson, assistant secretary, and Rich- 
ard Gladstein, counsel, for the Marine Cooks and Stewards 
Union (CIO); John Hawk, secretary-treasurer, Seafarers Inter- 
national Union (AFL); V. J. Malone, Marine Firemen, Oilers 
and Water Tenders (Ind.); Matthew Duschane, Sailors Union 
of the Pacific Coast. 


Captain H. Martin, president, National Organization of 
Masters, Mates, and Pilots of America, and S. A. Hogan, presi- 
dent, National Marine Engineers Beneficial Association, ap- 
peared to ask the board to order reopening of the contracts of 
those organizations with the ship owners, on the ground that the 
status of their members would be affected by the board’s action 
in connection with the demands of the other unions. 

The general position of the unions was that the war risk 
bonuses, reduced as of July 15, were actually granted in lieu of 
real wage increases and with the hope, on the part of the own- 
ers, that they would be able to return to what the unions called 
sub-standard wage levels after the war. 


Typical of the statements presented was that of Mr. Hawk, 
who said that seamen having basic wage rates of $100 a month 
had actually received a reduction of $60 a month in take-home 
wages, bringing those wages to a level $40 lower than pre-Pearl 
Harbor standards. 

The unions also argued that room and board should not be 
considered in the computation of the basic wage formulae be- 
cause they were furnished by the employer for his ‘own con- 
venience. A variant of the statement was that room and board 
were not part of the wages, but were to be considered part of 
operating expenses. The CIO unions said the Internal Revenue 
Bureau had ruled that room and board was not taxable income, 
and that the Supreme Court of the United States had said that 
room and board were not a part of wages. 

The National Maritime Union officials said the bonus could 
only be considered as wages and that its true nature could not 
be hidden behind “fictional descriptions.” 

The cooks and stewards argued that the board should order 
an increase to 55 cents an hour, and that those employes who 
were receiving more than that at present should be awarded 
“correlative upward rate adjustments.” 

The unions also introduced comparisons between the wages 
paid seamen performing various categories of work with the 
wages received by similar workers ashore, to show that shore 
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workers were paid at a higher rate. As examples, they said a 
marine fireman was paid 45 cents an hour compared with $1.20 
for a shoreside stationary engineer, and that a second cook, 
baking for up to 60 men at sea, received 49 cents an hour, com- 
pared with 85.3 cents as an average for bakers ashore. 


Rail Labor Recruitment 


Seventeen western railroads have been accorded ‘Priority 
1” for the recruitment of interregional railroad workers, and 
local manpower offices have been authorized to refer qualified 
workers in 22 occupations to these roads, without a certificate 
of availability being required in many instances, Chairman Mc- 
Nutt, of the War Manpower Commission, has announced. _ 

“According to the Railroad Retirement Board,” he said, 
“60,000 workers are needed immediately by the 17 western rail- 
roads bearing the brunt of transcontinental troop movements. 
An intensive recruiting campaign for these workers is in prog- 
ress, coordinated by a special interagency railroad committee. 
Frank L. McNamee, deputy chairman of the War Manpower 
Commission, is chairman of the committee. 

“The action of permitting referrals of workers who are not 
otherwise eligible for statements of availability will be taken 
only when individual local offices cannot fill their quotas of 
interregional orders for the 17 western railroads through regu- 
larly established procedures. ; 

“Priority category 1 on interregional orders has been ac- 
corded to the following railroads: Atchison, Topeka & Santa Fe; 
Chicago & North Western; Chicago, Burlington & Quincy; Chi- 
cago, Milwaukee, St. Paul & Pacific; Chicago, Rock Island & 
Pacific; Denver & Rio Grande Western; Great Northern; Mis- 
souri, Kansas & Texas; Missouri Pacific; Northern Pacific; St. 
Louis & San Francisco; Southern Pacific; Texas & New Orleans; 
Texas and Pacific; Union Pacific; Western Pacific; and the 
Spokane, Portland & Seattle Railroad. The same priority has 
been accorded to the. Pullman Company repair operation, Chi- 
cago and west. 

“Local offices of W. M. C. have been authorized to grant 
referrals on interregional orders of workers in the following 22 
occupations: engineers, hostlers, conductors, switch foremen, 
yardmen, firemen, brakemen, signal and maintenance men, 
switchmen, dispatchers, yardmasters, blacksmiths, boilermakers, 
carmen, car inspectors, electricians, machinists, molders, sheet 
metal workers, telegraph operators, towermen, signalmen. Re- 
ferrals may be made of any workers who apply, irrespective of 
present employment, except in the case of ship repair and cer- 
tain other first-priority activities.” 


Truman Appeals for Rail Workers 


In a statement issued from his temporary residence at 
Potsdam, near Berlin, Germany, on the eve of the so-called 
“Big Three” conference, President Truman appealed to Amer- 
icans who were not already engaged in essential war work 
to take jobs on western railroads “during this emergency 
period,” and said that “the western railroads today need 65,000 
men and need them badly.” 

The text of his statement follows: 


If the demands of the Japanese war are to be met, the railroads 
in the west must have additional manpower immediately. The man- 
power shortage is so serious that the War Department recently ordered 
4,000 experienced railroad men to be furloughed from the army to 
help ease ‘the situation, but they are only a fraction of the number 
needed. 

The western railroads today need 65,000 men and need them badly. 
We must keep men and material flowing into the ports as fast as 
our convoys can transport them to the battle zone. 

The effects of the shortage already are being felt, with the peak 
load still months away. Our soldiers returning from the European 
campaign are not getting the best accommodations because many cars 
are in the shops awaiting repairs and overhauling. Some troops are 
being delayed at the ports because trains cannot be supplied promptly. 
Over-worked crews must be given time to rest before taking trains 
out on long, hard trips. Trains are often late because of short switch- 
ing crews which cannot keep traffic moving at top efficiency. Unless 
additional manpower is found these delays will become serious as the 
load increases. 

That is why I am bringing this situation to the attention of the 
American people. Any patriotic American who is not already engaged 
in essential war work can make a real contribution toward the defeat 
of Japan by applying for a job on a western railroad during this 
emergency period. Those who are now working on railroads can do 
a great service to their country by remaining on the job. 


Paul V. McNutt, chairman of the War Manpower Commis- 
sion, in a radiogram from Guam to Frank L. McNamee, acting 
chairman of the commission, said American railroad workers 
must help maintain the timetable for the defeat of Japan. The 
radiogram follows: 


After conferring with military leaders in the Pacific theater, I 
realize more than ever the importance and necessity for bringing every 
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ounce of material and every man available to bear against the Japanese. 
American railroad workers have a vital role in redeploying troops and 
moving munitions to Pacific ports. Every railroad worker now on the 
job should be urged to stay there and every experienced worker on 
the railroads not now working in his occupation should apply imme- 
diately to his local United States Employment Service office. Railroad 
ft of America must help maintain the timetable for the defeat 
of Japan. 


C. A. & E., North Shore Dispute 


The three-man emergency board appointed by President 
Truman to investigate disputes between the Chicago, North 
Shore & Milwaukee Railroad Co., the Chicago Aurora & Elgin 
Railroad Co., and employes of these electric railroads repre- 
sented by the Brotherhood of Railroad Trainmen and the Bro- 
therhood of Locomotive Firemen and Enginemen (see Traffic 
World, July 14, p. 106) began its hearings July 16 in room 582, 
federal courthouse, Chicago. The board must submit its re- 
port to the president by August 6. 

The case involving the North Shore Road was first to be 
heard. The principled arguments on both sides were very sim- 
ilar to those presented at the hearing Sept. 25-28, 1944, in a 
wage dispute involving the same parties (see Traffic World, 
Sept. 30, p. 844). John A. Zanger, B. R. T. vice-president, and 
G. A. Mead, B. of L. F. and E. vice-president, introduced a num- 
ber of employes of the North Shore and other interurban pas- 
senger train lines, who testified that their duties were at least 
as arduous and as skilled as those of similar employes on Class 
I steam railroads; that their wages were substantially lower 
than the wages of trainmen on what were claimed to be similar 
electric roads; and that their work was more difficult than the 
work of carmen operating street cars or elevated trains within 
Chicago. . 

B. J. Fallon, executive officer, and C. A. Whonsetler, finan- 
cial officer, Chicago, North Shore & Milwaukee, testified that 
the company was primarily a passenger line; that the method 
of operation was more comparable to street car and elevated 
urban transportation than to inter-city, steam or electric rail- 
road service; and that, though the company was currently oper- 
ating at a profit, current revenues were needed to pay for post- 
war road and equipment betterments. Mr. Whonsetler, who 
presented a number of financial exhibits, testified that the total 
estimated annual added cost of meeting the brotherhoods’ wage 
demands would be $165,693. He said that the company was now 
earning between 4 and 5 per cent on its investment, and that 
while the company might be able to absorb the increase at this 
time, it would incur 2 heavy deficit when the income falls back 
towards pre-war levels. Wages of motormen, conductors, brake- 
men and collectors, and switchtenders, have increased by from 
24 to 47 per cent over rates paid in January, 1941, he testified. 
From 1933 to 1940 the road operated in the red, he stated. Net 
income from railway operations in 1941 was only $5,624. Since 
then, due to war-time traffic conditions, the road has shown 
substantial earnings, he said, but contended that if operating 
revenue drops to the 1940-41 level, the cost of added wage in- 
creases would result in an estimated annual deficit of about 
$800,000. 

The case involving the Chicago, Aurora & Elgin Railroad 
Co. will be heard immediately after the testimony is completed 
in the North Shore case. Much of the testimony presented in 
the North Shore dispute will bear on the subsequent case, and 
was so received. 


Mexican Labor on U. S. Railroads 


As signed by President Truman, H. R. 3199, the appropria- 
tion bill for the Department of Labor, the Federal Security 
Agency and related independent agencies for the fiscal year 
ending June 30, 1946 (now identified as Public Law 124—79th 
Congress), contained no specific prohibition against use for 
continued recruitment of Mexican labor for U. S. railroads of 
a part of the $800,000 appropriated for the foreign labor im- 
portation program of the War Manpower Commission (see 
Traffic World, July 7, p. 30). 

However, at the House appropriations committee it was 
stated that it appeared unlikely that the W. M. C. would use 
a part of the $800,000 for recruitment of additional Mexican 
workers for U. S. railroads, in view of explanatory statements 
about this provision that had been made in discussion of the 
conference report on the bill in the House. 


It was pointed out that Representative Tarver, of Georgia, 
a member of the conference committee and of the House ap- 
propriations committee, stated in the course of consideration 
of the conference report on H. R. 3199 that there was to have 
been included in that report a statement that none of the 
$800,000 appropriated for “migration of workers” under the 
direction of the W. M. C. should be used for importation of any 
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additional workers into the United States, that it was expected 
that “further importation of labor into the United States will 
not be had,” and that $709,000 of the $800,000 was for con- 
tinuance of employment of foreign laborers “already at work 
in the United States.” Two other House members of the con- 
ference committee, Representative Keefe, of Wisconsin, and 
Hare, of South Carolina, subscribed to Mr. Tarver’s statement 
as reflecting the agreement reached by the conference com- 
mittee. 

The $800,000 appropriated for “migration of workers” in 
the W. M. C. labor recruitment program represented only half 
of the amount originally asked for this program. 


LABOR REPRESENTATION QUESTION 

A situation in the field of rail labor relations, described by 
rail labor union leaders as an outgrowth of the U. S. Supreme 
Court decision in the Elgin, Joliet & Eastern case (see Traffic 
World, June 16, p. 1611) and as one that upsets established 
procedure in rail labor dispute cases, has been discussed in a 
conference of several railroad presidents with union representa- 
tives in New York. With the result that committees to repre- 
sent the carriers and the employes in further conferences on 
the questions raised have been appointed. 

According to spokesmen for the unions, the Court decision 
in the E. J. & E. case deprived the unions of power to make 
binding settlements unless every worker represented by them 
had signed a written authorization for the union to act on his 
behalf. They said that carrier representatives on the National 
Railroad Adjustment Board, in view of that decision, would 
consider no grievance cases unless the unions presented such 
written authority from the workers. It was understood that, 
at the New York conference, it was suggested that the carrier 
and employe committees explore, among other things, the ad- 
visability of proposing amendments to the railway labor act 
to remedy the situation. 


SIX-DAY WEEK FOR TELEGRAPHERS 

Under an agreement between western and southeastern 
railroads and the Order of Railroad Telegraphers, reached just 
before arbitration of issues in the dispute by the National Medi- 
ation Board was to begin, the O. R. T. representing employes 
of those carriers have obtained a standard six-day work week 
with “time and a half’? for work performed on the seventh, 
according to advice received by the N. M. B. July 20. 

It was stated that the agreement provided that the teleg- 
raphers involved, if. required to work less than eight hours on 
their “rest day,” would receive pay for the full eight hours at 
the overtime rate. About half of the O. R. T. members were 
already under the six-day rule, and the new agreement, effec- 
tive retroactively from March 1, will bring most of the remain- 
ing members under similar working conditions, it was said. 


RAILWAY EXPRESS LABOR DISPUTE 


Chairman Schwartz, of the National Railway Labor Panel, 
has appointed an emergency board to investigate and report 
on a dispute between the Railway Express Agency, Inc., and 
certain employes represented by the International Brotherhood 
of Teamsters, Chauffeurs, Warehousemen & Helpers of America. 
The members of the board are Walter P. Stacy, I. L. Sharf- 
man and John A. Lapp, members of the panel. 


Ss. P. EMERGENCY BOARD REPORT 


The White House, on July 19, announced that an emer- 
gency board appointed by President Truman fromthe National 
Railway Labor Panel to investigate dispute cases involving 
the Southern Pacific Co. (Pacific Lines) and the Brotherhood 
of Locomotive Engineers had submitted its findings and recom- 
mendations to the President. 

A White House summary of the board’s recommendations 
showed that the matters investigated involved 27 separate re- 
quests for changes in existing rules, or for new rules. Only 
one request involved an increase in rates of pay, according to 
the White House statement, which added that this request 
was held by the board to be contrary to stabilization standards 
and accordingly was denied. The board made adverse recom- 
mendations with respect to 21 of the requests, including union 
proposals that engineers be used to “messenger” engines, that 
the lunch period for yard engineers be at point accessible to 
restaurant, that engine part ahead of cab and inside of cabs 
be cleaned and that engines be not run until paint is dry, that 
maximum age limit of engineers for hiring be 56 years, and 
that requirement of two years’ experience in actual road serv- 
ice be reduced to one year as prerequisite for engineer, pas- 
senger service. The board recommended adoption of a request 
for payment of earnings an engineer would have made if found 
wrongfully dismissed or discharged with a minimum of $8.79 
a day for time lost on such account. 
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Members of the board were: James H. Wolfe, chief justice 
of the Utah Supreme Court; Gordon S. Watkins, dean of the 
College of Letters and Science, University of California, and 
A. G. Crane, former president of Wyoming State University. 


RETIREMENT BOARD FIGURES 


Railroad Retirement Board benefit payments certified in 
May reached a new monthly high of $12,268,000, the record 
being attributed chiefly to an increase of 17 per cent in lump- 
sum benefits. Annuity applications numbered 2,175, bringing 
the average number of receipts for the first five months in 1945 
to 2,008, both figures being the. highest recorded for the cor- 
responding periods in more than four years. Annuities in force 
totaled 148,062, the average pension being $67.02. 

The board stated that unemployment insurance activities 
in May were at higher levels than those in the same month 
last year. A total of 821 applications for certificate of benefit 
rights, and 2,267 claims for benefits, were filed. In May, 1,748 
payments totaling $47,525 were certified. New accounts were 
established for 318 workers. The largest number—86—was 
opened in the New York region. Of the 100 workers whose 
accounts were exhausted, four-fifths were located in the Atlanta, 
Cleveland, Chicago, or Minneapolis region. 

The board said 138,583 placements were reported in May, 
an increase of 6.1 per cent over April. Of the 102,966 primary 
placements, 93,348 were of civilians and 9,618 of servicemen. 
The 35,617 supplementary placements reported exceeded the 
corresponding figure for April by 6,071. The campaign to in- 
terest students in railroad employment resulted in 6,538 open- 
ings being filed from this source in May, as compared with 
3,654 a year ago. Approximately 10,200 Mexican nationals 
entered the country for railroad jobs. 


Cantaloupes and “Reefer” Car Test 


A test movement of cantaloupes from the Imperial Valley 
in California to New York City, made for the purpose of deter- 
mining the advantages or disadvantages of different types of 
icing and other equipment in railroad refrigerator cars, yielded 
evidence that, by shipping choice melons in fairly ripened con- 
dition with top ice plus standard refrigeration, the shippers of 
California and Arizona would be able to allow the melons to 
remain on the vines longer and to deliver to the consumer a 
much more palatable product, according to H. D. Johnson, agri- 
cultural transportation specialist of the transportation rates 
and services division, marketing facilities branch, U. S. Depart- 
ment of Agriculture. 


Information as to the nature, purpose and results of the 
test trip was developed by Mr. Johnson and Charles B. Bowling, 
chief of the transportation rates and services division. 


Collaborating in arrangements for the test movement were 
shippers affiliated with the Western Growers’ Association and 
the United Fresh Fruit and Vegetable Association, and repre- 
sentatives of the Agriculture Department and its Bureau of 
Plant Industry. 


Types of Cars Used 


Eight refrigerator cars were used in the test, and the 
movement was over the Southern Pacific to Tucumcari, N. M., 
thence the Chicago, Rock Island & Pacific to Chicago, and 
thence the Erie to New York. 


Of the cars used, two were new refrigerator cars that had 
been built with vents and flues in the sidewalls extending from 
one end of the car to the other and having an opening of about 
1% inches at the ceiling and approximately the same opening 
just below the floor racks. This type of car, Mr. Johnson said, 
had been recommended by the refrigerator car committee of 
the United Fresh Fruit and Vegetable Association, and one of 


them was equipped with a Presco fan, while the other car was 
not so equipped. 


_Two of the eight cars were standard refrigerator cars, one 
equipped with a fan using approximately 10,000 pounds of top 
ice plus the regular standard refrigeration service; two stand- 
ard cars, one with a fan and one without, were equipped with 
“just the standard refrigeration”; one of the eight was a “fan 
car,” and one car was equipped with overhead bunkers, accord- 
ing to Messrs. Bowling and Johnson. 

Mr. Johnson, together with W. T. Pentzer, senior pathol- 
ogist, and William Barger, associate pathologist of the Bureau 
of Plant Industry, with headquarters at Fresno, Calif., super- 
vised the loading of the cars, and Mr. Johnson rode with the 
cantaloupe shipments from the Imperial Valley to Kansas 
City, Mo. 

He said that the ripe melons that were shipped in one of 
the cars under standard refrigeration with top ice arrived in 
New York “in a very firm, ripened condition ready for table 
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use,” and that he had been informed that this car brought 
ceiling prices. 

“Laboratory studies as to the effects of top ice on melons 
are also now being made by the Bureau of Plant Industry and 
the results will be made available to all shippers,” he said. 


In-Transit Temperatures Studied 


After noting that the reason for making the test trip was, 
generally, to make comparisons between shipments of canta- 
loupes loaded in standard refrigerator cars with end bunker 
icing and shipments in standard refrigerator cars supplied with 
top ice, as well as in the cars equipped with flues in the side 
walls and with and without fans and in standard refrigerator 
cars with and without fans, Mr. Johnson said that the test 
would develop car temperatures while in transit at twelve loca- 
tions in each car. 

The method used in conducting these tests, he said, was by 
means of electrical resistance thermometers attached to a 
master cable in various locations of the car which extended 
through the door frame of the car up to the roof where the 
temperatures were read at intervals in transit. The readings 
were made at division points, he said. He stated that the cars 
were all billed standard refrigeration to New York City, under 
which service the cars were iced approximately every 24 hours. 
He noted that some of the cars contained 2 per cent salt. 

In general, the melons in all of the eight cars that arrived 
in New York City were in good condition, Mr. Johnson said. 

He added that representatives of the Bureau of Plant In- 
dustry were now making an extensive study of the data ob- 
tained on the test trip, with a view to determining the best 
possible method of shipping or transporting cantaloupes from 
the standpoint of arrival condition, the quantities of ice used 
and the most ideal temperatures to be maintained in transit, 
and that their official report, with an analysis of the com- 
parisons, would be distributed to “all interested parties” in the 
near future. 


RAIL GRAIN LOADINGS 


Total railroad car loadings of grain and grain products in 
the United States for the first twenty-seven weeks of 1945 were 
1,298,405 as compared with 1,266,523 for the first twenty-seven 
weeks of 1944, an increase of 31,882 cars, the Office of Defense 
Transportation has announced, and added: 


The number of carloads of grain and grain products shipped in the 
week ended July 7, was 54,932 as compared with 57,120 for the same 
week in 1944, a 3.8 per cent decrease. This holiday week drop followed 
15 consecutive weeks in which 1945 grain loadings were higher than 
those of 1944. 

In the western districts grain loadings for the week ended July 7, 
were 40,843 cars, a decrease of 91 cars, or 0.2 per cent, from the corres- 
ponding week of 1944. Western districts carloadings for the first 
twenty-seven weeks of 1945 were 885,199 as compared with 855,384 for 
the same period of 1944—an increase of 3.5 per cent. 


RAIL FINANCIAL DATA 


At the end of April, 1945, Class I railroads, exclusive of 
switching and terminal companies, had total current assets of 
$4,724,944,610, including $1,133,249,543 in cash, as compared with 
$4,557,550,755, including $1,075,776,283 in cash, at the end of 
April, 1944, according to statement No. M-125, selected income 
and balance-sheet items of those roads, prepared by the Com- 
mission’s Bureau of Transport Economics and Statistics. 





Revenue Freight Loading 


Loading of revenue freight the week ended July 14 totaled 
883,268 cars, according to the Association of American Rail- 
roads. This was 156,864 cars or 21.6 per cent above the pre- 
ceding week, which included the Fourth of July holiday, 20,633 
cars or 2.3 per cent below the corresponding week of 1944, and 
5,933 cars or 0.7 per cent above the corresponding week of 1943. 
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The statement showed that $131,243,961 of funded debt 
would mature within six months from April 30, 1945. This com- 
pared with funded debt of $103,509,103 matured in the com- 
parable period of last year. 

Total current liabilities stood at $2,911,901,097, at the end 
of April, 1945, as against $2,911,852,294 at the end of April, 
1944. Included in the current liabilities was accrued tax lia- 
bility of $1,741,059,802 at the end of April, 1945, as against 
$1,846,940,109 at the end of April, 1944. U. S. Government taxes 
accounted for $1,600,371,445 of the accrued tax liability at the 


hi April, 1945, as against $1,701,173,884 at the end of April, 


Railroad Earnings 


Based on advance reports from 88 Class I railroads, whose 
revenues represent 80.6 per cent of total operating revenues, 
the Association of American Railroads estimated that railroad 
operating revenues in June, 1945, increased 2.9 per cent over the 
same month of 1944. This estimate, it was pointed out, covers 
only operating revenues and does not touch upon the trends in 
operating expenses, taxes, or final income results. 

Estimated freight revenues of $488,330,954 in June, 1945, 
were more than in June, 1944, by 4.0 per cent, while estimated 
passenger revenues of $122,231,914 decreased 5.3 per cent. 


Eastern District. Thirty-four Class I railroads, whose revenues 
represent 91.2 per cent of total operating revenues in the Eastern Dis- 
trict, estimated that their operating revenues. of $319,695,416 in June, 
1945, decreased under June, 1944, by 0.5 per cent. Freight revenue of 
$229,228,950 was estimated to have decreased 2.8 per cent and passenger 
revenue of $60,352,502 to have decreased 4.7 per cent. 

Southern Region. Seventeen Class I railroads, whose revenues rep- 
resent 64.6 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues of $70,483,706 in June, 1945, 
were under those in June, 1944, by 0.8 per cent. Freight revenue of 
$52,267,305 was estimated to have increased 1.4 per cent, and passenger 
revenue of $14,049,166 decreased 9.1-per cent. 

Western District. Thirty-seven Class I railroads, whose revenues 
represent 74.7 per cent of total operating revenues in the Western Dis- 
trict, estimated that their operating revenues of $272,318,520 in June, 
1945, were greater than in June, 1944, by 8.2 per cent. Freight revenue 
of $204,834,699 was estimated to have increased 12.4 per cent while 
passenger revenue -of $47,830,246 decreased 4.9 per cent. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 12,691 
freight cars, and a daily average shortage of 6,025 freight cars, 
for the week ended July 14, according to the car service divi- 
sion of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 3,551; auto 
box, 58; flat, 737; gondola, 2,151; hopper, 2,059; and miscel- 
laneous, 4,135. 

The shortage was made up as follows: Plain box, 5,759; 
auto box, 116; flat, 53; gondola, 28; hopper, 42; and miscel- 
laneous, 27. 


Rail Ton-Mile Figures 


The volume of freight traffic handled by Class I railroads 
in the first six months of 1945, measured in ton-miles of revenue 
freight, was slightly less than that moved in the same period 
in 1944, according to the Association of American Railroads. 
Freight traffic in the first half of the current year totaled ap- 
proximately 366,337,903,000 ton-miles, compared with 368,733,- 
822,000 ton-miles, or a decrease of 0.6 per cent. 

June traffic amounted to 63,600,000,000 ton-miles, according 
to estimates based on reports received by the association from 
Class I railroads. This was an increase of 3.1 per cent compared 
with June, 1944, and an increase of 10 per cent compared with 
the same month in 1943. The amount of traffic handled by the 





Revenue Freight Car Loading—Week Ended Saturday, July 14 


Grain and Live 
grain-prod. stock Coal 
{ 1945 65,645 13,293 175,081 
Total Gil POGUES. <..0.<,6.602000<00008 {1944 62,536 14,576 179,450 
(1943 62,504 13,941 176,249 
Preceding week July 7........... 1945 54,932 10,895 117,951 
Per cent increase Over............ 1944 5.0 
Per cent decrease under.......... 1944 8.8 2.4 
Per cent increase Over............ 1943 5.0 
Per cent decrease under.......... 1943 4.6 7 
{1945 1,364,050 406,158 4,520,428 
Cumulative 28 weeks to July 14. {1944 1,329,059 414,887 4,860,971 
(1943 1,348,394 372,456 4,469,616 
Per cent increase over...........- 1944 2.6 
Per cent decrease under.......... 1944 2.1 7.0 
Per cent increase over............ 1943 1.2 9.0 si | 
Per cent decrease under.......... 1943 


Forest Mdse. 
Coke Products Ore L. C. L. Miscellaneous Total 
14,661 43,502 77,258 104,877 388,954 883,268 
14,249 48,519 86,729 101,476 396,366 903,901 
12,720 46,249 89.671 97.840 378,161 877,335 
13,255 31,591 69,743 93,442 334,595 726,404 
2.9 3.4 
10.3 10.9 1.9 2.3 
15.3 7.2 2.9 a 
5.9 13.8 
405,814 1,157,714 1,227,880 2,932,272 10.857,301 22,871,617 
416,850 1,225,967 1,270,103 2,898,328 10,517,284 22,933,449 
399,421 1,163,312 1,233,450 2,663,269 10,367,424 22,017,342 
i2 3.2 
2.6 5.6 3.3 ia 
1.6 10.1 4.7 3.9 
5 5 






































































































182 


Class I railroads in June this. year, however, was almost 2% 
times the volume carried in June, 1939, the A. A. R. said. 

The following table summarizes revenue ton-mile statistics 
for the first six months of 1945 and 1944: 


Per Cent 


1945 1944 Change 
Meret & WOMINS. oo cs. cccccees 238,137,903,000 242,748,437,000 Dec. 1.9 
LS Se eeerore ear a 64,600,000,000 64,270, 148,000 Inc. 0.5 
ARES SRT ee ee reer. b 63,600,000,000 61,715,237,000 Ine. 3.1 
rete) ‘6 months. .... 05.5 ..06. 366,337,903,000 368,733,822,000 Dec. 0.6 


a—Revised estimate b—Preliminary estimate 


ROLLING STOCK ADDITIONS 


Class I railroads put 21,948 freight cars in service in the 
first six months this year, according to the Association of 
American Railroads. In the same period last year 15,431 
freight cars were installed. Those put in service in the 
first half of this year included 9,352 box, of which 8,765 were 
plain and 587 were automobile box cars; 3,561 gondola, 7,215 
hopper, 380 flat, 1,133 refrigerator, 220 stock, and 87 miscel- 
laneous cars, the A. A. R. reported. 

Class I railroads also put 315 new locomotives in service 
in the first six months of 1945, of which 52 were steam and 
263 were Diesel. Locomotives installed in the same period last 
year totaled 494 of which 190 were steam, one electric, and 
303 Diesel. 

New freight cars on order on July 1 totaled 29,402, com- 
pared with 41,236 on July 1, 1944. New freight cars on order 
on July 1 this year included 18,914 box, of which 16,524 were 
plain box cars and 2,390 were automobile box cars; 4,425 
gondola, 3,625 hopper, 932 flat, 1,437 refrigerator, 19 stock, 
and 50 miscellaneous freight cars. 

The Class I roads also had 508 locomotives on order on 
July 1 this year compared with 581’ on the same day in 1944, 
the A. A. R. said. The number on order on July 1, 1945, in- 
cluded 111 steam, two electric and 395 Diesel, compared with 
179 steam, two electric and 400 Diesel one year ago. 


MONTHLY COMMENT CORRECTION 


In an article on the monthly comment for July of the 
Commission’s Bureau of Transport Economics and Statistics 
appearing in the Traffic World of July, 14, a line was omitted 
from a passage on page 108. As corrected, the passage reads: 


From 1940 through 1942, continued the bureau, the rate of increase 
in passenger revenues for rail and motor carriers rose sharply while 
that of air carriers fell off almost as abruptly, this decrease being at- 
tributable in part to the diversion of large numbers of passenger aircrait 
to military purposes. 

‘“‘After 1942 the trends were reversed, reported the bureau. ‘‘The 
rate of revenue increases of the surface carriers has dropped abruptly 
while that of the air carriers has risen sharply.’’ 


MOTOR PASSENGER STATISTICS 


Class I intercity motor carriers of passengers, excluding 
charter or special, reported passenger revenue totaling $27,- 
021,433 for February, 1945, as against $27,700,999 for Febru- 
ary, 1944, a decrease of 2.5 per cent, and $31,519,319 for March, 
1945, as against $30,528,599 for March, 1944, an increase of 3.2 
per cent according to statements M-700, prepared by the Com- 
mission’s Bureau of Transport Economics and Statistics. The 
number of passengers carried in February increased 0.6 per 
cent from 37,147,806 to 37,384,753, and the number carried in 
March increased 7.4 per cent from 40,851,360 to 43,859,401. 


TRANSPORTATION CORPS IN FRANCE 


The Army Oise Transportation Corps in France is living 
up to the slogan that it ‘‘will furnish the necessary transporta- 
tion,” and is busier than ever hauling combat troops to rede- 
ployment areas and returning displaced persons to their native 
lands, a release from the army in the European theatre states. 
By rail and by highway, hundreds of thousands of American 
soldiers are being moved to the 17 camps of the assembly area 
command, from which they are subsequently moved to staging 
areas at Le Havre and Marseille preparatory to embarkation. 
Three trainloads daily of Russians, Hollanders, Czechs, etc., are 
returned towards their homes in trains operated by the French. 
These same trains are then used to transport American soldiers 
from advanced sectors to the redeployment area. One “leave” 
train carries entertainment-starved soldiers from Luxembourg 
to Paris daily. Another leaves thrice weekly for rest centers 
along the French Riviera. The roads, railroads and waterways, 
which were far below par when the American army moved into 
the Oise area in 1944, have been rapidly restored by the Engi- 
neer Corps. 
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REGULATION OF COMMON CARRIERS 


(Supreme Court of Oregon.) Under provision of the Motor 
Transportation Act authorizing suits to set aside orders of Pub- 
lic Utilities Commissioner, parties are not confined to evidence 
which commissioner heard, but may offer additional testimony. 
O. C. L. A. Secs. 112-4, 121, 113-153. 

In suit to set aside findings, conclusions and orders of Pub- 
lic Utilities Commissioner, commissioner’s findings are binding 
upon the court if supported by cogent, competent, material and 
substantial evidence. O. C. L. A. Sees. 112-4, 121, 113-151, 113- 
153, 115-531. 

Where, in suit to set aside Public Utilities Commissioner’s 
order granting permit to operate as a common carrier, plaintiffs 
did not offer documents which had been rejected in hearing 
before commissioner and no ruling upon them was requested, 
and plaintiffs on appeal from circuit court judgment did not, 
through assignment of error, contend that such documents were 
admissible, the documents were entitled to no consideration by 
oe Court. O. C. L. A. Secs. 12-4, 121, 113-151,- 113-153, 

Commissioner of Public Utilities, on rehearing on applica- 
tion by motor carrier for permit to operate as common carrier, 
properly rejected, as irrelevant, documents offered by pro- 
testant which had their origin in office of defense transportation 
or with War Production Board relating to shortage of tires, 
manpower and equipment, and indicating that all carriers must 
avoid unnecessary operations. O. C. L. A. Sec. 115-511. 

Public Utilities Commissioner’s fund of knowledge is prop- 
erly employed by him in passing upon controverted matters, 
provided he makes known the facts of which he takes notice. 
O. C. L. A. See. 115-511. 

On application of motor carrier for permit to operate as 
common carrier of freight, Public Utilities Commissioner prop- 
erly took notice of war and of necessity of conserving motor 
equipment. O. C. L. A. Sec. 115-511. 

The Motor Transportation Act does not demand that order 
of Public Utilities Commissioner granting a permit to a motor 
carrier to operate on certain highway as common carrier of 
freight be supported with a finding that proposed operation 
would serve the public interests, but merely requires that pro- 
posed operation is not contrary to public interests. O. C. L. A. 
Secs. 115-511 ¢c,h), 115-504. 

Public Utilities Commissioner may demand of an applicant 
by a motor carrier to operate as a common carrier, nothing not 
mentioned in statute which confers commissioner’s authority. 
O. C. L. A. See. 115-511. 

Under the Motor Transportation Act providing that it is 
contrary to public interests that monopoly or monopolistic prac- 
tices in motor transportation be permitted, the term “monopol- 
istic practices” refers to situation which exists when the only 
business concerns in a given industry act so closely in unison 
that there is no competition between them. O. C. L. A. Sec. 
115-504. 

The provision of the Motor Transportation Act relating to 
permits to motor carriers to operate as common carriers is 
intended to achieve regulated competition and not to favor 
regulated monopoly. O. C. L. A. Secs. 115-504, 115-506, 115-511. 

Under the provision of the Motor Transportation Act re- 
lating to permits to motor carriers to operate as common car- 
riers and which authorizes permits among other things, where 
operation proposed is not contrary to “public interest,’ the 
Commissioner of Public Utilities is authorized to deny permit 
only if an applicant wishes to engage in operation in violation 
of the purposes, policies or standards set forth in the act. O. C. 
L. A. Sees. 115-504, 115-511. 


The provision of the Motor Transportation Act relating to 
permits to motor carriers to operate as common carriers, which 
is sole source of Public Utilities Commissioner’s authority, con- 
fers upon him no personal discretion, and an applicant proposing 
to engage in an operation which will conform to the act must 
be granted a permit. O. C. L. A. Sec. 115-511. 

A Public Utilities Commissioner, acting in the public in- 
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terests on an application of a motor carrier for permit to oper- 
ate aS a common carrier, may properly consider facts that the 
gcoading effect of competition will yield improvements in serv- 
ice, but he possesses authority to keep competition under con- 
irol, and should do so. O. C. L. A. Sec. 115-511. 

Under Motor Transportation Act, existing motor carriers 
are not entitled to transport, without competition, all tonnage 
which they can handle adequately, economically and efficiently, 
but the act merely requires denial of an application by new 
carrier if it proposes an operation which will be contrary to 
public interests or one which will impair the ability of existing 
carriers to serve the public adequately. O. C. L. A. Sec. 115-511. 

A finding of fact by Public Utilities Commissioner on an 
application by motor carrier for a permit to operate as a com- 
mon carrier should be a portrayal of the basic facts that have 
been established in the belief of the commissioner by the evi- 
dence and should be set forth in such manner that the court 
may deduce from them the ultimate facts upon which the statu- 
tory criterion will operate, and commissioner’s finding that the 
operation proposed by applicant was not contrary to the public 
interests is not a “finding of fact.” O.C. L. A. Sec. 115-511. 

Findings entered by Commissioner of Public Utilities justi- 
fied commissioner’s conclusion that operation proposed by ap- 
plicant for permit to operate as-motor carrier on highway 99 
between Portland and Ashland as common carrier of freight 
was not contrary to public interests. O. C. L. A. Sec. 115-511. 

Public Utilities Commissioner’s finding that grant of permit 
to motor carrier to operate as common carrier of freight on 
highway 99 between Portland and Ashland would not impair 
ability of existing carriers to adequately serve the public was 
supported by evidence. O. C. L. A. Sec. 115-511. 

On appeal from judgment dismissing complaint in suit to 
set aside order of Public Utilities Commissioner granting per- 
mit to motor carrier to operate as common carrier, where ap- 
pellant’s brief contained quotation from prior purported order, 
but neither the order nor the evidence upon which it was based 
was any part of record, nothing contained in the purported 
tr could be considered by Supreme Court. O. C. L. A. Sec. 
115-511. 

Where Public Utilities Commissioner’s findings indicated 
that commissioner considered fact that volume of business along 
highway had increased would likely continue to increase, and 
that after the war there would be a larger flow of goods, the 
manufacture of which was stopped when war began, record 
showed that commissioner did not act arbitrarily in granting 
permit to motor carrier to operate as common carrier on high- 
way 99 between Portland and Ashland, where the territory was 
already served by other carriers, and that order was not based 
solely upon abnormal or wartime conditions. O. C. L. A. Sec. 
aging (Pierce Auto Freight Lines vs. Flagg, 159 Pac. Rep. 

d 162. 


Bus Line Injunction Petition 


Claiming that several federal war agencies have joined to 
make it impossible for the company to continue operation, the 
Wentworth Bus Lines, Inc., a common carrier in the transporta- 
tion of passengers for hire under franchises issued by the Public 
Service Commission of the State of New Hampshire and the 
Interstate Commerce Commission, recently petitioned the U. S. 
district court for the district of New Hampshire, in civil action 
No. 409, for an injunction restraining the governmental agen- 
cies from interfering with the conduct of the bus lines. 

Named as defendants in the petition are: William H. Davis, 
director, Office of Economic Stabilization; J. Monroe Johnson, 
director, Office of Defense Transportation; Harold L. Barnard, 
New Hampshire district manager, O. D. T.; Chester Bowles, 
price administrator, Office of Price Administration; and John D. 
Jameson, New Hampshire district director, O. P. A. 

In September, 1943, the petition relates, the National Labor 

Relations Board held an election among the bus drivers and 
mechanics of the petitioner, who voted in the majority to be 
represented by Division 1340, Amalgamated Association of 
Street, Electric Railway and Motor Coach Employees of Amer- 
lca. Before any formal contract was entered into between the 
company and Division 1340, the officers and a majority of mem- 
bers of the union voted to dissolve their local and return the 
charter and records to the national organization. They further 
Signed a petition stating they had joined Division 1340 “by 
reason of misrepresentations made to us by union representa- 
tives,” and said they did “not desire to have any contract signed 
in our behalf” or ‘forced upon us by the War Labor Board or 
anyone else.” 
_ The W. L. B., however, insisted that a previous award by 
its arbitrator stand and ordered the company to enter into a 
Signed agreement with its employees. Inasmuch as Division 1340 
had been disolved, the petition states, the company was unable 
to carry out the directive order of the W. L. B. 
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Subsequently, William H. Davis, director of the Office of 
Economic Stabilization, notified the company that he was direct- 
ing the O. D. T. and the O. P. A. “to deny the Wentworth Bus 
Lines, Inc., of Dover, N. H., all applications for priority assist- 
ance or for the allocation of materials which are short in supply 
and to cancel all outstanding priorities and allocations of that 
company.” 

The petition contends that executive order No. 9370, issued 
by Franklin D. Roosevelt, president, on Aug. 16, 1943, under 
which the directive was issued by Mr. Davis, “is unlawful, 
illegal, unconstitutional and void,” as is Mr. Davis’ directive 
based on that order. The company further states that it has 
been notified that unless it complies with the directive order of 
the W. L. B., the O. D. T. and O. P. A. will, effective July 9, 
1945, deprive it ‘of its war necessity certificates, gasoline, tires 
and other commodities necessary and essential to continue to 
operate,” in which case “it will result in the petitioner being 
unable to operate its busses as a common carrier of passengers 
in intrastate business, over which the director of O. E. S. has 
no jurisdiction, will result in untold hardship to patrons of the 
petitioner, and will result in the petitioner losing its rights to 
operate under its franchises issued to it by the Public Service 
Commission of New Hampshire and the Interstate Commerce 
Commission.” 


The company asks a temporary restraining order, enjoin- 
ing the O. E. S., the O. D. T., and the O. P. A. from interfering 
with the conduct of the bus company. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Maine district, southern division, at Portland. Mathias G. 
Morisette, dba Mathias Morisette & Sons, of Waterville, Me., 
was fined $200 following the entry of his plea of nolo contendere 
to an information charging him with violations of part II of 
the interstate commerce act. The fine was paid. The defendant 
was charged with operating as a common carrier of property 
by motor vehicle in interstate commerce, for compensation, 
without a certificate having been issued by the Commission 
authorizing such operations. 


Northern Indiana district, South Bend division, at South 
Bend. Thomas C. Pasquale, dba Pasquale Trucking Co., of 
Logansport, Ind., was fined $3,000, July 13, following entry of 
his plea of guilty to an information charging him with operat- 
ing as a common carrier of property for compensation, without 
a certificate having been issued to him by the Commission 
authorizing such operations, as subsequent offenses. The de- 
fendant had been fined in the same court for similar offenses 
on June 20, 1944. The defendant was required to pay $500 of 
the fine. Payment of the remainder was suspended for a proba- 
tionary period of two years. 


Sixth circuit court of appeals, at Cincinnati, O. The sixth 
federal circuit court of appeals affirmed the judgment of guilty 
against the C. & D. Motor Delivery Co., of Cincinnati, and the 
Cincinnati Terminal Warehouses, Inc., also of Cincinnati, ren- 
dered by Judge Druffel, of the federal district court, southern 
Ohio district, western division, on November 2, 1944, at Cin- 
cinnati, resulting in the imposition of fines aggregating $1,000 
and costs on separate informations. .The informations charged 
the C. & D. Motor Delivery Co. and the Cincinnati Terminal 
Warehouses, Inc., with violations of part II of the interstate 
commerce act. The fines and the costs were required to be 
paid in full and both defendants appealed. The C. & D. was 
charged in one information with granting rebates to Terminal 
Warehouses, a shipper and warehouse operator, in connection 
with certain shipments that it had transported for that shipper. 
In a separate information, Terminal Warehouses was charged 
with accepting and receiving rebates from the C. & D. with 
respect to the same shipments. The rebates that the C. & D. 
was charged with having granted, and which Terminal Ware- 
houses was charged with having accepted, were in the form of 
allowances made by the C. & D. to Terminal Warehouses for 
services that the latter performed for the carrier in assembling 
and loading shipments that the C. & D. transported, without 
the carrier having published in its tariff a provision for the 
payment of allowances for such services of assembling and 
loading when performed for its benefit by shippers. In the 
district court both defendants entered demurrers to the counts 
of the separate informations relating to such allowances on the 
ground that the facts alleged did not constitute criminal of- 
fenses. On October 18, 1944, the court overruled the demurrers. 
This court action was followed by entry of pleas of not guilty 
to such charges by each defendant and by trials by the court 
without a jury. The appeals followed. 
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Air Routes on West Coast 


Extension of service by American Airlines, Inc., to points 
along the west coast and authorization of local air transport 
service between specified points in certain western states for a 
three-year period by two new air carriers, Southwest Airways 
Company and Empire Airlines (Albert L. Zimmerly), have been 
recommended by Examiner F. Merritt Ruhlen, of the Civil Aero- 
nautics Board, in a proposed report in ‘Docket No. 250 et al., 
the West Coast Case,” a proceeding embracing applications of 
16 companies for authority to engage in air transport operations 
between points in states along the Pacific coast or adjoining 
such states. 

Examiner Ruhlen proposed that American Airlines be per- 
mitted to extend its transcontinental route (route No. 4) now 
having its western terminus at Los Angeles from Los Angeles 
to San Francisco, Calif., via Oakland, Calif., and that American 
be authorized to transport local passengers between San Diego 
and Los Angeles, subject to the restrictions that San Diego, San 
Francisco be served only on flights originating or terminating 
at El Paso, Tex., or points east thereof, and that San Diego be 
not served on flights serving either San Francisco or Oakland. 

He recommended, further, that Western Air Lines, Inc., be 
authorized for a three-year period to serve Santa Ana, Pomona- 
Ontario, and Oceanside, Calif., as intermediate points on route 
No. 13 (between Las Vegas, Nev., and Los Angeles); that United 
Air Lines, Inc., be authorized to serve Taft, Wasco-Delano, Por- 
terville and Madera, Calif., as intermediate points between Los 
Angeles and San Francisco, and to include Bend, Ore., as an 
intermediate point on its route between San Francisco and Port- 
land, Ore.; that United’s certificate for route No. 1 (transcon- 
tinental route) be amended to include Ogden, Utah, as a perma- 
nent intermediate point between Rock Springs, Wyo., and Salt 
Lake City, Utah, and to include The Dalles, Ore., as a tempo- 
rary intermediate point between, Pendleton and Portland, Ore., 
and to authorize permanently non-stop operations between Pen- 
dleton and Seattle, Wash. 

The examiner recommended amendment of the certificate 
of Northwest Airlines, Inc., for its route No. 3 (transconti- 
nental) so as to authorize non-stop operations between Port- 
land, Ore., and Butte, Mont. , 

Southwest Airways Co., he said, should be authorized for 
a three-year period to transport persons, property and mail by 
the use of combination passenger and pick-up plane over the 
following routes: 


(1) Between Seattle and Port Angeles, Wash., via Bremerton, Port 
Townsend and Sequim, Wash.; (2) between Seattle and Bellingham, 
Wash., via Kirkland, Snohomish, Everett, Arlington, Mt. Vernon and 
Anacortes, Wash.; (3) between Seattle and Portland, Ore.; via Kent, 
Auburn, Puyallup, Tacoma, Olympia, Chehalis, McCleary, Elma, Monte- 
sano, Aberdeen, Raymond and Ilwaco, Wash., Astoria, Ore., Kelso, 
Wash., and St. Helens, Ore; (4) between Portland and San Francisco, 
Calif., via Hillsboro, Forest Grove, Oregon City, Newberg, McMinnville, 
Woodburn, Silverton, Salem, Dallas, Independence, Albany, Corvallis, 
Junction City, Eugene, Cottage Grove, Reedsport, Marshfield-North 
Bend, Roseburg, Grants Pass, Medford, Ashland, and Klamath Falls, 
Ore.; Yreka, Weed, Dunsmuir, Eureka, Fortuna, Scotia, Redding, Red 
Bluff, Corning, Chico, Oroville, Fort Bragg, Ukiah, Marysville, Rose- 
ville, Sacramento, Woodland, Healdsburg, Santa Rosa, Napa, Petaluma, 
Vallejo, San Rafael, Mill Valley, Martinez and Oakland, Calif.; (5) be- 
tween San Francisco and Los Angeles via Redwood City, Palo Alto, 
Mountain View, Santa Clara, San Jose, Los Gatos, Santa Cruz, Watson- 
ville, Gilroy, Hollister, Salinas, Monterey, Gonzales, King City, Paso 
Robles, Atascadero, San Luis Obispo, Santa Maria, Lompoc, Santa 
Barbara, Ventura, Oxnard, Santa Paula, and Fillmore, Calif. 


He recommended a grant of three-year authority for trans- 
portation of persons, property and mail to Empire Airlines, over 
the following routes: (1) Between Spokane, Wash., and Reno, 
Nev., (a) via Coeur d’Alene, Ida., Colfax, Wash., Moscow and 
Lewiston, Ida., Walla Walla, Wash., Pendleton, La Grande, 
Baker and Ontario, Ore.; Nampa and Boise, Ida., and Winne- 
mucca, Nev., and via Lewiston and Boise, Ida.; (2) between 
Boise and Idaho Falls, Ida., via Gooding, Twin Falls, Burley 
and Pocatello, Ida., and between Walla Walla and Wenatchee, 
Wash., via Pasco, Sunnyside, Toppenish, Yakima and Ellens- 
burg, Wash. 

Referring to the list of intermediate points in the routes 
recommended for Southwest Airways, the examiner suggested 
that pick-up service only be provided to the following com- 
munities in that list: Sequim, Kirkland, Snohomish, Arlington, 
Kent, Auburn, Puyallup, McCleary, Elma, and Montesano, 
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Wash.; St. Helens, Hillsboro, Forest Grove, Newberg, Wood- 
burn, Silverton, Independence, Junction City, and Reedsport, 
Ore., and Yreka, Weed, Fortune, Scotia, Corning, Healdsburg, 
Mill Valley, Redwood City, Los Gatos, Gonzales, Atascadero 
and Fillmore, Calif. He proposed further provisions that South- 
west’s certificate require that stops be scheduled at any two 
intermediate points on all flights on route 2, at Aberdeen, Ray- 
mond, Ilwaco, Astoria or any other two intermediate points on 
route 3, at any five intermediate points on route 4, and at 
any four intermediate points on route 5; that all schedules must 
be physically capable of performance; that no scheduled stops 
be flown over before the appointed time of arrival, and that 
no landings be required if no passengers are available. 

The board, he said, should approve the consolidation of 
Southwest Airways Co., Southwest Airways, Inc., and South- 
west Airways Corporation, and should not permit any certificate 
granted to Southwest to become effective until after consum- 
mation of such consolidation. 


Zimmerly Control of Airline 


Noting that Zimmerly was a “fixed base” operator in Idaho 

who had organized Empire Air Lines, Inc., that he had sub- 
scribed to $85,000 worth of stock out of a total subscription 
of $340,000 of Empire stock, and that operation of the airline 
independently of the fixed base operation was planned, the 
examiner said that, since the fixed base operation would not 
be in competition with the airline, the board approve control of 
Empire Airlines by Zimmerly “subject to the condition that 
all contracts, leases, and agreements between the fixed base 
operation and the airline be submitted to the board for ap- 
proval.” 
; Examiner Ruhlen also recommended severance from the 
instant proceeding of the applications of Roy F. Owen Co., 
docket No. 1280, and Western Washington Airways, docket No. 
— = reassignment of those applications for hearing at a 
ater date. 


Other applicants for which rio grants of new or additional 
authority were recommended were: Coast Aviation Corpora- 
tion, applicant in No. 993; Los Angeles Airways, Inc., in No. 
1408; Nevada Pacific Airlines, Inc., in No. 1295; The Ryan 
School of Aeronautics, in No. 1364; Ryan Aeronautical Co., 
in No. 1372; Transcontinental & Western Air, in No. 1037 and 
1637; and West Coast Airlines, in No. 436. 

The examiner observed, in discussion of the application 
of American in No. 1469, that Western, United and T. W. A. 
now provided air transportation between Los Angeles and San 
Francisco, and that the latter three carriers opposed the 
application of American. He said the record was convincing 
that the Los Angeles-San Francisco route segment would de- 
velop a “very substantial” traffic volume in the post-war era. 


Experience of Southwest Co. 


Southwest Airways Co., he said, had been incorporated in 
June, 1941, under Arizona laws, to handle the training of Royal 
Air Force cadets under a contract made with the United King- 
dom by Southwest Airways, Inc. He added that operations 
under the British contract began at Falcon Field, Mesa, Ariz., 
in September, 1941. He said that Leland Hayward, chairman 
of Southwest’s board of directors, had been a private flier 
since 1932, had held a commercial license for many years, and 
had been a member of the board of directors of T. W. A. 
from 1939 to 1942. He stated that John H. Connelly, president 


and director of Southwest, had been a pilot in the U. S. Air | 


Corps in 1919, had been associated with the Civil Aeronautics 
Administration in the flight test division from 1937 to 1940, 
and had been general manager of all of Southwest’s activities 
since the original organization was formed in 1940. The ex- 
aminer said that James G. Ray, vice president of Southwest, 
had been vice president in charge of operations for Pitcairn 
Aviation when its original New York to Miami routes were 


established, had been vice president of the Autogyro Co. of i 


America from 1928 to 1937, and had joined All American 
Aviation in 1938 as vice president in charge of operations, where 
he had assisted in developing pick-up air mail and express 
routes. 


Albert L. Zimmerly, the examiner said, had over 5,500 


flying hours logged over the area to which he proposed service | 


in No. 1268; had been engaged in the war training program 
of pilots from 1939 to 1944, and had engaged in charter flying, 
airplane and airplane motor repair. 

“Zimmerly has never had an injury to a student or pas- 
senger and built his business up from a single-plane operation 
in 1934 owned: jointly with his brother to its present propor- 
tions as an army training school and intrastate local operator,” 
said the examiner. 
as president of Empire Air Lines to which he will assign any 





“Zimmerly has incorporated and will act | 





July 


cert 
succ 


U. 


cont 
Ter! 
tion: 
Wre 
Boa 
ceed 
to e€ 
and 


Haw 
Airl 
of / 
Aer¢ 
own 
own 
that 
San 
rout 
also 
west 
The 
had 
unde 
Fra 
Ang 
tinu 
tran 
in it 
envi 
to el 


Panie 


= 
effect 
trans 
appea 
sO m 
busin 
of ir 
is a 
confi 

V 
publi 
the e 
tutior 
of its 
using 
with 
Over 





LD 


00d- 
ort, 
urg, 
dero 
uth- 

two 
Ray- 
Ss on 
d at 
must 
stops 
that 


n of 
yuUth- 
ficate 
sum- 


[daho 
sub- 
iption 
irline 
|, the 
d not 
rol of 
. that 
base 
r ap- 


n the 
» Co., 
at No. 
Pet a 


tional 
rpora- 
n No. 
Ryan 
i. ©6., 
7 and 


ication 
W. A. 
id San 
d the 
yincing 
ld de- 
ir era. 


ated in 
' Royal 
| King- 
rations 
, Ariz., 
airman 
e flier 
rs, and 
W. A. 
esident 


S. Air } 


mnautics 
o 1940, 
tivities 
[he ex- 
ithwest, 
Pitcairn 
25 were 
Co. of 
merican 
;, where 
express 


ar 5,500 
| service 
program 
r flying, 


or pas- 
peration 
propor- 
erator,” 
will act 
sign any 





acianiheanti te 


ees 





July 21, 1945 


certificate obtained in this proceeding. All of the directors are 
successful business or professional men in the northwest... .” 


U. S..Hawaiian Air Route 


Service of United Air Lines, Inc., now extending across 
continental United States, would be projected to Honolulu, 
Territory of Hawaii, from San Francisco, under recommenda- 
tions made in a proposed report by Examiners Thomas L. 
Wrenn and Lawrence J. Kosters, of the Civil Aeronautics 
Board, in “Docket No. 851 et al., the Hawaiian Case,” a pro- 
ceeding involving applications of six companies for authority 
to engage in air transportation between the U. S. mainland 
and Hawaii. 

The examiners recommended denial of the applications of 
Hawaiian Airlines, Ltd., Matson Navigation Co., Northwest 
Airlines, Inc., Western Air Lines, Inc., and the Ryan School 
of Aeronautics, and dismissal of an application of the Ryan 
Aeronautical Co. for approval of its control of its wholly- 
owned subsidiary, the Ryan School of Aeronautics, through 
ownership of all the stock of the latter. The examiners noted 
that Hawaiian, Matson, Western and United sought routes from 
San Francisco and Los Angeles to Honolulu; that Ryan sought a 
route from Los Angeles only; that Matson proposed service 
also from Seattle, Wash., and Portland, Ore., and that North- 
west applied solely for routes from those two ports to Honolulu. 
They noted that service between the United States and Hawaii 
had been provided in the past by Pan American Airways, 
under its certificate authorizing air transportation between San 
Francisco and the Orient, and between that city and Los 
Angeles and Auckland, New Zealand; that this service was con- 
tinued until December 7, 1941, when all of Pan American’s 
trans-Pacific operations were suspended, and that Pan American, 
in its plans for resumption of commercial service to Hawaii, 
envisaged the use of large aircraft making possible low rates 
to encourage mass transportation of business and tourist travel. 


Need for Competition 


In concluding that there should be competition for Pan 
American in the service to Hawaii, the examiners discussed 
potential traffic of Hawaii and the mainland and cited a state- 
ment of the C. A. B. that “the stimulus imparted to the ener- 
getic management under a sound competitive system would 
insure the establishment of a fare level for international service 
which would result in maximum development of traffic poten- 
tial.” 

“California and the territory it serves as a gateway,” the 
examiners said, in rejecting proposals for routes from the 
Pacific northwest, “has a greater community of interest with 
Hawaii as reflected in terms of traffic flow than does the 
Pacific northwest. It is further apparent that the California 
gateway offers the shortest routing to the populous centers of 
the east and therefore will continue as a gateway used by 
most of the traffic between the mainland and Hawaii.” 


The examiners. said it was essential that the carrier selected 
for the route to be operated in competition with Pan American 
be one whose strength and ability to operate on an eco- 
nomically sound basis was established. It said that Hawaiian 
Airlines now operated over a 356-mile ‘route in Hawaii, and 
that operation of a 2,400-mile route in competition with Pan 
American and surface carriers would be “a change of great 
magnitude in its operations.” 


Steamship Application 


With respect to the application of Matson Navigation Co., 
a steamship line, the examiners said: 


In view of the contention of Matson that the evidence it submitted 
shows that it can use aircraft to public advantage in compliance with 
section 408, the success or failure of its case does not turn upon the 
issue of whether such a showing must be made and further discussion 
would be in the nature of dictum. Likewise there can be no denial 
of Matson’s contention that the act does not prohibit steamship com- 
panies from engaging in air transportation. ... 

The dual operation proposed by Matson could have an adverse 
effect both on the development of air transportation and steamship 
transportation. It is inconceivable that the boats will not continue to 
appeal to many travelers, particularly if Matson continues to devote 
sO much energy and ingenuity to the improvement of the steamship 
business as in the past. On the other hand, if engaged in both phases 
of transportation, Matson might be in conflict with itself and there 
is a question as to which interest would prevail in the event of a 
conflict of policies. ... 

While competition is to be authorized only when required by the 
public interest, it must be healthy competition and not destructive of 
the existing carrier. Otherwise the result would be merely the substi- 
tution of another carrier by a process of traffic starvation. Because 
of its dominant position Matson will continue to carry all the traffic 
using steamship transportation in the postwar period. This, together 
with authorization to engage in air travel, would give it an advantage 
Over Pan American which could not result from authorization of 
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another air carrier. Matson’s domination of freight transportation be- 
tween the mainland and Hawaii would permit it to exercise a per- 
suasive influence over its freight consignors and consignees with respect 


to air passengers traveling for or on their behalf.. The same is true 
with respect to air cargo.... 


Reasons for Selecting United 


Narrowing down their choice of carriers to Western or 
United, the examiners chose United for reasons stated, in part, 
as follows: 


Seventy per cent of the mainland firms having branch offices or 
representatives in Hawaii are located in cities served by United as 
compared with 25 per cent in cities served by Western, and that 79 
per cent of the passport applications from 1934 to 1938 were from 
residents of cities served by United as compared with 25 per cent 
from residents of cities served by Western. As pointed out heretofore, 
43 per cent of the past traffic came from the Pacific Coast area which 
United serves by its route No. 11 and the next greatest flow of travel 
in the past has been from the Chicago and New York areas which 
United directly serves. United can also provide one-carrier service from 
Seattle and Portland to Hawaii whereas Western could not furnish such 
service. One of the important factors in reaching the conclusion that 
the service should not be authorized directly from Seattle and Portland 
to Hawaii was the fact that one carrier service can be provided by 
way of San Francisco without disadvantage to the public. This ability 
to serve the public interest is in itself a factor of sufficient importance 
to warrant the selection of United. ; 

The argument of Western with respect to disturbing the competitive 
balance among the transcontinental carriers is contrary to the Board’s 
action in the North Atlantic Route case, wherein one transcontinental 
carrier was authorized to engage in international operations under its 
own name while another was authorized to engage in such operations 
through a subsidiary. If there is merit to the argument that the com- 
petitive balance among transcontinental carriers should be maintained, 
this would seem to be a factor favoring United in the instant proceed- 
ing, for an extension of its service to Hawaii would in part restore 
a competitive balance among United, TWA and American. United’s 
transcontinental competitors will probably tend to favor Pan American 
in routing Hawaiian passengers originating on their systems. 

Since one of the predominant factors in concluding that the pro- 
posed service should be authorized is the provision of a competitive 
service, the carrier best qualified to provide the refinements of service 
and the healthy competition contemplated under the act should be 
selected. Obviously, United is in better position to do that than is 
Western. Likewise United is better able to meet the competition of 
Pan American and surface carriers for traffic to Hawaii than is 
Western. Since the public interest is the test which must be applied, 
obviously the carrier which can best serve the public should be selected. 
Consideration of the foregoing contentions of United and Western, in 
the light of the requirements of the public interest, leads to the con- 
clusion that United can better serve the public interest on the proposed 


service than can Western or any of the other applicants and should 
be authorized to conduct the service. 


Competition on Foreign Air Routes 


By the authorization of competitive airline service on air 
routes across the north Atlantic by the Civil Aeronautics Board, 
with the President’s approval, the “monopoly” of Pan American 
Airways in foreign air carrier service had been “wounded,” and 
such a monopoly, “like the monsters of old,” was most danger- 
ous when it had been wounded, said Senator Langer, of North 
Dakota, in an address in the Senate, commenting on the decision 
in the north Aflantic air route case (see Traffic World, July 7, 
p. 41, and July 14, p. 111). 

Senator Langer congratulated President Truman for “his 
timely release’ of the north Atlantic air route decision. He 
said this action would bring “the wrath of Pan American and 
its supporters” on the President’s head, but that “to have de- 
layed longer would only further prejudice the United States’ 
position in the foreign markets, because while we were quibbling 
here, the British, the Dutch, the Swedes and others were extend- 
ing their lines all over the world.” 

After declaring that monopoly had never served the best 
interests of the people and that Pan American was no exception 
to that rule, Senator Langer said: 


Since its organization, Pan American has received greater payments 
from the government for the carriage of mail than all the great domestic 
airlines put together. Government payments to Pan American and its 
subsidiaries up to 1940 were approximately $85,000,000. During the same 
period the dividends paid by Pan American to its stockholders were 
greater than the aggregate paid by the domestic system. . . . When 
our government needed it most, it was found badly deficient. At the 


time of Pearl Harbor . . . Pan American had but seven airplanes fit for 
Over-ocean use. . 


Referring to a suggestion by one critic of the C. A. B. de- 
cision that Brigadier General Elliott Roosevelt, son of the late 
President, might have exercised undue influence in obtaining 
award of one of the trans-Atlantic routes to Transcontinental & 
Western Air, Inc. (see Traffic World, July 14, p. 111), Senator 
Langer said he did not think “that Elliott dictates the thinking 
of President Truman,” and that the decision was rendered 


‘“month’s after the death of Elliott’s father, the late President 
Roosevelt.” 
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Foreign Activities of C. A. A. 


Civil Aeronautics Administration officials, preparing for 
world-wide expansion of C. A. A. activities, are undertaking 
a series of foreign missions in rapid succession, according to 
a C. A. A. announcement. 

Deputy Administrator Charles I. Stanton and W. E. Jack- 
son, chief of the C. A. A. radio development section, would 
leave for England later this month to attend the Common- 
wealth and Empire Conference for Civil Aviation, the C. A. A. 
said. It announced that John E. Sommers, its aircraft control 
officer, would return soon from Spain, where he had served 
on an Air Transport Command committee negotiating with 
the Spanish government for improvement of the Madrid air- 
port “in the interests of U. S. military and civil air operations.” 
It said that Gilbert B. Smith, acting superintendent of safety 
regulation for the C. A. A. in its first region, would leave his 
New York post for an assignment as liaison officer with Lieu- 
tenant General Brett, commanding general of the Caribbean 
defense command, at Balboa, Canal Zone, where he would 
assist in matters affecting civil aviation in the Caribbean area; 
that Carl Posey, of the C. A. A. airports service, was com- 
pleting a mission as technical adviser on airport construction 
in Costa Rica, and that Claude Sterling and Leon Donnelly, 
of the C. A. A. safety regulation division, had returned from 
a preliminary study of air transport needs in Uruguay, in 
response to request of that country for technical aid in setting 
up a government-owned airline within Uruguay. 

Currently “flying ground the world on an inspection tour 
of Air Transport Command facilities with an eye to the post- 
war international needs of U. S. carriers,” said the C. A. A., 
were Fred Lanter, assistant C. A. A. administrator for safety 
regulation; James Kinney, acting director of flight operations 
service, and Chris Lample, acting director of air navigation 
facilities service. 

The C. A. A. stated that it planned establishment of C. A. A. 
offices in London, Stockholm, Lisbon, and San Juan (Puerto 
Rico) in the current fiscal year, and that, if sufficient funds 
were appropriated, it hoped to set up offices at 17 foreign 
points by July, 1947. 


Baltimore and Foreign Air Traffic 


Senator Tydings, of Maryland, announced on July 16 that 
he and Senator Radcliffe, of Maryland, had conferred that day 
with Chairman Pogue, of the Civil Aeronautics Board, with 
respect to, as the Maryland senators termed it, the “gross in- 
justice” of the exclusion of the city of Baltimore from the list 
of cities designated in the north Atlantic air route decision of 
the C. A. B. as U. S. termini for trans-Atlantic routes (see 
Traffic World, July 7, p. 41). 

Senator Tydings said that ‘“Baltimore’s ranking position as 
a port in the United States” was called to Mr. Pogue’s atten- 
tion; that he and Senator Radcliffe had asked Mr. Pogue if the 
C. A. B. order could not be modified, and that the C. A. B. 
chairman had said this could not be done except by rehearing. 
The announcement continued, in part, as follows: 


Further exploring the matter, the Maryland senators developed the 
point that it could be done by a regulation of the Civil Aeronautics 
Board, by having Baltimore included in the greater Washington area. 
This was possible because the airport is located between Baltimore 
and Washington and hence serves both cities. Mr. Pogue brought out 
that the designation of Washington as a terminal did not mean that 
the terminal here would be confined to the Washington Airport service 
but that under C. A. B. practices the port of Baltimore could be 
included by regulation in the order.... 


At the office of Chairman Pogue it was stated, July 18, 
that Mr. Pogue had advised the Maryland senators that the 
C. A. B. had not approved Senator Tydings’ proposal for inclu- 
sion of Baltimore in the “greater Washington” area, but that 
it suggested that the city of Baltimore file with the board a 
petition for designation of that city as a north Atlantic air route 
terminal. 

A C. A. B. spokesman said that the board had no precedent 
for designation of one airport to serve two cities as widely 
separated as Baltimore and Washington, and that, by filing a 
petition for separate consideration as an airport terminal, it 
might succeed in obtaining designation as a foreign air traffic 
gateway in its own right. 





AIRLINE REVENUE DATA 


Net operating revenue obtained by the 19 domestic air 
carriers, including All American Aviation, Inc., Caribbean At- 
lantic Airlines and Hawaiian Airlines, in April totaled $4,014,994, 
representing an increase of $1,897,345 over April, 1944, accord- 
ing to the Civil Aeronautics Board. 
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Revenue miles flown in April, it said, totaled 16,174,858, 
as against 10,053,922 in the same month last year. April oper- 
ating revenue totaling $17,355,567 comprised $13,031,727 from 
passenger service, $3,006,557 from mail, $1,012,222 from ex- 
press and freight, and $305,061 from “all other” sources. The 
operating revenues for April, 1944, totaled $11,079,903 and 
included $7,949,395 from passenger service, $2,284,862 from 
mail service, $591,331 from express and freight, and $254,315 
from ‘all other” sources. April operating expenses amounted 
to $13,340,573, as against $8,962,254 in the same month of 
1944. 

For the year ended April 30, 1945, the net operating rev- 
enue for all domestic airlines was $43,225,932 as compared with 
$24,372,072 for the preceding 12 months. Express and freight 
revenues in the year ended with April, 1945, totaled $9,814,470, 
as against $7,959,131 in the preceding year. Operating expenses 
increased from $104,016,940 to $138,612,526. 


Air Certificate Applications 


Columbian Air Lines, Inc., of Chicago, has asked the Civil 
Aeronautics Board for authority to engage in scheduled air 
transportation of persons, property and mail over six routes 
between points in Nebraska, Iowa, Illinois, Indiana, Ohio and 
Missouri. The application, signed by Roger W. McCormick, 
president of the applicant, is docketed as No. 1963. 

Routes proposed in the application are as follows: 


(1) Between Omaha, Neb., and Cincinnati, O., via Des Moines and 
Burlington, Ia., Galesburg, Peoria, Bloomington and Danville, Il., 
and Indianapolis, Ind.; (2) between Chicago and Kansas City, Mo., via 
Bloomington, Peoria, Galesburg and Quincy, Ill., and Moberly, Mo.; 
(3) between Terre Haute, Ind., and Cleveland, O., via Indianapolis, 
Anderson-Muncie-New Castle, Ind., and Lima, O.; (4) between Chicago 
and St. Louis via Bloomington, Decatur and Springfield, Ill.; (5) 
between Chicago and Omaha, via Clinton, Cedar Rapids and Des 
Moines, Ia., and (6) between Chicago and Sioux City, Ia., via Rockford, 
Ill., and Dubuque, Waterloo and Des Moines, Ia. 


In No. 1954, Alaska Airlines, Inc., has asked the C. A. B. 
for an exemption order authorizing transportation of persons 
and property between Anchorage and Juneau, Alaska, via Cor- 
dova and Yakutat, with the condition that applicant be pro- 
hibited from engaging in local air transportation between An- 
chorage and Cordova. 

In No. 1955, Jim Dodson Air Service, of Fairbanks, Alaska, 
requests authority to transport persons, property and mail 
between Fairbanks and Nulato, Alaska, via various interme- 
diate points, and for extension of its route between Fairbanks 
and Ruby, back to Fairbanks, with Holy Cross as a new inter- 
mediate point. 

Mid-Continent Airlines, Inc., in an application docketed as 
No. 1956, asks authority to serve Springfield, Mo., Little Rock 


and El Dorado, Ark., and Monroe and Baton Rouge, La., on 
route No. 6. 


_ _ By orders of the C. A. B., parts of applications of several 
airlines have been severed from those applications and assigned 
new docket numbers, as follows: 


No. 1957, assigned to part of application of American Airlines, 
Ine., in No. 932, proposing addition of Wilmington, Del., as inter- 
mediate point between Baltimore and Philadelphia, and extension of 
route 25 from Washington, D. C., to New York-Newark; No. 1958, 
assigned to part of application of Chicago & Southern in No. 1198, 
proposing service between Washington, D. C., and New York; No. 
1959, assigned to part of application of Eastern Air Lines in No. 1067 
proposing service between Roanoke, Va., and New York-Newark, be- 
tween Roanoke and Pittsburgh, Pa., and between Pittsburgh and 
Philadelphia; No. 1960, assigned to part of application of James B. 
Maguire, Jr., of Jenkintown, Pa., in No. 1729, proposing service between 
Philadelphia, Pa., and Savannah, Ga., and No. 1961, assigned to part 
of application of Pennsylvania-Central Airlines Corporation in No. 
1013, proposing service between Washington and Chicago, between 
Birmingham and New Orleans, between Washington and Miami and 
between Norfolk, Va., and Miami. 





TRANS-MARINE AIRLINES INQUIRY 


The Civil Aeronautics Board has instituted an investigation, 
in a proceeding docketed as No. 1967, to determine whether 
Trans-Marine Airlines, Inc., of New York, has failed to comply 
with the certificate requirements of section 401 of the civil | 
aeronautics act “or any requirement established pursuant 
thereto.” 

In its order instituting the inquiry (serial No. 3842), 
the board said that Trans-Marine Airlines was engaged in the 
solicitation and carriage by aircraft of persons and property 
for compensation or hire, in interstate commerce; that such f 
activities might constitute it an air carrier within the meaning 
of the civil aeronautics act, and that there was reason tof 
believe that the conduct of such service might be in violation f} 
of the provisions of the act, particularly section 401(a). i 
i 
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Howard J. Peterson has been ap- 
pointed assistant general freight agent, 
Toledo & Western Railroad, with head- 
quarters at Chicago, succeeding Mack 
Hulse, resigned. C. C. Proctor has been 
appointed general agent, with headquar- 
ters at Wichita, Kan., succeeding Mr. 
Petersen. 

* * * 

W. G. Wagner, 79, freight traffic man- 
ager for the Burlington Road until his 
retirement in 1936, died July 17 at Bur- 
lington, Iowa, following a brief illness. 
He had joined the Burlington in 1883 
as a Western Union messenger at Shen- 
andoah, Iowa. 

* * 

E. Reed Freeman, 68, traffic manager, 
Perfection Stove Co., Cleveland, died 
suddenly on July 17 following a heat 
attack. He had been with the company 
35 years. 

* * * 

T. J. Barron has been appointed freight 
claim agent, Western Maryland Railway 
Co., with headquarters at Baltimore, 
Md., succeeding K. E. Hamlin, who will 
retire August 1 after 44 years of service. 

* * * 


Albert J. Earling has been appointed 
vice-president, traffic, Chicago and 
Southern Air Lines, Inc., to succeed 
D. D. Walker, resigned. H. R. Bolander, 
Jr., has been appointed to the newly 
created office of vice-president, admin- 
istrative. Richard S. Maurer has been 
appointed assistant general counsel and 
secretary of the company. 

* * * 


Harry J. Randall and Louis A. Holt 
have been appointed city freight agents, 
Detroit and Cleveland Navigation Co., 
with headquarters in Detroit. 

* * ok 


Howard Kennedy has been promoted 
from Washington regional traffic man- 
ager-for Pennsylvania-Central Airlines 
to assistant to J. J. O’Donovan, vice- 
president. Betty Lou Taylor has been 
promoted from the information and 
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routing department to New York traffic 
representative. 
* * * 

P. A. Doran has been appointed com- 
mercial agent at Norfolk, Va., for the 
Virginia Railway Co. 

* * * 

J. C. Ellington has been appointed to 
the newly created position of industrial 
commissioner of the Milwaukee Road, 
with headquarters in Chicago. He will 
have charge of industrial development 
and will handle company real estate. The 
office of real estate agent, which Mr. 
Ellington filled since 1920, has been 
abolished. 

ok * * 

Flint L. Wemple, 74, traffic manager 
for the Mexico & Cuba divisions, Wells 
Fargo & Co., died July 15 in New York 
following a brief illness. Mr. Wemple 
was a member of the Traffic Club of 
New York. 

* * * 

Julius W. Bourscheidt has been ap- 
pointed treasurer, St. Louis Southwest- 
ern Railway Lines, succeeding Charlton 
Messick, who died July 2. Sterling Baker 
has been named auditor to succeed Mr. 
Bourscheidt, and Vern L. Gish appointed 
auditor of disbursements to succeed Mr. 
Baker. 

* * * 

Porter E. Perry, director of transporta- 
tion, Jeffersonville, Ind., Quartermaster 
Depot, has been promoted to the rank 
of major. Before joining the army, Mr. 
Perry was assistant general traffic man- 
ager, Kraft Cheese O°. 


Maj.-Gen. Clarence H. Kells, former 
commanding general of the San Fran- 
cisco Port of Embarkation, has assumed 
command of the New York Port of Em- 
barkation, succeeding Maj.-Gen. Homer 
M. Groninger, who now commands the 
San Francisco port. 

* * * 

John F. Forsyth, traffic representative 
for Transcontinental & Western Air at 
New York City, has been appointed dis- 
trict manager for T.W.A. in Philadelphia. 

* * * 


The Propeller Club, Port of Baltimore, 
will hold its next meeting Aug. 15 at the 
Hillendale Country Club. 


* * * 


Charles V. Shannon, who resigned re- 
cently as general counsel of the Federal 
Power Commission, has become a mem- 
ber of the law firm of Wheat, May and 
Shannon, Washington, D. C., and San 
Francisco, Cal. 

* * * 

The Norfolk & Western Railway Co. 
announces five changes in its operating 
department. C. H. Hale has been ap- 
pointed assistant trainmaster at Iaeger, 
W. Va. O. E. Mullins succeeds Mr. Hale 
as general yardmaster at Wilcoe, W. Va. 
W. R. Witt succeeds Mr. Mullins as 
yardmaster at Auville, W. Va. W. R. 
Peraldo succeeds Mr. Witt as assistant 
yardmaster at Auville. S. E. Stanley, 
relief assistant yardmaster at Auville, 
succeeds Mr. Peraldo as assistant yard- 
master at Wilcoe. 

* * * 


C. J. Morse has been elected president 
of the Motor Carrier Club of St. Louis, 
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Mo. J. A. Dirnberger has been elected 

vice-president, and E. C. Rotramel, sec- 

retary-treasurer. 
* * * 

Richard R. Lillis, who recently re- 
signed as traffic manager and member of 
the board of directors, War Forward- 
ing Corporation, has been appointed as- 
sistant vice-president of foreign traffic, 
Judson Sheldon Division of the National 
Carloading Corporation. 

* 


W. H. Tudor has been assigned as a 
field application engineer to the indus- 
trial power division, International Har- 
vester Co., Chicago. Mr. Tudor _ will 
work with railroads in developing the 
use of crawler tractors, wheel tractors, 
and power units on railroad jobs. 


The Alumni Association of the College 
of Advanced Traffic, Chicago, will hold 
a golf outing Aug. 4 at the Big Oaks 
Country Club. 

* * * 

W. R. Martin has been reappointed 
for another six-year term to the board 
of harbor commission, Long Beach, Cal., 
by action of the city council July 10. 
Mr. Martin is a director of the American 
Port Authorities and of the California 
Association of Port Authorities, and vice- 
president and director, Pacific Coast 
Authorities. 


The Junior Traffic Club of Chicago has 
obtained an agreement from traffic 
schools of Chicago to furnish instruction 
in traffic and transportation courses on 
a group basis at a reduced rate. Club 
members are being querried as to what 
classes they may wish to join. J. R. Tas- 
cikis head of the educational committee. 


The Nashville, Tenn., Traffic and 
Transportation Club held its annual pic- 


nic at the Rawlings on Maribone Lake 
July 20. 


Captain John Joseph Collins of the 
U. S. Army spoke on “Experiences on 
Okinawa” before a luncheon meeting of 
the Los Angeles Transportation Club 
July 16 at the Biltmore Hotel. The club 
held a golf tournament July 20 at the 
Southern California Country Club. 


The Traffic Club of St. Louis will hold 
a golf outing July 24 at the Norwood 
Country Club. R. L. Wyatt is chairman 
of the golf committee. 


A military show sponsored by Shell 
Oil Co., Inc., appeared before the July 
17 meeting of the Oakland, Cal., Traffic 
Club. 


The Worcester, Mass., Traffic Associa- | 
tion will hold its annual outing Aug. 6 at 
the Wachusett Country Club, West ff 
Boylston, Mass. Walter Nelson is chair- 
man of the general committee. 


The Traffic Club of Jacksonville, Fla., 
postponed its picnic scheduled to be held 
July 21, until such time as the club can 
be assured of a good crowd. J. R. Stan- 
field is chairman of the entertainment 
committee. 
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N. A. R. U. C. Convention Canceled 


Ben Smart, secretary of the National Association of Rail- 
road and Utilities Commissioners, has announced that the ex- 
ecutive committee of the association has decided to omit the 
1945 convention of the N. A. R. U. C., because of “the very 
difficult transportation situation which now exists and the even 
.more serious situation which the committee was advised would 
prevail in the future.” 

Mr. Smart said that this action by the executive committee 
followed the reading by Commissioner Aitchison of a letter 
addressed to him by Director Johnson, of the Office of Defense 
Transportation, outlining the present and prospective transpor- 
tation situation. . 

The committee, according to Mr. Smart’s announcement, 
adopted a resolution pledging support to Director Johnson and 
commending him for “his courageous, dynamic and efficient 
direction and control of transportation problems since he as- 
sumed office as director’; a resolution expressing sorrow on 
the death of Frank B. Warren, former assistant general solic- 
itor of the N. A. R. U. C.; a similar resolution on the death of 
Amos A. Betts, who was a member of the Arizona commission 
and a former president of the N. A. R. U. C.; a resolution op- 
posing H. R. 3262, a bill to extend so-called 13th section powers 
of the Commission to intrastate motor carrier rates; a resolu- 
tion instructing the general solicitor of the association to dis- 
tribute to its member commissions a summary statement about 
the administrative procedure bills pending in Congress, and 
a resolution on the subject of federal aviation bills, declaring 
opposition of the association to “any legislation which will 
operate to destroy or interfere with the right of the states to 
regulate the rates and services of air carriers operating in 
intrastate commerce” and authorizing association officers to 
“determine the propriety of formulating and sponsoring federal 
legislation amending and clarifying the civil aeronautics act 
. . , for the purpose of safeguarding state economic regulation 
of intrastate air commerce.” 


Northwest Shippers’ Board 


The Northwest Shippers’ Advisory Board will meet at the 
Hotel Duluth, Duluth, Minn., on July 26. There will be a lunch- 
eon at noon, at which L. B. daPonte, general counsel, Northern 
Pacific Railroad, will speak on “Legislation Affecting Transpor- 
tation.” The luncheon will be sponsored by the Chamber of 
—* of Duluth, and the Duluth-Superior Transportation 

ub. 

J. George Mann, general chairman, will preside at the busi- 
ness session. P. F. Scheunemann, chairman, will report for the 
executive committee. George H. Shafer, alternate general 
chairman, will report on activities of the National Association 
of Shippers’ Advisory Board. National transportation and car 
supply conditions will be summarized by R. E. Clark, manager, 
car service division, Association of American Railroads. W. M. 
Cristel will report for the railroad contact committee. O. W. 
Galloway, chairman, central committee on car efficiency, will 
report on his committee’s work. A report on complete car un- 
loading committee affairs will be made by T. E. Hawk, chair- 
man. The legislative committee report will be delivered by 
W. L. Sewrey, chairman. E. G. McGovern, chairman of the 
freight loss and damage committee, will present a resume of 
the April perfect shipping month campaign. H. L. Bateman 
will report on L. C. L. transportation committee matters. R. F. 
Edberg, chairman, will report for the passenger transportation 
committee. A. E. A. Carlson, chairman, will present the motor 
transport committee report. The following state vice-chairmen 
will report: Minnesota, G. H. Westberg; Montana, H. B. 
Shaefer; North Dakota, R. F. Gunkelman; South Dakota, L. R. 
Girton. W. L. Harvey, district manager, will report. 





HIGHWAY CARRIERS BUREAU 


The Highway Carriers Over & Short Bureau, Kansas City, 
Mo., has elected Leonard Ligeko, Felten Transport Truck Lines, 
president, to succeed W. H. Arnold, Byers Transportation Co. 


The bureau is composed of claims representatives of the motor 
transport carriers. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


Clinton S. Abernathy, Los Angeles, Calif.; Donald Allan Cameron, 
Lynbrook, L. I., N. Y.; Alvin B. Christiansen, San Francisco, Calif.; 
Walter Richard Deevy, New York, N. Y.; William Francis Doyle, New 
York, N. Y.; Robert A. Geisness, Olympia, Wash.; Raymond F. Hall, 
Kansas City, Mo.; Mary Virginia Johnston, Kansas City, Mo.; Samuel 
Rufus King, Philadelphia, Pa.; Frank Loughran, San Francisco, Calif.; 
Emmet Wendell Nelson, Los Angeles, Calif.; William F. Noll, Newark, 
N. J.; J. Francis O’Neill, Kansas City, Mo.; Ralph W. Reich, Patchogue, 
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L. I., N. Y.; Phillip Riesel, New York, N. Y.; Josiah Johnson Russell, 
III, Alhambra, Calif.; Frank G. Swett, New Hyde Park, N. Y.; James 
Barnhard Wayman, Cincinnati, O.; John D. Williams, Portland, Ore.; 
and William W. Wolyn, Burbank, Calif. 


Cc. A. B. DIRECTORSHIP ORDERS 

The Civil Aeronautics Board has issued orders approving 
“interlocking relationships” existing through the holding by 
Walter S. McLucas of the positions of director of American 
Airlines, Inc., while serving also a director of the Pere Mar- 
quette Railroad Co. and of the Detroit & Cleveland Navigation 
Co., and through the holding by Travis Oliver of the positions 
of director and treasurer of Delta Air Corporation while serving 
also as director of the Arkansas & Louisiana Railway Co. 


C. A. A. LANDING FIELDS OFFER 


The Civil Aeronautics Administration has announced that 
it is offering to turn over to commercial operators a total of jf 
231 intermediate landing fields now held by it under leases, 
running over periods of five to twenty years, from municipal- 
ities, counties, chambers of commerce, states, and private 
individuals. 

The C. A. A. said it could not sublet these fields and that, 
therefore, interested prospective operators would have to take 
over the leases themselves, if the owners permitted, or buy the 
land outright. It stated that it now heads a total of 42,000 
acres leased for intermediate fields, and that the annual rental 
it paid averaged $1,000 a field. It added that most of the 
fields were grass-surfaced; that a few had paved runways; 
that all were lighted; that the facilities usually included a re- 
volving beacon on or near the fields, as well,as telephone 
service, but that fuel pumps usually were lacking, and that 
the C. A. A. would require that the fields be available for 
night and day landings by aircraft in trouble. 

The National Aeronautics Association, commenting on the 
offer by the C. A. A., advised individuals interested in the 
offer to examine carefully the conditions under which the 
C. A. A. now held the fields in question. 


AIRPLANE PRICE CONTROL SUSPENSION 


Price Administrator Bowles has announced suspension by 
the O. P. A. of price control of airplanes and “most aircraft 
parts,” effective July 18. 

“This suspension,” he said, “is in line with O. P. A.’s | 
policy of suspending or ending price control over commodities | 
as soon as inflationary dangers are over in any commodity | 
field. The potential supply of airplanes and the aircraft parts 
affected by this action far exceeds demand.” . 

The suspension orders were designated as supplementary 
order No. 123, Suspension from Price Control of Aircraft and | 
Certain Aircraft Parts, and amendment No. 1 to supplementary 
regulation 14K to the General Maximum Price Regulation. 


SURPLUS TRANSPORT PLANES 


The Surplus Property Board has announced its allocation 
of five surplus transport planes of the Douglas DC-3 type and 
two of the Lockheed Lodestar type. 

Four of the DC-3 type planes, said the board, were allo- 
cated, one each, to the following domestic companies: North- 
west Airlines, Inc., Delta Air Corporation, Pennsylvania-Central 
Airlines Corporation, and Eastern Air Lines, Inc. A fifth DC-3 
type plane was allocated to a foreign applicant, TACA Airways, 
S. A., said the board. It added that of these five planes, three 
had been rejected by air lines to which they previously had been 
assigned, and the other two were declared surplus. 

The two airline-type Lockheed Lodestars, said the board, 
were allocated, one each, to William D. Pawley, U. S. ambassa- 
dor to Peru, and Owens-Corning Fiberglass Corporation. To 
date, continued the board, 163 Douglas DC-3 type transports 
had been allocated, of which 103 went to domestic air lines and 
60 to foreign air lines. 


AMERICAN AIRLINES FLAGSHIPS 

Daily American Airlines flagship service in Philadelphia, 
which was discontinued in 1942 when the company loaned a 
portion of its equipment to the government, was resumed July 
1. Flight 160, en route to New York, leaves Chicago at 7:15 
a. m. and arrives in Philadelphia at 3:38 p.m. The return flight 
161 leaves New York at 7:15 a. m., arrives in Philadelphia at 
7:58 a. m., and arrives in Chicago at 1:42 p. m. 


NEW NASHVILLE CITY AIRPORT 


Jim Gillespie, owner and operator of Gillespie Airways, 
this week sold his airport, located about two and one-half 
miles from downtown Nashville, Tenn., to the City of Nashville | 
for the sum of $65,000. The city’s plans for expansion of the | 
airport are said to include development of. an ‘elaborate air- | 
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park. Mr. Gillespie will continue to operate his flight school, 
repair shop and aircraft sales center from the airport until 
September 1. 


UNITED AIR TRAVEL FARE REDUCTION 


Another 4 per cent reduction in air travel fares, effective 
probably Sept. 1, has been announced by United Air Lines. The 
cut will bring United’s total basic fare reductions since Pearl 
Harbor to 24 per cent. The new reduction will be in one-way 
fares, making them slightly under 4% cents a mile. Round trip, 
circle trip and other discounts will be eliminated. 


500TH ROUND TRIP TO BERMUDA 


The 500th round-trip by clipper between the United States 
and Bermuda was scheduled to take place July 19, according to 
Pan American World Airways. The distance one way is 773 
miles and the flight time approximately five hours. The first 
Bermuda flight left on June 16, 1937. Approximately 50,000 
passengers have flown by clipper between the United States 
and Bermuda. 


Control of Exports and Imports 


The Chamber of Commerce of the United States, in a re- 
port on export controls, has expressed a belief that the Foreign 
Economic Administration may soon move toward reducing com- 
modities requiring export licenses and toward freeing many 
items from export control. 


Exporters were being deluged with inquiries for goods from 
all over the world, the U. S. Chamber said. 


“Although wartime controls are easing somewhat,” it stated, 
“exporters are still confronted with a variety of controls and 
restrictions. These include shortage of cargo space and uncer- 
tainty of ocean shipping; requirements of export licenses here 
and import licenses abroad; the “black list” and trading-with- 
the-enemy act restrictions upon commerce with certain foreign- 
ers; financial and credit risks, including the blocking of funds 
and “sterling area;” price controls in the United States apply- 
ing to export shipments; difficulties of obtaining supplies due to 
priorities and allocations; censorship requirements; disposal of 
U. S. surplus property abroad; diversion of business through 
lend-lease and state trading, including U. S. Commercial Co. 
activities.” 


The requirements and supply branch of the F. E. A. Bureau 
of Supplies has issued its current export bulletin No. 259, deal- 
ing with extension of BLT (blanket) license special provisions 
to cover certain tools, and current export bulletin No. 260, re- 
lating to the period of validity of licenses to export sugar, and 
various general license changes. 


Food Imports Control 


The Department of Agriculture has announced that it has 
made several changes, effective July 20, in food import regula- 
tions under war food order No. 63 to bring them in line with 
developments in the world food supply situation resulting from 
termination of the war in Europe. The department said it had 
continued previous controls on food imports and had extended 
controls to a few additional food items, and added: 


The list of foods under import control has been revised to include: 
tuna fish in oil or in oil and other substances; fish paste and fish sauce; 
crabmeat, including crab sauce and crab paste, canned; oysters, canned; 
razor clams, canned; clams (except razor clams) and clams in combina- 
tion with other substances (except clam chowder), canned; lobsters (in- 
cluding spiny lobsters and crawfish), canned; lobster paste and sauce; 
castor beans, and castor oil. ; 

Syrups and extracts for use in the manufacture of beverages have 
been deleted from the list, and in their place control will now be exer- 
cised over syrups, molasses, sugar-containing solutions, and sugar mix- 
tures, edible, derived in whole or in part from sugar or sugar cane, 
irrespective of sugar, invert sugar, or non-sugar content, whether added 
to or derived from the product. 

W. F. O.-63 import control of bone products has been limited to 
those used for feed or fertilizer. The War Production Board controls 
the importation of bone grist and ground bone for other uses, as well 
as all crude bones. 

Anchovies, either canned or not canned, have been removed from 
the list of controlled items. 

To insure that available sugar supplies are imported as sugar, rather 
than in some less needed form, the controls of the order have been ex- 
tended to cover the importation from all sources of sugar-containing 
products, composed of 50 per cent or more by weight of sugar, regard- 
less of the type of transportation used in shipment into the United 
States. 

To assure delivery of controlled foods to the countries to which 
allocation has been recommended, the U. S. D. A. has amended the im- 
port order to provide control over the importation of restricted foods 
which are purchased prior to the granting of an import authorization. 
Authorizations will not be granted to importers who anticipate receipt 
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(Circuit Court of Appeals, Ninth Circuit.) A stipulation of 
bill of lading that “prepaid freight is to be considered as earned 
on shipment of the goods and is to be retained by the carrier, 
cargo lost or not lost, or if there be a forced interruption or 
abandonment of voyage at a port of distress or elsewhere,” 
shifted from carrier to shipper the risk of forced abandonment 
of voyage. 

Ordinarily the maritime engagement becomes effective 
upon receipt and acceptance of goods by carrier, though bill of 
lading is not issued until later, and freight is considered earned 
though vessel did not break ground. 

In determining whether carrier’s agent arbitrarily con- 
tinued loading of cargo on ship which was to sail for Philippine 
Islands after receiving news of the Pearl Harbor attack, court 
should not find that course pursued was blameworthy merely 
because results were unfortunate. 

The shipper of cargo to Philippine Islands had right to 
demand of carrier after receiving news of the Pearl Harbor 
attack not infallibility, but exercise of a reasoned judgment 
of the situation as it appeared at the moment having regard 
to rights of all concerned. 

A carrier which was in process of loading cargo destined 
for Philippine Islands had discretion to complete the loading 
without waiting future developments in absence of contrary 
instructions from shippers, notwithstanding carrier received 
news of the Pearl Harbor attack, since such attack did not 
constitute automatically a restraint on shipping. 

Evidence failed to show that carrier acted unreasonably 
in continuing to load glassware destined for Philippine Islands 
after receipt of news of the Pearl Harbor attack, because the 
vessel was thereafter requisitioned by United States War Ship- 
ping Administration, and hence carrier could recover from 
shipper the earned freight. (De La Rama S. S. Co. vs. Ellis, 
149 Fed. Rep. 2d 61.) 





of authorization to import by purchasing foods which may have been 
recommended for allocation to countries other than the United States. 

Other changes include a specific statement that any import author- 
ization may be revoked at any time by the Director of Supply, C. C. C., 
UL. S. Department of Agriculture. The termination date for all War 
Production Board import authorizations on food issued when such food 


was subject to W. P. B. order M-63, unless other terminated, will be 
July 31, 1945. 


Exemptions from import control are now provided for food grown, 
produced, or manufactured in the continental United States, or food 
imported, which after being shipped out for storage, is returned. This 
replaces the exemption provided for consignments shipped out of the 


United States which were rejected and returned by the prospective 
purchaser. 


Ship Radio Operators’ Wages 


The National War Labor Board has denied a general wage 
increase to 3,500 ship radio operators in a directive order 
that resolved 34 issues covering all conditions of employment 
in dispute between 29 Atlantic and Gulf coast and 34 west coast 
steamship companies and the America Communications Associa- 
tion, CIO. 

_ The union proposed wage increases for radio officers on 
ships carrying one radio officer from $172.50 a month to $266 
a month and requested salaries of $266, $244, and $213 a month 
for the three ratings on cargo ships. 

A majority opinion, written by Nathan P. Feinsinger, said 
that while the board recognized the importance of services 
performed by ship radio officers, especially in war time “the 
narrow question before us is whether, under the wage policy of 
the board applied to the facts in this case, the demand for a 
wage increase is justified at this time.” The majority of the 
board, he said, found no such justification. 

The union presented four arguments in support of its de- 
mand for a wage increase, which were summarized in a dis- 
senting opinion by labor members Neil Brant and James A. 
Brownlow as follows: (1) there has been an increase in job 
content without an increase in the wage rate; (2) the wage 
rate is low in comparison with comparable work ashore in 
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the radio industry; (3) a wage rate increase is necessary to 
attract additional manpower for the effective prosecution of the 
war, and (4) an impending cut by the Maritime War Emer- 
gency Board in the war bonus justifies an increase to maintain 
existing living standards. 

The majority opinion said it had been found by the war 
shipping panel that “changes in job content had been adequately 
compensated for by prior increases up to 1942, the date of last 
contract, and that no substantial change in job content had 
occurred since that time.” 

Mr. Feinsinger said the board followed its principle that 
wage rates for shipping operations were to be determined 
independently of rates of shoreside operations and that “the 
circumstances of this case, although prima facie quite strong, 
did not justify a departure from that principle.” 

As to the claim that the case was “rare and unusual,” the 
majority opinion stated that ‘“‘the Board has established a def- 
inite procedure for determining whether manpower or other 
special requirements create such a ‘rare and unusual’ case as 
to necessitate an increase, which would not otherwise be justi- 
fied, for the purpose of aiding in the effective prosecution of 
the war. This procedure has not been followed in this case.” 

As to the fear that there would be a loss in take-home 
pay because of a contemplated reduction in the war bonus, 
the majority opinion pointed out that the union could raise 
this issue under the new contract. 

The board’s order provides that the contract may be 
reopened annually on September 30, or in the event of a 
change in the national wage stabilization policy, but eliminates 
the clause in the previous contract permitting a semi-annual 
wage review. 

The order, which was based on the recommendations of the 
war shipping panel of the board, covered all conditions of em- 
ployment and made basic wages and working conditions uni- 
form on both the east and west coasts. 

The Board increased subsistence and room allowances 
under the east coast contract from $3 and $2 a day to $3.50 
and $2.50, the amount paid on the west coast. It also directed 
uniform travel allowances. 

The union’s request for $1.35 an hour for overtime was 
denied, and an overtime rate of $1.25, an increase of 10 cents, 
was awarded. 

A supplemental order provided that all issues were to 
be effective on the first date of employment on or after June 11, 
with the exception of overtime rate, room and subsistent, sub- 
sistence allowances of $4 a day while traveling, and standby 
pay. These rates are retroactive to October 1, 1944, the ter- 
mination date of the previous contract. In lieu of the exact 
computation of the retroactive payment of the increased amounts 
ordered for room and subsistence, subsistence while traveling 
and standby pay, the parties may negotiate a lump sum pay- 
ment approximating such a computation. 


SEAMEN HONORED 

Three officers and seamen received the Merchant Marine 
Distinguished Service Medal, highest honor given a member of 
the merchant marine for outstanding conduct and bravery, and 
one man received the Meritorious Service Medal in June, the 
Maritime Commission and the War Shipping Administration 
announced July 17. 

Presentations of Mariner’s Medals to 19 injured seamen 
and 130 posthumous awards to the next-of-kin were reported. 
These awards are made by the Merchant Marine Medals 
Award Committee and are authorized by Congress under Public 
Laws 524 and 52. 


M. C. Shipyard Labor Report 


Labor efficiency in merchant shipyards has been steadily 
increasing since 1943, the Maritime Commission has announced. 
It said that 27 per cent more tonnage a man, a month, had 
been delivered in the first six months of 1945 than in 1943. 

“In 1943 an average working force of 673,300 employees 
built 6,810,800 lightship tons of vessels for Maritime Commis- 
sion account,” it said. “(Lightship tons indicate the weight of a 
ship if it were put on a scale and weighed.) This was an aver- 
age of 1,686 pounds of ship for each employee each month.” 

In 1944 an average wroking force of 606,382 employees 
turned out 7,018,500 lightship tons of vessels, or 1,929 pounds 
of ship for each employee each month, said the commission. 
It added that, early in 1945, Maritime Commission shipyards 
began to draw toward the end of some of the contracts and 
the delivery of vessels fell from a monthly average of 164 in 
1943 and 148 in 1944 to 115 during the first six months of 
1945. The decline in employment was even more marked drop- 
ping from an average of 673,300 in 1943 to 454,374 in 1945. To 
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offset this disproportionate decrease in employment, the em- 
ployees stepped up their productivity, and delivered 2,926,700 
lightship tons in first six months of 1945 or an average of 2,147 
pounds of ship for each employee each month, it said. 

The increased labor productivity produced nearly 15 per 
cent more tonnage a man a month in 1944 than was turned 
out in 1943, and 27 per cent more in the first six months of 
1945 than in 1948, it concluded. 


MERCHANT SHIPBUILDING 


Labor efficiency in merchant shipyards had been steadily 
increasing since 1943, the Maritime Commission announced July 
16, when reporting that “27 per cent more tonnage per man, 
per month, had been delivered in the first six months of 1945 
than in 1943.” Continuing, it said: 


In 1943 an average working force of 673,300 employes built 6,810,800 
light-ship tons of vessels for United States Maritime Commission ac- 
count. (Lightship tons indicates the weight of a ship if it were put on 
a scale and weighed.) This was an average of 1,686 pounds of ship for 
each employe each month. 

During 1944 an average working force of 606,382 employes turned 
out 7,018,500 lightship tons of vessels, or 1,929 pounds of ship for each 
employe each month. 

Early in 1945, Maritime Commission shipyards began to draw to- 
ward the end of some contracts, and the delivery of vessels fell from 
a monthly average of 164 in 1943 and 148 in 1944 to 115 during tne first 
six months of 1945. The decline in employment was even more marked, 
dropping from an average of 673,300 in 1943, to 454,374 in 1945. To offset 
this disproportionate decrease in employment, the employes stepped 
up their productivity, and delivered 2,926,700 lightship tons in first 
six months of 1945 or an average of 2,147 pounds of ship for each em- 
ploye each month. 

The increased labor productivity produced nearly 15 per cent more 
tonnage per man per month in 1944 than was turned out in 1943, and 
27 per cent more in the first six months of 1945 than in 1943. 


SHIP LINE AGREEMENT APPROVED 


The Maritime Commission has approved a ship conference 
agreement designated as No. 7770, superseding and canceling 
the previously effective agreement of the North Atlantic 
French Atlantic Freight Conference, No. 185 (see Traffic 
World, June 16, p. 1628). 

Members of the conference as of July 17 were: A/S J. 
Ludwig Mowinckles Rederi (Cosmopolitan Line); Compagnie 
Generale Transatlantique (French Line); County Line Ltd. 
(County Line); United States Lines Co. (United States Lines), 
and Waterman Steamship Corporation (Mobile Oceanic Line). 
C. R. Andrews, New York City, is secretary-traffic manager of 
the conference. The agreement covers establishment and main- 
tenance of agreed rates, charges and practices, for or in con- 
nection with the transportation of all cargo in vessels owned, 
controlled, chartered or operated by the members in the trade 
from Atlantic and St. Lawrence ports of Canada and from 
North Atlantic ports of the United States in the Hampton 
Roads/Portland, Me., range to French Atlantic ports in the 
Dunkirk/Bordeaux range. 


SEATRAIN COMPLAINT CASE 

The suit filed in the federal court at Wilmington, Del., to 
set aside the Commission’s order in No. 25727, Seatrain Lines, 
Inc., vs. A. C. & Y. Ry. Co., et al., which required railroads to 
set up through routes and joint rates with Seatrain, has been 
dismissed on stipulation of the parties, according to a memor- 
andum of the Commission’s chief counsel. 

The case became moot, said the memorandum, after the 
Commission, on petition of Seatrain and twelve of the involved 
railroads, had reached an agreement in the matter of the points 
at which the through routes and rates were to be set up and 
had asked the Commission to correct its order as to those rail- 
roads, in accordance with the agreement (see Traffic World, 
June 23, p. 1653). 


WATER TRANSPORT OF BURLAP 


Prospects for arranging regular sailings to some normal 
north Atlantic and Gulf ports were reasonably favorable, but 
the shipping position on the west coast was “indefinite” and 
would continue to be so as long as the war against Japan 
lasted, Max F. Millikan, of the War Shipping Administration, 
stated in a meeting of the War Production Board’s burlap 
importing and bag manufacturing industry committee, accord- 
ing to a W. P. B. report. The committee discussed, among 
other things, importation of jute from India. 

“Committee members said,” the report continued, “that 
unless regular sailings to the west coast could be assured, 
manufacturers in that area might have to take delivery of 
their goods at Atlantic or Gulf ports. Under private importing. 
they pointed out, this would place them at a distinct competi- 
tive disadvantage in certain territories they normally serve, 
since they would have to add to their sales price the overland 
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freight rate, which is now absorbed by the Reconstruction 
Finance Corporation.” 


REPORT ON TRADE WITH RUSSIA 


_The Department of Commerce has announced that a report 
entitled, ‘‘Doing Business With Russia,’ copies of which may 
be obtained at 5 cents each from the Superintendent of Docu- 
ments, Washington 25, D. C., or from field offies of the depart- 
ment, has been prepared by Ernest C. Ropes, chief of the Rus- 
slan unit of the Bureau of Foreign and Domestic Commerce. 
The report appears as Volume 2, No. 8, of the Commerce De- 
partment’s revised International Reference Service. 


; A summary by the department of the contents of the report 
included the following: 


The report explains how Amtorg handles shipments by vessel, 
with all cargoes insured, outlines briefly the system of inspection of 
goods used by the corporation, and points out that Amtorg usually 
specifies in its contracts that goods shall be packed in accordance with 
instruction in ‘‘Modern Export Packing,’’ a manual issued by the 
Bureau of Foreign and Domestic Commerce.... 

A list of Soviet materials, products and manufactures, many ‘of 
them standard for years among imports into the United States, is 
presented in an appendix. Another appendix lists the various Soviet 
export combines, import combines and export-import combines. Tables 
present United States exports to and imports from Soviet Russia in pre- 
war years by groups and principal commodities. 


Submerged Pipeline in Pacific 


“The high degree of success achieved by a petroleum dis- 
tribution company in the Pacific has resulted in a new method 
of laying submerged pipeline,” says the War Department, con- 
tinuing, in part, as follows: 


The method is being recommended to engineer petroleum distribu- 
tion units all over the Pacific. The problem...was to bridge a mile- 
wide gap between an offshore tanker anchorage and empty gasoline 
storage tanks on shore. 

The regular methods of building a timber-pile supported hose 
deck wouldn’t work, there was too much mud.... 

Eight-inch steel pipeline was assembled into 600-foot sections on 
the ramp, and the sections joined by electric arc welding. When 4,600 
feet of pipe had been welded into 600-foot sections, a bridle of heavy 
chain was welded to the seaward end of the first section for towing and 
for attaching a marker buoy. A timber ‘‘sled’’ was framed around the 
seaward end of the pipe and the line was ready for launching....A 
net tender with a winch provided motive power for the launching. ... 
When all was ready, the ship was anchored on range. The winch 
line was run ashore and attached to the towing bridle. The first 600-foot 
section of pipe was winched out until its shore end came opposite the 
sea end of the second section. The two sections were aligned with 
the aid of a winch-equipped 2%4-ton truck and joined by two welders. 
... This procedure was repeated until the required 4,600 feet of pipe 
was launched and floating just beneath the surface.... 

When the line was fully launched the ‘‘sled’’ at the seaward end 
was loaded with concrete blocks to sink and anchor it. While a 
tractor held a slight strain on the pipe to maintain alignment, water 
was pumped into the pipe to sink the line and the job was done.... 


Petroleum on Waterways 


The inland waterways system of the United States, now 
handling approximately one million barrels of petroleum and its 
products daily, transported these products a total of 65 billion 
barrel-miles in the first six months of 1945, the Office of Defense 
Transportation announced. 

Commenting on the part water transportation has played in 
the war, Lawrence C. Turner, director of O. D. T.’s waterways 
transport department, said the capacity of the inland waterways 
fleet would permit handling an even greater volume in the next 
six months. 

“Since the average refinery capacity is about five million 
barrels daily,” said Mr. Turner, “the magnitude of this year’s 
waterborne total can be easily realized. The demands on water 
transport are continuing. Our military needs plus our acute 
industrial and domestic requirements, still make the use of wa- 
ter transportation extremely desirable, where available.” 

By all-water, water-rail and water-pipeline transport, Mr. 
Turner explains, a constant supply of petroleum and its products 
keeps moving to the places where it was most needed. As the 
official controlling and coordinating transportation agency, O. 
D. T. distributes, utilizes and directs, through an established 
permit system, the movements of all. available tank barges in 
the best interests of the war transportation emergency, he says. 

Some of the principal waterway petroleum movements, 
according to O. D. T., now include: 


A heavy movement of 100 octane gasoline from midwest refineries 
to Gulf Coast consuming areas—more than 30,000 barrels daily. 

A 12,000-barrel-a-day movement from New Orleans, La., Baton 
Rouge, La., and Helena, Ark., up the Mississippi and Ohio rivers to 
Steubenville, O., thence by pipeline to Baltimore and Washington. 
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Fifty thousand barrels a day, moved by pipeline from Texas refin- 
ing centers to Helena, Ark., on the Mississippi River, are picked up by 
barges for delivery upstream to Ohio and Mississippi river terminals. 

Barges feed oil to the Southeastern Pipeline at Port St. Poe, Fla., 
destined for Atlanta, Knoxville and adjacent points—28,000 barrels daily. 

A constant flow of gasoline, averaging 27,000 barrels a day, from 
Texas refineries, moves in barges along the Gulf Intracoastal Canal, 
through a pipeline across Florida to Jacksonville; there it is picked 
up by other barges and moved up the Atlantic Intracoastal Waterway 
to distribution points as far north as Wilmington, N. C. 

Barges pick up crude oil from the ‘Big Inch’”’ pipeline at New 
York and distribute it to refineries in New England. Barges carry 
petroleum products from the ‘‘Little Big Inch’”’ pipeline at New York 
for delivery to New England distribution points. 


To augment existing floating equipment in handling the 
petroleum burden, Mr. Turner said the O. D. T., since the war 
began, had sponsored the building or conversion of 240 steel 
tank barges, 43 tug boats and 21 powerful modern towboats 
(pushers), all now in service on inland waterways. 


Petroleum Transportation 


“With the war in Europe over, it has been possible to resume 
temporarily, to a considerable degree, peacetime transportation 
methods of supplying crude oil and petroleum products to the 
east coast states,” Deputy Petroleum Administrator Ralph K. 
Davies, said, adding: 


With the increased availability of tankers, released by the end of 
the European war and not yet required for supplying the Pacific war, 
there is temporarily a lessening need for tank car transportation east- 
ward. 


The Petroleum Administration for War will use the more econom- 
ical method of moving crude oil and petroleum products from sources 
into the east coast states as long as military requirements continue 
to permit the use of tankers. 

As the result of the availability of tankers, tank car movements of 
crude oil and petroleum products into the eastern states during the 
week ended July 7, 1945, were the lowest since the week of Febru- 
ary 14, 1942. 


In the week ended July 7, tank car movements to the 
Atlantic seaboard region (P. A. W.’s District I) averaged 315,- 
588 barrels a day as compared with an average of 363,862 
barrels a day the previous week. This was the lowest weekly 
movement by rail since February 14, 1942, when an average 
of 256,725 barrels a day were shipped eastward. 

The “Big Inch” (24-inch) pipeline delivered an average of 
300,177 barrels of crude oil daily to the New York-Philadelphia 
terminals the week ended July 7, as compared with 308,076 
barrels daily the previous week. 

The “Little Big Inch” (20-inch) pipeline delivered an aver- 
age of 183,249 barrels of petroleum products daily to the New 
York area as compared with 158,888 barrels daily the previous 
week when military gasoline was placed in storage en route. 

Tankers delivered 3,169,754 barrels of crude oil and petro- 
leum products to East Coast ports the week ended July 7, 1945, 
as compared with 2,219,996 barrels during the previous week. 
The 3,169,754 barrels consisted of 1,670,055 barrels delivered 
from Gulf Coast points and 1,499,699 barrels from Latin 
America. 

Observing that, in the week of July 7, there had been a 
decrease of 703,000 barrels in east coast gasoline stocks, which 
he said was unparalleled since the week of December 9, 1944, 
Deputy Petroleum Administrator Ralph K. Davies explained 
that for several months the consumption of gasoline by civilian 
motorists had exceeded the quantity allocated for that purpose. 

The deputy administrator made public the following de- 
liveries to the east coast: 


Tank car shipments to the east coast in the week ended July 14 
averaged 322,136 barrels daily as compared with 315,588 barrels the 
previous week. 

The ‘‘Big Inch’’ (24-inch) pipeline delivered an average of 321,488 
barrels of crude oil daily to the New York-Pennsylvania terminals in 
the week ended July 14, as compared with 300,177 barrels daily the 
previous week. 

The ‘‘Little Big Inch’’ (20-inch) pipeline delivered an average of 
143,481 barrels of petroleum products daily to the New York area in 
the week ended July 14, as compared with 183,249 barrels daily the 
previous week. The drop in terminal deliveries was caused by placing 
military gasoline in storage along the line. 

Tankers delivered 3,704,000 barrels of crude oil and petroleum 
products to east coast ports in the week ended July 14, 1945, as 
compared with 3,170,000 barrels during the previous week. The 3,704,000 
barrels consisted of 1,895,000 barrels delivered from Gulf Coast points 
and 1,809,000 barrels from Latin America. 


ILLINOIS TRUCK BILLS SIGNED 
Governor Dwight Green, of Illinois, July 18, signed two 
bills adopted by the state legislature, Nos. 558 and 692, the 
effect of which is to increase the maximum weights and sizes 
of vehicles permitted to operate on the highways of the state. 
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No. 558 increases the weight from 14,000 to 18,000 for each 
unit, and the length from 40 to 50 feet for truck-trailer com- 
binations. No. 692, a tax measure, provides for the assessment 
of taxes on the higher weights and lengths in proportion to 
those applying up to the heretofore applicable maximums. 





Truck and Bus Tire Production 


Robert S. Wilson, vice-president and sales manager of the 
Goodyear Tire & Rubber Co., has succeeded John L. Collyer, 
president of the B. F. Goodrich Co., as special director of rubber 
programs of the War Production Board. 

On leaving the W. P. B. to return to private industry, Mr. 
Collyer submitted to Chairman Krug, of the W. P. B., a report 
on the present status of the rubber and tire production program, 
in which he said that United States consumption of rubber had 
reached, in the first six months of this year, an all-time peak of 
433,806 tons. Mr. Krug said that the special assignments he had 
given to Mr. Collyer had been completed, but that “the rubber 
programs still represent a tremendously complex job and much 
still has to be done to assure adequate supplies of tires, tubes 
and other rubber products for the nation’s war needs.” 

Mr. Collyer stated in his report that rubber production was 
expected to meet military and minimum essential civilian re- 
quirements for tires and rubber products in 1945 and 1946; that 
work stoppages and manpower shortages were principal ob- 
stacles to attainment of the 1945 tire objective, and that the 
supply of natural rubber would be the chief obstacle to the 
attainment of the 1946 goal. 


Early Estimates “Too Optimistic” 
With respect to truck and bus tires, he said: 


Earlier estimates of industry truck and bus tire production have 
been too optimistic with respect to completion dates of expansion 
projects, and the rates at which capacity output from such projects 
will be achieved. In studying possible cutbacks of unneeded expan- 
sions, revisions of these estimates were made. 

Pending completion of expansions as finally approved, production 
of truck and bus tires of certain size groups will for a time be short 
of needs in varying degrees in spite of the attainment of record levels 
of output. In one size group, the A-6 (15 in. and 16 in. tires through 
7.50), production passed screened requirement levels and, in the 
second quarter, was limited by a quota in order to release manpower 
and component material for other more urgently needed sizes. In the 
A-5 group, production is also sufficient to meet needs. ... 


Mr. Collyer summarized the present outlook for truck and 
bus tire production in the second half of 1945 and the first half 
of 1946 in tabulations, showing that the “screened” require- 
ments for allocation by the O. D. T. to civilian use, including 
tires for original equipment and for replacement, would be 
2,482,657 in the third quarter of 1945, 2,736,841 in the fourth 
quarter, 2,754,041 in the first quarter of 1946, and 2,976,041 in 
the second quarter, and that the scheduled production rate 
would exceed the screened requirements for the O. D. T. and all 
other claimants by 423,690 in the third quarter this year, by 
66,998 in the fourth quarter, by 457,496 in the first quarter of 
1946, and by 332,732 in the second quarter of 1946. He said that 
the minimum U. S. civilian replacements of truck-bus tires 
would total 6,300,000 in 1945 and 5,500,000 in 1946, and that 
civilian original equipment tire replacements might be expected 
to fluctuate, ‘depending on the degree to which new vehicle 
production allotments are translated into actual production. 


Tire Plant Expansions 


He said that if all the expansions of tire manufacturing 
capacity that had been undertaken since the outbreak of the 
war had been permitted to go on to completion, there would 
have been a total truck and bus tire capacity in the United 
States of over 30,000,000 units a year, and commented that “the 
highest production of truck tires ever attained in peacetime was 
only 8,500,000 units, in 1940.” 

Mr. Collyer said that there was at present a shortage of 
8,606 workers in plants manufacturing truck tires and major 
components. 

“For truck tire production,” he said, “it is important to 
obtain not only the necessary number of men, but to get men 
who are large enough and strong enough to do the heavy work 
required. Very important contributions to production have re- 
sulted from two programs of the military services, whereby (1) 
experienced men were returned to the reserve list for work in 
truck tire plants, and (2) men in uniform were furloughed to 
the tire plants for heavy duty tire production.” 


He said that one of the problems of current and future im- 
portance in the rubber program was to overcome, as quickly as 
possible, “the critical current shortage of large truck tires of 
the A-3a and A-3b size groups, for both military and essential 
civilian use.” 


The W. P. B. announced cancellation of 21 expansion proj- 


TRAFFIC WORLD 


ects for manufacture of truck-tire tubes, for the reasons, among 
others, that requirements of the armed forces had been reduced 
and that increased production had been obtained from present 
facilities, ‘because improved techniques and methods of proc- 
essing butyl rubber developed in the past year have reduced the 
time consumed in manufacture of tubes.” 


PARCEL POST TO BRITISH GUIANA 


The Post Office Department has announced resumption on 
July 16 of insured parcel post service to British Guiana. 


CHANGES IN DOCKET 
Hearing in MC 76572 and MC 23939, assigned for July 17 at Los 
Angeles, Calif., was postponed to date to be fixed. 
Hearing in MC 104210, Sub. 9, assigned for July 20, at Albuquerque, 


N. M., was postponed to July 23, at Hilton Hotel, Albuquerque, N. M., 
before Jt. Bd. 33. 





No. 29346, Transit on Crude Rubber in Central Territory. 
Investigation instituted by the Commission, division 2, into the 


reasonableness and lawfulness otherwise of transit arrangements 
and rules in connection with washing and drying crude rubber, 
in transit, in carloads, at Akron and Barberton, O., and Buffalo, 
N. Y., originating at points in official and western trunk-line terri- 
tories. Akron & Barberton Belt Railroad Co.; the Akron, Canton 
& Youngstown Railroad Co.; the Baltimore & Ohio; the Erie 
Railroad Co.; the New York Central; the New York, Chicago & 
St. Louis Railroad; the Pennsylvania; the Pere Marquette; and 
the Wabash, as parties to the involved tariffs, were made respon- 
dents. The proceeding was assigned for hearing before Examiner 
Weems, at Washington, D. C., July 27. 
No. 29347, Armour & Co., Chicago, IIl., vs. 
Quincy et al. 

-Rates collected or sought to be collected by railroads referred 
to in complaint as ‘‘western defendants’’ on shipments of oleo oil 
from South Omaha, Neb., and Chicago, Ill., to destinations in 
Calif., Tex., Colo., Mo., and Wash., moved since January 1, 
1943, alleged to have been and to be in violation of sections 1 and 6. 
Offer of railroads referred to as ‘‘eastern defendants’’ to refund 
charges collected to basis of lower rates maintained on oleo oil and 
oleo stock, according to complainant, would constitute violation 
of section 10 if accepted by complainant. Cease and desist order, 
application to shipments in question of rates published by de- 
fendants on lard substitute, and reparation of $5,000 asked. (Paul 
E. Blanchard, 4301 South Racine Ave., Chicago 9, Ill.) 

29348, The Houses, Inc., Alstead, N. H., and New York, N. Y., 
vs. New York Central. 

Alleges failure of New York Central to make store-to-door delivery 
of 15 bags of poultry feed, shipped from Bellows Falls, Vt., to 
New York, N. Y., as specified in bill of lading. Asks cease and 
desist order and damages of $200. (Emily Marx, 34 Nassau St., 
New York 5, N. Y.) 

No. 29349, Decatur Iron & Steel Co., 
F. et al. 

Alleges charges on shipments, made on transit billing, of fabri- 
cated steel plates, shipped into Decatur, Ala., from Pittsburgh and 
Carnegie, Pa., and outbound to various destinations, in violation 
of sections 1 and 4. Asks cease and desist order. (C. Eugene 
Fowler, 844 Martin Bldg., Birmingham 3, Ala.) 

No. 29350, Minnesota Mining & Manufacturing Co., St. Paul, Minn., 
ve. A. T. & S. F. et al. 

Alleges damage by reason of assessment of rates for the ship- 
ment of liquefied petroleum gas, based on estimated weight of 6.6 
pounds a gallon, because the estimated weight of 4.7 pounds was 
found reasonable in Green’s Fuel, Inc., vs. Atlanta & St. A. B. 
Ry. Co. 255 I. C. C. 561. Asks that complaint be included in record 
of No. 29179, Montana-Dakota Utilities Co. vs. A. T. & S. F. Ry 
Co. et al; cease and desist order, and reparation of $3,000. (F. L. 
O’Neill, Traffic Manager, Minnesota Mining & Manufacturing Co., 
900 Fauquier Ave., St. Paul 6, Minn.) 

No. 29351, South Florida Fruit Growers, Goulds, Fla., vs. Florida East 
Coast Railway Co et al. 

Alleges rates on avocados, carloads, between Goulds ,Fla., and 
adjacent points, to points in Texas and Colorado, in violation of 
section 1. Asks cease and desist order, rates, waiver of under- 
charges of $1,318.42, and reparation of $2,200, with interest. (James 
Henry Willock, General Commerce Counsel, Florida Freight Traffic 
Bureau, Inc., 811 Olympia Bldg., Miami 32, Fla.) 

No. 29352, Pennsylvania Rubber Co., Inc., Jeanette, Pa., vs. New York, 
New Haven & Hartford Railroad Co. et al. 

Rates on two cars, shipped Oct. 7 and Oct. 1944, from Thompson- 
ville, Conn., to Jackson, Mich., described as shipments of ‘‘Unsolu- 
tioned rayon (grey tire cord) dry goods NOIBN in rolls,’’ which 
should have been described as ‘‘Tire fabric, rayon cord,’’ in violation 
of section 1. Asks reparation of $466.87 and tax. (J. C. Wells, 
Traffic Manager, Pennsylvania Rubber Co., Jeannette, Pa.) 
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Railroad Courtesy 


Editor the Traffic World: 

I was much interested in your editorial ‘More About Rail- 
road Courtesy,” in the June 30 issue of the Traffic World. I 
have long felt that there is an opportunity for improvement 
along this line. However, this article reminds me that the Penn- 
sylvania Railroad is due for a compliment. 

On June 4, 1945, my wife, baby, and myself boarded the 
Jeffersonian, No. 64, from Indianapolis to New York, on which 
we had reserved seats in the middle of the car. Shortly after 
tickets were collected, the lady passenger representative, with- 
out being requested to do so, arranged for us to exchange seats 
with some people at the end of the car so we could have the 
two opposite seats, which were vacant, for the baby. She per- 
formed the same service for at least one other couple in the 
same car. 

In addition to the exchange of seats, we found both the 
food and service in the dining car quite satisfactory, and the 
trip left us with a friendly feeling for the Pennsylvania. In 
fact, this was one of those rare trips when everything went 
right. The car was clean and comfortable and the train was 
right on time. 

Robert L. Bruce, 1st Lt., T.C., U. S. Army. 

New York, July 9, 1945. 


Rail Passenger Reservations 


Editor the Traffic World: 

In your editorial captioned “Another Half-Hearted Travel 
Order,” in the July 7 issue of the Traffic World, you outlined 
conditions which I find considerably at variance with your find- 
ings. 

Less than one out of twenty-five trips required in the oper- 
ation of this industry would permit the 30-day advance reserva- 
tion plan being utilized. When we attempted to make reserva- 
tions for engineers, technicians and others, required in the oper- 
ation and maintenance or to acquire facilities, we were almost 
invariably confronted with the statement that ‘all space has 
ticket numbers assigned.”’ Whether those ticket numbers repre- 
sented tourists or business men was of no material concern. 
The mere fact that ticket numbers were inserted brought the 
usual response. 

As between two evils, the five-day rule is the lesser. I note 
O. D. T. general order No. 52 has a provision to the effect that 
certain exemptions will be made. Have you explored these ex- 
ceptions and to whom will they apply? 

Our industry is devoted exclusively to war production, and, 
frequently, the absence of essential technical skill results in re- 
duced or delayed production of vital war materials. Surely there 
must be some plan which will permit essential business travel 
to avoid competing with the ‘“spur-of-the-moment” traveler, as 
mentioned by you, for what little Pullman space there is now 
available and/or be available after all Pullman cars are removed 
from runs of 450 miles or less. 

I have never been a firm believer in the priority system 
as used in connection with air transportation, but there have 
been times when that was the only means at our disposal to 
avoid costly shutdowns or costly disruptions of production. 

As the military forces are the only ones who can utilize 
service order No. 213, our essential travel is. constantly con- 
“ee by the “I am sorry, but all space has a ticket number 
in it.” 

If some workable scheme were used to give essential travel 
preference over the person possessed with wanderlust, it would 
go a long way toward solving the present Pullman space prob- 

em. 
Hatch Morrison, Traffic Manager, Kaiser Industries. 

Denver, Colo., July 12, 1945. 


Cooperation with Traffic Bureaus 
Editor the Traffic World: 
If Mr. Burnett, whose letter on “Cooperation with Traffic 


Bureaus” appears in the Open Forum of the Traffic World, 
June 30, were more experienced and observing, he would know 
that the middle and small size industrial concern, not in a po- 


TRAFFIC WORLD 


sition to hire a competent traffic assistant, must have some 
means of protecting its freight dollar. Practically, it must hire 
and use necessary and just services, jointly with other concerns. 
Thus, the special but independent traffic agent is worthy of his 
hire. If there were a rational system of charging by carriers 
for their services, and honest claim handling by railroads, the 
shipper traffic agent would not need split commissions for his 
services. He also receives fees. 

Large industry was generally in position to put well equip- 
ped men on their payrolls, mostly ex-railroad, but railroad in- 
doctrinated, folk, who of course, by degrees received wide or 
narrow powers in policies and action in traffic matters. Many 
industrial bosses cannot trust their traffic managers with full 
authority, as much of their business may. depend on patronage 
(purchases) of the railroads. Thus, they have to trade their 
freight dollars. 

(By the way, one might observe why current traffic man- 
agement cannot be professionalized. The professional man must 
be free and independent in offering higher service qualities to 
his clients, so cannot be hidebound by narrow conventions and 
the greedy dollar drive. That would not mix with the ultimates 
of the honest professional mind, which is all foreign to current 
transport rating practices.) 

Now, as to the implication in Mr. Burnett’s statement that 
the shipper traffic agent can safely depend on the judgment and 
honesty of the railroad traffic officials or their psuedopodia the 
solicitors: Would not such an arrangement make one grand 
army of shippers in bed with their transport servants, the rail- 
roads? Of course, monopoly runs right to that. I’m surprised 
that anyone should be expected to concede this in full degree, 
without defense, when American enterprise is built on resources, 
all leading to free and equal expression, high moral virtues and 
equal material opportunity. 

As to the propriety of reparations: I think Mr. Burnett 
would desire to reason further as to the degree of ‘extremely 
high .. . rates,” their effect and their values. I’m sure he would 
get much eye-opening by reading Arne Wiprud’s new book ‘“‘Jus- 
tice in Transportation.” 

T. H. Trelford, Traffic Counselor 

Duluth, Minn., July 5, 1945. 


A Strange Rail Coincidence 


Editor the Traffic World: 

On July 10th there was billed from the Peabody dock, 
West Duluth, Minn., CB&Q 119048, Great Heart egg coal, 
destination Parkers Prairie, Minn., via the Soo Line Railway, 
covered by dock bill of lading P-223. 

On July 10th, the same day, there was billed AT&SF 119048, 
Great Heart egg, destination Egan, So. Dakota, via the Mil- 
waukee Railway, covered by bill of lading P-224. 

Noting the similarity of car numbers and thinking perhaps 
the billing clerk at the dock office had made a mistake, phone 
inquiry developed that the car numbers were identical and both 
cars had been delivered the Peabody dock in rotation and 
loaded and billed out the same way. 

Further inquiry developed that CB&Q 119048 moved into 
Duluth empty on July 8 and AT&SF 119048 also moved into 
Duluth empty on July 8. The further facts that our West Duluth 
dock is served by the Northern Pacific Railway and that all 
orders for foreign equipment are ordered through the Northern 
Pacific from the other railroads, makes the fact that both these 
cars from two separate railroads lined up together seem truly 
an oddity not frequently happening in railroad transportation. 

A check of the Official Railway Equipment Register shows 
nine classifications of Class X box car type, under A. A. R. 
Mechanical Designation, the two cars in question being classified 
as XM boxes. According to the equipment register, the C. B. 
& Q. has in this 119,000 series a total of 2,250 cars and the 
A. T. & S. F. own in this 119,000 series 4,810 cars. 

The fact that both are foreign lines with the two cars meet- 
ing in Duluth the same day and being loaded out on two sep- 
arate railroads does seem an unusual transportation oddity. 

P. Ware, District Manager, 
‘Peabody Coal Company. 
Minneapolis, Minn., July 19, 1945. 
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MC 105852—Gulf and Ship Island R. R. Co 
Chicago, Ill., certificate. 


July 23—Minneapolis, Minn.—Nicollet Hotel— 
Examiner Bennett: 


1. & S. M-2541—Twin Cities, N. D., cancei- 
lation all-freight rates. 


July 23—Mobile, Ala.—Cawthon Hotel—Exam- 
iner Griffin: 


29281—Brown and Brown vs. B. & M. et al. 
eae na ero N. a of Motor 
: : * : arriers—Examiner Peterson: 

NOTE—Items in the docket marked with an asterisk (*) have been oo age since the last issue MC 92976, Sub. 1—Ray’s Express, Lynd- 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later hurst N. J., certificate to extend opera- 
than herein shown will not bear asterisks when they do appear. Current cancellations and tions. 
postponements announced too late to show the change in this docket will be noted else- 
where. 


July 23—Portland, Ore.—Multnomah Hotel— 
Jt. Bd. 172: 


MC 17593, Sub. 11—Pierce Auto Freight 

Lines, Inc., Medford, Ore., certificate to 

Winter-Weiss Co., control; Los Angeles- extend operations. 

Albuquerque Express, Inc., purchase 

MG, 104210, S Sub. 9—Transport Co., Corpus Cc. 2 
Christ 


x SG: July 23—Salt Lake City, Utah—State Comm. 
= Mc 102961, Sub, 6—Johnston’s Fuel Li 
F ; ; % . u ohnston’s Fue ners, 
July 2¢—Birmingham, Ala.—Thomas Jefferson "" Winter-Welss_Co., control; Illinois-Colo- Riverton, Wyo., certificate to extend oper- 
otel—Examiner Bradfor ; 

Mc 7 can ih daek Cale Ce. tee. rado Cargo Carriers, Inc., control, Los 

Birmingham, Ala., certificate to extend 

operations. 


Angeles-Albuquerque Express, Inc. —* Columbus, O 
MC-F 2879—Winter-Weiss, Co., issuance of 
July 23—Boston, Mass.—N. P. 


O. Bldg.—Ex- securities. 
aminers Lawton and Bennett: 


MC 14252, Sub. 4#—Commercial Motor Freight, 
Inc., Columbus, 
July 23—Houston, Tex.—Ben Milam Hotel— 
I. & s. M-2487—Textile products, New Eng- Examiner Borroug a 
an 


O., certificate to extend 
operations. 
c MC 58163, Sub. 3_U. Truck Lines, Hous- 
July a ne, 0.—State Comm.—Jt. Bd. 


July 24—Denver, Colo.—Cosmopolitan Hotel— 
ton, Tex., at en hy to extend operations. Examiner Smith: 
mc 102331, Sub. 6—C. D. Moore, Zanesville, 


MC-F 2289—A., T 
July 23—Jackson, a. —Robert E. Lee Hotel 
—Jt. Bds. 28 and 97: 
2, certificate to extend operations. 
MC 105801, 


Santa Fe Trail Transportation Co., pur- 
chase, Hall Motor Freight Co. 
MC 86779, Sub. 9—Illinois Central R. R. July 24—Indianapolis, Ind.—State Comm.— 
Sub. 3—Southern Express, Chi- Co... Chicago, Ill., certificate to extend op- Examiner Higgins: 
cago, ll, certificate to extend operations. erations. 
July 23—Denver, Colo.—Cosmopolitan Hotel— MC 101491, 
Examiner Smith: 


MC-F 2821—B. D. Kramer and C. J. Vil- 
Sub. 2—Yazoo and Mississippi 
Valley R. R. Co., Chicago, Ill 
MC-F 2777—W. W. Grant et al., control; 


leneuve, control; I & S Trailways “Ine . 
. ; ., certificate 
to extend operations. 


purchase. Indianapolis, and Southeastern 
Lines, Inc. 


July 23—Albuquerque, N. M.—Hilton Hotel— 
Jt. Bd. 33: 


0.—State Comm.—Jt. Bd. 


. and S. F. Ry., control; 
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keep ahead of the crowd and to keep from slipping back 
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‘LASALLE extension university ) ’ 
ety coun eorrespondence Institution | Edda i a eta eae teg 


a & F. C. HOGUE 
7 General Traffic Manager 
t | O ld ra | Denver & Rio Grande Western Railroad 


Rio Grande Building 
1531 Stout St., DENVER 


THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 





ERIE IT 





202 


July 24—New York Y.—Bureau of Motor 
ae ages Mt Peterson: 

MC 105815—L. Voltaggio, Newark, M.. di. 
certificate. 

es a yaa Ore.—Multnomah Hotel— 
MC 101504, Sub. 8—Paul Bunyan Express, 
a Ore., permit to extend opera- 
ons 
— oe D. C.—Jt. Bd. 108: 
167, Sub. 12—Washington, Virginia 
and ge ee Coach Co., Inc., Arlington. 
Va., certificate. 
July 25—Denver, Colo.—Cosmopolitan Hotel 
—Examiner "Smith: 

MC-F 2811—B. M. Stewart and D. H. Ro- 
berts, control; West Coast Fast Freight, 
Inc., purchase, S. N. Drum and E. Haines. 

July 25—New York, N. Y.—Bureau of Motor 
Carriers—Jt. Bds. 305 and 42: 

MC 105671—McFarland & Stample Trucking 
Co., Hamden, Conn., permit. 

MC 105742—John Reising & Sons, Inc., Val- 
ley Stream, N. Y., permit. 

oe, a” fr’ Ore.—Multnomah Hotel— 


MC 28648, Sub. 2—J. A. Hunt, Defur, Ore., 
certificate. 
MC 105062, Sub. 2—W. J. Kelly, Milwaukie, 
Ore.. certificate. 
July 25—Washington, D. C.—Examiner Ro- 


mero: 

Finance 14975—Application of Great North- 
ern for authority to continue present use 
of tracks and terminal facilities of other 
railroad carriers between and at Billings 
and Laurel, Yellowstone County, Mont. 

Finance 14976—Application of Great North- 
ern for authority to continue present use 





“America’s Most Modern Port” 


The 


ort of olong beach, 


Caltfornia 





of main track of Northern Pacific between 

Tilden Junction and Red Lake Falls Junc- 

a. in Polk and Red Lake Counties, 
nn. 

* Finance 14987—Appl. of N. P. for authority 
to ——— trackage rights over line of 
aa = between Snohomish and Lowell, 

as 

* Finance 14984—Application of C. B. & Q. 
for ———, to operate, under a con- 
tract, over line of Northern Pacific be- 
tween Billings and Laurel, Mont., and to 
use certain facilities. 

* Finance 14985—Application of C. B. & Q. 
for —* to operate, under a con- 
tract, over line of Northern Pacific be- 
tween Fromberg and Laurel and between 
Billings and Huntley, Mont., and to use 
certain facilities. 

at —— Kan.—Broadview Hotel— 


MC 30605, Sub. 49—Santa Fe Trail Trans- 
portation Co., Wichita, Kan., certificate 
to extend operations. 

July 26—Daytona Beach, Fla.—Sheraton Plaza 
Hotel—Examiner Griffin: 
29276—Kellogg Co. et al. vs. Abilene & 
Southern et al. 


July 26—Montgomery, Ala.—State Comm.— 
Jt. Bd. 99: 


- *108726—G. T. Miller, Luverne, Ala., cer- 

cate 

July 26—Portiand, Ore.—Multnomah Hotel— 
Jt. Bd. 80: 


MC 77283, Sub. 4—D. H. Schmidt, White 
— Wash., certificate to extend oper- 
ations 


July 26—Portland, Ore.—Multnomah Hotel— 
Jt. Bd. 172: 


Back of the emblem the 
truck! And back of the truck 
its maker! That’s the mean- 
ing of the famous Interna- 
tional Triple Diamond, for 
behind it is the rugged 
stamina and operating effi- 
ciency that International 
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MC 80883, Sub. 7—V. Flatt, Moro, Ore., 
Ore., certificate to extend ‘operations. 
Ry Sr Kan.—State Comm.—Jt. Ba. 


MC 105716—K. E. Richards, Lebo, Kan., 
certificate. 


July ee, D. C.—Examiner Mol- 
ster: 

Finance 14776—Joint application of C. & O. 
and Allegheny Corp. for authorit J ac- 
gore properties of Levisa River R. in | 

y. 


i Wash.—City Hall—Jt. Bad. 


MC 66562, Sub. 603—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

MC 66562, Sub. 616—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 


tas teas Minn.—U. S. Ct.—Jt. Ba. |] 


* MC 11112, Sub. 11—Murphy Motor Freight 
Lines, Inc., St. Paul, Minn., certificate | 
to extend operations. 


me Minn.—U. S. Ct.—Jt. Bad. 


MC 67801, Sub. 5—McKeown Trucks, Du- 
— Minn., certificate to extend opera- 
tions. 


July 27—Kansas City, Mo.—Pickwick Hotel— 

ye gy Mayo: 
. & S. M-2545—Classifications, tractor and 
” tractor engine parts. 

1. & S. M-2537—Classifications, parts, trac- 
tor and tractor engine. 

1. & S. M-2538—Restriction, Voss Truck 
Lines, Inc. 


EMBLEM 
OF TRUCK 
STAMINA 


Harvester has built into the 
truck— stamina and effi- 
ciency that explain why 
more Heavy-Duty Interna- 
tionals were sold in the 10 
< years before the 
a war than any other 
make. 


INTERNATIONAL HARVESTER COMPANY 


180 North Michigan Avenue 


Chicago 1, Illinois 


Working Cargo 


We thought we knew the business of loading ships 
at the outbreak of the war... well we did, but 
what we have been through since Pearl Harbor is 
real tough experience, and we have learned plenty. 
This “know how” will enable us to serve you in a 
very efficient manner when V-] Day arrives. 


POPE 2 TALBOT. INC. 
M'CORMICK STEAMSHIP DIVISION 


Symbols of 


14. 


Superior Service 473 pea 
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July 27—Montgomery, Ala.—State Comm.—Jt. 
Bd. 339: 


MC 52704, Sub. 10—G. McClendon, Lafay- 

ette, Ala., certificate to extend operations. 

July ey. Ala.—State Comm.—ZJt. 
Bd. : 


MC 82230, Sub. 5— East Alabama Coach 
Lines, Inc., Roanoke, Ala., certificate to 
extend operations. 

N. Y¥.—Bureau of Motor 

Carriers—Examiner Peterson: 

MC 88595, Sub. 2—A. A. Lexington Moving 
& Storage Co., New York, N. Y., certifi- 
cate to extend operations. 

MC 10412, Sub. 1—Main Coal Service & 
Trucking, Paterson, N. J.. certificate. 
July 27—Omaha, Neb.—Hotel Fontenelle—Ex- 

aminer Smith: 

MC-F 2761—F. V. Watson et al., control; 
Watson Bros. Transportation Co., Inc., 
purchase, Ash Truck Lines, Inc. 

MC-F 2801—F. V. Watson et al., control; 
Watson Bros. Transportation Co., Ince., 
purchase, E. Ruhl. 

July 27— Washington, D. C.— Examiner 

Weems: 

29346—Transit on crude rubber in Central 
territory. 

July 28—Fargo, N. D.—U. S. Ct.—Jt. Bd. 143: 
MC 28132, Sub. 5—Hvidsten Transport, Graf- 

— N. D., certificate to extend opera- 
ons. 


July 28—Montgomery, Ala.—State Comm.—ZJt. 
Bd. 98: 


MC 105860, Sub. 1—John S. Espy, Eufaula, 
Ala., permit. 
July 28—New York, N. Y.—Br. of Motor Car- 
riers—Examiner Peterson: 
1. & S. M-2547—Frozen food, Newark and 
Jersey City, N. J., to New York. 


~~ Wash.—Olympic Hotel—Jt. 


MC 42487, Sub. 112—Consolidated Freight- 
ways, Inc., Portland, Ore., certificate to 
extend operations. 


P. & P. U. Ry. Co. 
and Peoria Gateway 
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PEORIA-GATEWAY 





Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, Ill. 
E. F. Stock, Traffic Manager 


"One of America’s Railroads—All United 
for Victory"’ 











MODERN MOTIVE 


MC 105741—Bellevue Feed & Transfer, Belle- 
vue, Wash., certificate. 
oe, Seas N. M.—Fed. Bldg.—Jt. Bd. 
MC 76564, Sub. 17—Hill Lines, Inc., Ama- 
rillo,, Tex. 
July 30—Memphis, Tenn.—Peabody Hotel— 
Examiner Bradford: 
MC-69842, Sub. 2—D. L. Wartena, Inc., Chi- 
cago, il., certificate to extend operations. 
July 30—Spokane, Wash.—Davenport Hotel 
—Jt. Bd. 169: 
MC 89215, Sub. 2—Auto Transfer Co., Pull- 
—_. Wash., certificate to extend opera- 
ons. 
July 30—Spokane, Wash.—Davenport Hotel— 
Jt. Bd. 80: 


MC 94226, Sub. 1—Colville Auto Freight, 
Colville, Wash., certificate to extend oper- 
ations. 

~~ 30—Washington, D. C.—Examiner Card: 
C 105853—L. M. Petre, Hagerstown, Md., 
certificate. 

July 30—Washington, D. C.—Examiner Cave: 

*t. & &. ae Baltimore to Pa. 
points, M. E. Bobb. 

July 30—Washington, D. C.—Jt. Bd. 112: 

* MC 1508, Sub. 14—Richmond Greyhound 
Lines, Inc., Richmond, Va., certificate to 
extend operations. 

i. Sa Ga.—State Comm.—Jt. Bd. 


MC 103293, Sub. 2—Russell Transfer Co., 
Washington, Ga., certificate. 
aie: - “ties N. M.—City Hall—Jt. Bd. 


MC 105866—G. A. Wood, Lordsburg, N. M., 
permit. 


ty Seen, Mont.—U. S. Ct.—Jt. Bd. 


MC 42487, Sub. 116—Consolidated Freight- 
ways, Inc., Portland, Ore., certificate to 
extend operations. 

MC 105919— Western Stages, Missouri, 
Mont., certificate. 

July 31—St. Louis, Mo.—Mark Twain Hotel— 
Jt. Bd. 91: 

MC 31430, Sub. 10—Robertson Truck Lines, 
Inc., Poplar Bluff, Mo., certificate to ex- 
tend operations. 

July 31—Waco, Tex.—U. S. Ct.—Jt. Bd. 77: 

MC 30319, Sub. 14—Southern Pacific Trans- 
port Co., Houston, Tex., certificate to ex- 
tend operations. 

July 31—Washington, D. C.—Examiner Boss: 

1. & S. M-2543—Absorbent cotton or waste, 
cotton swabs. 

July 31—Washington, D. C.—Examiner Card: 

MC 48846, Sub. 10—Curtis Keal Transport 
Co., Cleveland, O. 

August 1—Des Moines, la.—Hotel Kirkwood 
—Examiner Smith: 

MC-F 2533—E. W. Harlan et al., control; 
Bruce Motor Freight, Inc., purchase, G. 
E. and E. I. Bruce. 

MC-F 2534—C. Iles and H. McKinney, con- 
trol, Bruce Motor Freight, Inc. 

August 1—Fargo, N. D.—U. S, Ct.—Examiner 
Bennett: 

MC 101075, Sub. 1—Super Oil Co., Moore- 
head, Minn., certificate to extend oper- 
ations. 

August 1—St. Louis, Mo.—Mark Twain Hotel 
—Jt. Bds. 149, 135 and 179: 
MC 15909, Sub. 1— Owens Transfer, Du 


— Ill., certificate to attend opera- 
ons. 
MC 19945, Sub. 1—J. A. Behnken, New 


— Ill., certificate to extend opera- 

ons. 

MC 44609, Sub. 32—Missouri Pacific Railroad 
Co., St. Louis, Mo., certificate to extend 
operations. 


— 2—Billings, Mont.—City Hall—Jt. Bd. 
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MC 42487, Sub. 115—Consolidated Freight- 
ways, Inc., Portland, Ore., certificate to 
extend operations. 

August 2—New York, N. Y.—641 Washington 
St.—Examiner Kirby: 
Finance 14635—Rutland, reorganization. 
August 2—San Francisco, Calif.—State Comm. 
R. R. Comm. of Calif.: 

Finance 14941—Appl. of Central Pacific for 
authority to purchase railroad properties 
of N., C., O. Ry. 

Finance 14952—Appl. of Sou. Pac. for au- 
thority to purchase Owenyo and Keeler 
branches of Central Pacific in Calif. 

Finance 14953—Appl. of Arizona Eastern 
for authority to purchase certain lines of 
railroad owned by Sou. Pac. in Ariz. 

August 2—St. Louis, Mo.—Mark Twain Hotel 
—Examiner Mayo: 

1. & S. M-2539—Minimum charge, Anderson 

Motor Service Co. 
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For Sailing Information 
Consult Our Offices 


Vola Lowe 


MISSISSIPPI SHIPPING CO., INC., AGENTS 
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For Your Traffic Library 


These manuals are written by recognized authorities and should 
be read and kept for handy reference by every traffic man. 


52 Traffic Lessons on the Fundamentals of Freight Traffic—4 Vol., 


Cloth bound $5.00 


Industrial Traffic Management—2 Vol., Cloth bound $3.00 
Principles of Water Transportation—Paper cover 50c 
Principles of Freight Traffic—Cloth bound $1.50 
Selling Railroad Transportation—Paper cover 50c 
Selling Highway Freight Transportation—Cloth bound $1.00 
Traffic Law and Procedure—3 Volumes, Cloth bound $5.00 






If ten or more books are ordered at one 
Please send remittance with order. 


THE TRAFFIC WORLD 
418 SOUTH MARKET STREET 


CHICAGO 7, ILLINOIS 
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ra 
The maps in this section are different from maps qummmmmm Daily INTER- and INTRAstate service. 4 

published in any other medium. They are special wmmmmemes Daily INTERstate service (no INTRAstate). a 
maps designed by TRAFFIC WORLD’S map depart- sername Daily coordinated rail-motor service. ~ 
ment and keyed in accordance with the specifications Irregular or special service routes * 
of shippers. Hence, these maps and the allied data wccenee: Sean lines. tions 
are unique in that the material is presented in a way ‘eo ys ” a sented tnd am 
shippers all over the country told TRAFFIC WORLD 


Unless otherwise noted on maps, motor lines offer- 
ing an intrastate service are also interstate oper- 
ators when their routes extend into other states. 


it would be most helpful to them in selecting highway 
carriers and routing freight. 





CENTRAL & WESTERN STATES 


San Diego Forwarding Company Post-War Planning? 


Established 1932 Incorporated 1940 
General Office: 305 W ‘‘A’”’ Street, San Diego 12, California @ While your number one job is to continue to 
Telephone—Main 1068 aid the war effort, your number two job can well 
Virgil B. Windle, President be planning for post-war. 
Branch Office: A ‘ i * 
301S p> nee ee _ Angeles 13, California Start planting the seeds now for your post-war 
Daily Overnight Express Service Los Angeles to San Diego sales harvest by constantly keeping before the 


and Pool Car Distribution in San Diego leading shippers of the nation a map and details 
— CARRIER AND LOCAL CARTAGE: I. C. C. Certificate No. MC of your operation. 


NUMBER OF UNITS: 12 Open Stake Trucks. The quickest, most effective, economical way 
INSURANCE: Cargo 15,000 (Fireman’s Insurance Company; Public Liability he = - a 
25,000 and 50,000 (Nat. Automobile and Casualty; Property Damage 10,000 to do this is through this motor transport section 
and 15,000; Wo.:kingmen’s Compensation (California Compensation). se th és , 

ASSOCIATION MEMBERSHIPS: Truck & Warehouse Assn., Local Cartage in the shippers’ everyday working tool. 

National Conference, Public Safety Committee, San Diego. 





ANDERSON MOTOR SERVICE CO. | 


MAIN OFFICE — 1516 NORTH 14TH STREET, ST. LOUIS, 
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DECATUR CARTAGE CO., INC., 
OF INDIANA 


Decatur Cartage Co. 


20th St. & Wentworth Ave., Chicago 16, Ill. Telephone—Victory 6000 
WALTER MULLADY, President . R. A. BAENSCH, V. P.-Traffic 


COMMON CARRIER—I. C. C. Certfs. 68909-80412; P. S. C. I. No. 418A-1-10; P. S. C. I. 
No. 1597-A-1; P. S. C. M. No. T-3406; P. U. C. O. No. 4856-RX; U. S. Customs Bond. Estab- 














INDIANAPOLIS 





a lished 1926. INSURANCE: Cargo, $50,000-$100,000; Public Liability, $25,000-$50,000; 
@ we Property Damage, $50,000. 
Coens ED) gy 
oe Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indianapolis, 
NCINNAIY ~—_—- St. Louis, Quincy, Peoria and a thousand and one other spots in the great area shown on the 
map ... served day and night by our great fleet of modern transports . . . affording a trans- 


Watch Display na AEFIC WORLD.” portation service whose dependability amply proves that “FOR SHIPMENTS MIDWEST, 


DECATUR IS BEST.” 


































Established 1927 §T. LOUIS LOUISVILLE CINCINNATI 
LAWRENCEBURG CENTRALIA ALTON 
GENERAL OFFICES: 1717 N. Broadway, ST. LOUIS 


USTAGAM E R pe Val W.H. Husmann, Pres. —_J. F. Walsh, Traffic Mgr. 


Freicut Lines, Inc. 







A Dependable Service 


“‘We do not know of anyone or any organization that 
has a better set-up for assembling the data and informa- 
tion required to compile and publish a motor truck guide 
or directory than the organization you have, nor do we 
know of any organization in whose publication we would 
place the reliance that we would in a publication of this 
kind compiled and published by the Traffic Service 


Lecrevesbury {CINCINNATIE: 
Be ACSA nceen OHIO 


(sq 
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~\ Ae 
LOUISVILLE 
SOUTH “~ 
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the Corporation.” 
“ils (petroleum company) 
Equipment: 47 tractor-trailer units Tulsa, Oklahoma 
- (company owned); 16 refr. units. 
ray 
ion e h I 
| Merchants Motor Freight, Inc. 
Established 1928 - - I.C.C. Permit No. MC 76266 
STANLEY L. WASIE, President *¢ WALTER J. HEROLD, 7rf. Mgr. 
— Merchants criss-crosses the Middlewest with 5,802 miles of daily service 
OFFICES 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 North (2th; 
e Phone Nestor 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. 
Des Moines, lowa, 321 S.W. 6th; Denver, Colorado, 1320 tith: 
y Phone 3-4185; Teltp. D. M. 90. B..... —— 
. aterioo, iowa, uryea; 
ery date B08, Ye aaa Mat, Pho aa an wt" 
St. Louis, Missouri, 4th and Spruce: Phong Hook’ sland 564. Davenport 2-4942; 
Phone Garfeld 5234; Teltp. St. L. 440. Teltp. R. 1. 184. ‘ 
Kansas City, Missourl, 2560 Warwick Traffieway Cedar Rapids, lowa, 215 Ninth Ave., 8.E.; 
Phone Harrison 6282; Teltp. K. C. 594 Phone 3-0253; Teltp. CG. R. 18. 
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TARIFFS: Western Trunk Line Motor Common Carriers Bureau, luc.; North 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn.; 
Central and Middlewest Motor Freight Bureau. 


INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- . 
bility—$25,000 per person—$100,000 per accident. Property Damage—$5,000. LYULIV MENA: Auciuues 70 tracturs, 710 traners, e 
Workmen’s Compensation. 64 city trucks. 
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Established 1929 


C. L. Jones, Secy.-Treas. Tel. 39381 


C. I. Nos. 692-A-2-3-4-5-6-7 me ee ee =e. 
693-A-2-3-4 Interstate Indiana—M. P. U. C. 
state-Michigan. 


Kokomo, LaPorte, 
Indiana; Battle Creek, Grand Rapids, Kalamazoo, T 
Michigan and Louisville, Ky. Alt 

tween Grand Rapids, Michigan, and Louisville, 

1 flat); 


26 Trucks (17 vans, 9 open). All Company owned. 





Ameria: ® Public Liability, 25,000 and 100,000; Proper 
age Workingmen’s Compensation, (Michigan 
Liability Co. ) 


SAFE—COURTEOUS—SERVICE 





Vy, more thon CVUCP wz ce eee 


is the time to keep the details of your operation 
before the leading shippers of the country. 
Listings in this motor transport section are set- 
up in accordance to specifications of shippers. 
Advertising rates are extremely low. Write for 
full details. 















— 
—- 


+ ee 


Unexoelied Transportation over fast, direct, soheduled 
routesthrough 19 Industrial states. Terminals and 
Warehouses in prinolpal olties. Cheok these advantages: 


Sastepeing stations (electric time Wire reports on trucks in transit. 
) every 100 miles or less. C.O.D. deliveries accepted. 

Free pick-up. Free delivery. Experienced personnel. 

Teletype service. Courteous operators. 

insurance inspectors at terminals. Fully insured cargoes. 

Highway Patrol System. Modern equipment. 


















Clemans Truck Line, Inc. 


Incorporated 1934 
815 E. Pennsylvania Ave., South Bend, Ind. 


A. C. Clemans, Pres., A. C. Scheetz, T. M. 


COMMON CARRIER: I. C. C. Certificate No. M-2136 Tt Ss. 
No. C-548 Inter- 


SERVICE: Overnight service between Elkhart, Indianapolis, 
yp rmmoery Peru, Plymouth and Rochester, 
hree Rivers, 


l intermediate — served be- 
NUMBER UNITS: t jawoong 54; Trailers 60, (39 vans, 20 open, 


INSURANCE: Cargo 50,000 and 100,000 (Marine Offigs of 
am- 
utual 


Ne 


A 


Owned and leased—825 tractors, 1100 trailers, 
200 pick-up trucks; Total 2125. All equip- 
ment modern and efficient. 


All forms of insurance carried in companies 
authorized to do 
required. 


Cargo: $120,000 (Primary), $155,000 e- 
cess); Public Liability, $100 .000/200,000 

Property Damage, 
Compensation. 


134 Grandville Avenue, S. W. 


Established 1924, a Michigan corporation 
1.C.C. Docket Nos. ‘MC35628 and MC48645. 





Random Quotations from 
Shippers About this Motor 
Transport Section 


Business Machines Mfr. (Cleveland)—We use the information to eliminate the 
irresponsible motor carriers from our service. 

Automotive Electrical Equipment (Anderson, Ind.)—Listed lines are accepted 
by ue as sayy oe lines. 

Batte Mfr. (Clifton, N. J.) —The guide enables us to route our shipments and to 
find i formation desired quickly. 

Machinery Mfr. (Beatrice, Nebr.)—Keep the good work up and eventually we 
will have a regular net work of dependable carriers. 

Iron & Steel Products Mfr. (Lynchburg, Va.)—If they are listed by you we 
will have no hesitation in using their services. 


Iron Products Mfr. (Philadelphia)— The maps are fine because they are comparable. 


Stove Mfr. (St. Sante ie Se t number of trucks operating at the present 
pa a an; reliable source as to responsibility is of considerable 
| omg 7 te we up. 


eee Products Mfr. (Detroit)—Your investigation and presentation is 100%. 
Paper Mfr. (Berlin, N. H.)—The investigations you make are more thorough than 
hope to make. 


any we 


Bever: Manufacturer (Westfield, N. Y.)—There is oe omen t 
ne ag a suggested by Traffic Worl orld. Good work— lhe Rey: mm i 


Petroleum Products (Tulsa)—It is limited and the ones shown do not operate in 
all the territory we serve. 

Mfr. of Women’s Wear (New York City)—Because of the increaing 
truck transportation, one has to choose those which 
able and this guide gives you just that. 


Distiller Owensboro, po GP pony that you have thoroughly investigated 
ov before accepting ‘. ; a ° is more om pene that 

tained in a general guide in Soul arrange to give more gene coverage 
you would eliminate complaints of non-coverage in certain sections. 


Flour Miller ‘Great Falls, Mont.)—The maps are very helpful. 


Salt Saan ny (Chi )—Your service is helpf 
Ticoe wo asp aationsl letsthatecs wo need 
of the United States. Get more representation. 


volume of 
are the most stable and depend- 


+ de of course is not 
information in all parts 


Food Mfr. (Denver)— We feel that you do not list any lines that are not responsible. 





INTER-STATE SYSTEM]. 


CENTRAL MICHIGAN TRUCKING INC. 
EASTERN MICHIGAN FREIGHT 
INTER-STATE MOTOR FREIGHT SYSTEM 

steams MOTOR FREIGHT SYSTEM, INC., OF INDIANA 


LINES 


Ol ai 
—_—— 





Elmer A. Schier, General Traffic © Seam 
—s Rapids, Michigan 
Common Carrier ariff Nncies 
Central or Motor reight Bureau 
Eastern-Central Motor Carriers Association 
Indiana Motor Rate & Tariff Bureau, Inc. 
Equipment Southern Motor Carriers Rate Conference 
Mid-Western Motor Freight Tariff Bureau 

Schedules and Extent of Service 
Following day deliveries are ordinarily made 
on all shipments within a 360-mile radius o! 
principal terminal points. 
All schedules based on 22 
echedules operated daily. 
livery everywhere. 
Our own lines and established con.e6ct: ; 
lines serve more than 25,000 point. ip ¢ « 
United States. 

Association Memberships 
A.T.A.; Mich. T.A.; Ohio T.A.; Chambe: 
of Commerce in principal cities served 


Insurance m.p.h. Al! 
ick-up and de 


business in each state as 


; Workmen’s 
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| | Tidewater Express Lines, Inc. 
Warner & West Streets, BALTIMORE, MD. ‘Maps and Information in this Section 


J. T. Bennett, Traffic Manager Call—SOuth 1551 se 
Superior to Any Other Type Published! 


Not so long ago, an industrial traffic manager of a 
leading industrial manufacturing company in Milwau- 
kee, Wis., wrote this: 


HARRISBURG GR 
LY) Steelton 


Lemoyne QXQ: 


Querryville BRANCH OFFICES 
INSYLVANIA Aberdecn, M d. 
Frederick, Md. “In the issue of the Traffic World which is 


300 — — 557) published in the third week of each month, 

Charles & Howard Sts. you have a Motor Transport section. We find 

Ne < , .. oa § c. that the maps and information which is pub- 
A BALTIMORE  “«); on Resublic 2224) lished in this section to be superior to any 
py oon other publication of this type, which we have 
oO ow Richmond, Va. 


fS2W ASHINGTON) 
= AND| Of yieZh4 ss. 18th St. (Dial 7-4366) eee 
VIRGINIA AN e) if G Westminster, Md. . . 
WASHINGTON Wah SAsied “77 John St. (Call 288) “We would like to be advised if the maps and 
A _@RICHMOND one other information which you show in the 
TARIFF AGENCIES 


Motor Transport section are available under 
individ Southern Motor Carrier Rate Conference 


ual 
Middle Atlantic States Moter Carriers Conference  Eastern-Central Motor Carrier Association separate cover. If not, what suggestions do 
Rocky Mountain Tariff Bureau 


you have relative to filing these pages to make 
EQUIPMENT 


them readily available for reference works?” 
15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 
and flat bodies available. All company owned. 


It is little wonder that this ical leading shi find 
INSURANCE _ oe . 


‘Coene, CARED Clete Mean. Ge. & tented ... Prodiie this meter transport section so heiptal—information and 


Liability, $10,000 & $50,000; Property Damage, $50,000-$50 maps are set up according to shippers’ specifications. 
deductible (Fidelity and Casualty Co. of N. Y.). Workingmen’s 
Compensation (Lumberman’s Mutual Casualty). 


° OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195): Bellevue 
(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350): Clyde, 402 
orwa ruc ine Spring St. (Phone 2561): Defiance (Phone 556); Elyria, 124 Maple St. 
(Phone 3484); Fremont, 109 E. State St. (Main 2825); Lerain, 202 11th 
‘ : : Bt. (Phone 4135); Mansfield, 309 N. Main St. (Phone 21606); Medina, 
Satisfy your Customers with 36 Weodlawa Are. (Phone 266); Senaomor S0°Wr Paria ot. trees 
. y) QW wn Are. ° . ° 
Norwalk Service ING 2376); Telede, 145 S. St. Clair St. (Adams 429i); Vermilion (Phone 
= ss 3363); Warren (United Terminals) (Phone 4886). 
. F. Ernsthausen joaw MICHIGAN TERMINALS—Adrian, 405 8. Center St. (Phone 105): Battle 
President ou Gat te Fas \ 220 8. Calmy St. (Phone 2-5107); Bay City, foot of First. St. 
-C.C Certificate No (Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flint. 
C. W. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 
Vice-President \ : l 8-6427) ; Jackson, 336 S. Otsego Ave. (Phone 7483) : Kalamazoo, 115 West 
\ : : Bt. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401): 
Established 1921 | 2 715 8. Telegraph Rd. (Phone 1082): Pontiac, 875 N. Cass Ave. 
Incorporated (Ohio) { | Xe af (Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). 
x INDIANA TERMINALS—Aubum, 334 W. 9th St. (Phone 618-J): Elk- 
36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 
Telephone—266 | A 8t. (Anthony 4368): Goshen, 1201 8. 10th St. (Phone 111); Hammond, 
| J 1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 8. Main 8t. 
NORWALK.OHIO /# f ae (Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 
’ / : : = abate City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 
PENNSYLVANIA TERMINALS—New Castle, 32 9%. Beaver Bt. (Phone 
745): Pittsburgh, 202 Penn Ave. (Phone At-5887). 


: 
ciation 
au, Inc. 
iference 
Bureau 
fice 

ily made 
radius of 


h. All 


and de INSURANCE Ce.). *Blanket Employees Bond 
*&Cargo, $25/75,000 (The Connecticut (Fidelity & Casualty Co.). Also bended 
pens ag nl 4 — = tong ee, by new A. T. A. bend. EQUIPMENT 
ss * ie ty Damage, orkmen’s : 
ee" | || SiaxeetemersyAieimace | TARIFY AGENCIES sy eg remem me? 
an ravelers r Freig! ° 
bomber Insurance Co. & The Travelers Liability Ohio Motor Frt. Tariff Bureau 308 delivery tacks (139 com nay owned) 
vei 
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This Advertisers’ Index is published as a reader convenience and 
not as part of the advertising contract. The inclusion of this 
index is a last-minute operation and although we try to make 
it error proof, we cannot be responsible for any errors or failure 
to insert. No allowances will be made for any errors or omissions. 
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Educational Courses 


1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 


Help Wanted 


LARGE CHICAGO MOTOR CARRIER requires services of Termina]! 
Manager for Louisville, Kentucky, office. Excellent opportunity, top 
salary. Address Box 386, Chicago office Traffic World. 


RATE CLERK—Must be familiar with truck rates in all territories, 
Give complete record. Carstensen Freight Lines, Inc,. Clinton, Iowa. 


SOUTHERN CALIFORNIA REPRESENTATIVE—Established, good 
following wants representation non-competitive Eastern, Mid-western 
and Southern Truck Lines retainer and pro-rate expense basis, thorough- 
ly familiar Transcontinental rates and routes. Box 387, Chicago office 
Traffic World. 


Traffic Services 


OBSCURE COMBINATION rate basis to Shreveport, La., makes 
lower on large percentage LCL traffic from Trunk Line and New 
England territories. Rate and tariff authority on your product fur- 
nished reasonably. Box 385, Traffic World Chicago office. 


For Sale 


UNIVERSAL 8 pc. Tool Set $14.85, 10 pc. $19.85; Wrench Set 6 pc. 
box end $7.85, open end set $9.85; Combination box and open 8 wrench 
set $14.85; Midget 4” or %” socket set and case $19.85; Standard 
%” 15 pe. socket set in case $29.85; Tractor %” 14 pc. socket set in 
case $49.85. Immediate shipment! Clip ad, mail check now. Universal 
Tool Co., 1527 Grand TRW, Kansas City, Mo. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
as low as $500! 


Which of these cars could you use? 


S—Hopper, Twin 50-Ton 

50—Hopper, Side-Discharge, 50-Ton 

10—Refrigerator, 40-Ft., 40-Ton 

10—Box, 40-Ft., 40-Ton 

7—Box, Automobile, Steel, 50-Ft., 50-Ton 

2—Dump, Western, 20-Yd., 40-Ton; steel floors 
2—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
2—Dump, Clark Automatic, 30-Yd., 50-Ton.; drop doors 
4—Dump, K & J Automatic Lift-Door, 37-Yd., 50-Ton 
12—Dump, K & J Automatic Lift-Door, 20-Yd., 50-Ton 
2—Tank, 8000-Gallon, 40-Ton Trucks 

5—Tank 10,000-Gallon, 50-Ton Trucks 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now 


All cars are priced fo sell 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"“"ANYTHING containing IRON or STEEL" 
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© 1945 The Studebaker Corporation 


Safety first is the watchword 


of America’s hard-working truck drivers 


O YOU realize what a set-back 
it would be to America at war, 
if the millions of trucks on our 
streets and highways were to stop 
running for just one business day? 


Those trucks don’t stop running 
—they keep rolling along, safely 
and reliably, because the patriotic 
Americans who drive them know 
that record-breaking war pro- 
duction would be _ bottle-necked 
without the dependable, adequate 
transportation that trucks provide. 


That’s one of the reasons why 
the truck drivers of the nation— 
owners as well as employees— 
make “safety first” their watch- 
word more than ever right now. 


America’s hard-working truck 
drivers know that new truck pro- 
duction is drastically restricted. 
They know that a truck disabled 
by an accident may put a crimp in 
the steady movement of supplies 
to the fighting fronts—not to men- 
tion retarding essential deliveries 
here at home. 


Even in peacetime, truck drivers 
had every right to be proud of 
their excellent record of keeping 
out of accidents. Under the severe 
demands of wartime, they are 
making that record something of 
which every American can be 
proud. 


As one of the oldest manufac- 






Sy. eae 


turers of highway vehicles, Stude- 
baker extends its congratulations 
to America’s truck owners and 
truck drivers. 

Studebaker believes that safe, 
sensible driving—combined with 
careful maintenance—will do most 
to keep the nation’s sorely needed 
motor trucks on the job. 


Stidebaker 


PEACETIME BUILDER OF 
FINE CARS AND TRUCKS 


Wartime builder of Wright Cyclone 
engines for the Boeing Flying Fortress— 
heavy-duty Studebaker military trucks 
—Weasel personnel and cargo carriers 



























































ONE OF THE WORLD’S GREATEST 


REFRIGERATING 
WAREHOUSES 


















Harborside’s 3,000,000 cu. ft. of 
cold-storage space ranks it as one of the world’s 
outstanding refrigerating warehouses. In its 
modern vaults, the complete range of cooling, 
freezing, and sharp-freezing temperatures is 
maintained, for the proper preservation of 
perishable foods and products of every descrip- 
tion. Humidity and ventilation are also sci- 
entifically controlled. 


The needs of war, reconstruction, and relief 








of a 


=> 


» = 


We 
Y "4 


overseas currently claim all of Harborside’s 
vast dry-storage facilities. As the situation 
eases, these will promptly be made available 
to you. We suggest you contact us for such cold- 
storage space as we may be able to supply you. 


Direct connection with Pennsylvania Railroad, 
and with all other lines, via lighterage; 16-car 
placement at one time. Eight minutes to Hol- 
land Tunnel and trunk highways. Low insurance 
rates. Storage-in-transit privileges. 


WAREHOUSE COMPANY, INC. 
34 EXCHANGE PLACE, JERSEY CITY 3, N. J. 





